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INLAND WATERWAYS 
Shippers of Minneapolis and St. Paul declare them- 
iselves disappointed at the unwillingness of the railroads 
in the northwest to make joint rates with the Inland 
Waterways Corporation, operating the Mississippi River 
) Barge Line, connecting with the rails at Dubuque, Iowa. 
| They complain of what they call “the attitude of the 
Frail carriers in not cooperating with the government 
) agency that Congress had created for the purpose of pro- . 
viding relief in the Mississippi Valley,” and they point 
| to the purpose of Congress “to foster water transporta- 
; tion,” as set forth in the transportation act. 
| Weare not passing on the question of whether these 
| particular joint rates should be granted or on the seem- 
| ing inconsistency of the rail carriers in granting joint 
rates on the lower Mississippi and refusing them in the 
north, but we can see a good many reasons why they 
| should take the attitude of refusing to “cooperate.” 
| Cooperation is mutual. That is what the word means. 
If it is one-sided it is not cooperation. It is true that 
Congress directed that water transportation be fostered, 
but it did not say water transportation alone; it said 
both rail and water transportation. Is it fostering rail 
transportation for the government itself to operate a 
| barge line on the Mississippi River in competition with 
the rails and able to make much lower rates than the 
tails because it does not have to make a profit and, in its 
accounting, taking no thought of overhead charges that 
confront the railroads and would confront private opera- 
tors of the same barge line? If the barge line were put 
ona business basis in this respect, even though it might 
still be owned and operated by the government, there 
might be some justice in demanding “cooperation” from 
the railroads. To tell the railroads that there is a profit 
for them in the long run in helping the barge line do 
business, because such a policy will develop the country 
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and promote prosperity, makes about as much appeal as 
to tell a taxpayer that his assessment for making a city 
park three miles from his home is money well spent 
because it makes his property more valuable. 


It may 
be true, but it is hard to prove and is not convincing. 
Whether it be true or not, the railroads are not to be 
blamed for not being enthusiastic about it so long as 
what they are asked to contribute to is a subsidized 
agency in direct competition with them. 

We made some reference in this column two weeks 
ago to the way in which the inland waterways problem 
is confused by the attitude of some railroad men who 
allow themselves to be quoted in favor of waterway 
development without insisting that such development be 
preceded by a showing of traffic necessity for it and 
accompanied by fair business methods. There has come 
to our attention this week another outgiving of this sort 
in a newspaper interview from Kansas City with J. M. 
Kurn, president of the St. Louis-San Francisco. We do 
not, of course, vouch for the accuracy of the newspaper, 
but here is what it said: 


That railroads are not unfriendly to waterway development, 
but will aid it, and will co-operate in the joint handling of traffic, 
are declarations made here of J. M. Kurn, president of the St. 
Louis-San Francisco Railroad. Mr. Kurn asserted that the pre- 
valent idea to the effect railroads are opposed to waterway de- 
velopment “is ridiculous.” 

River navigation would benefit the railroads, he said, because 
waterways would help to promote the development of wide 
regions and would build more business, in which the railroads 
would share. In many instances, he added, the river lines would 
serve as feeders to the railroads. Not only the St. Louis-San 
Francisco lines, but railroads generally are in favor of using the 
natural waterways, Mr. Kurn declared. 

“Rail lines are back of a national inland waterway program. 
Such a program unreservedly commands the utmost support of 
rail systems. There always is the need for additional transpor- 
tation facilities, which mean a betterment in tonnage hauling. The 
prevalent notion that railways are opposed to waterway de- 
velopment is ridiculous. Aside from the fact the rail lines would 
benefit directly, through serving as feeders and being served by 
waterway feeders in return, there is the fact prosperity in the 
country would be increased in virtually all fields of commerce 
and business. - 

“The freight possibilities of river carriers are stupendous. 
The one limitation is an extended time in quick haul deliveries, 
but the benefits through other phases of water shipping more 
than offset that feature.” 

That the Frisco lines and other railroads had profited by 
waterway operation was shown by Mr. Kurn in the case of the 
shipping on the Mississippi River. This river system, he ex- 
plained, reaches territory that is not served by railroads. On 
river tonnage originating in Pittsburgh the St. Louis-San Fran- 
cisco Railroad has an opportunity to profit at Memphis, where 
much of the water haul ends. 


Now, as we have said before, we know of no reason 
why a railroad executive, if he really believes in it, should 
not favor inland waterway development. But we would 
suggest, as we have done before, that, because of the 
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amor that is being raised in ill-informed quarters for 
is development and the scarcity of facts on which to 
ce that clamor, railroad executives who ought to know 
ost about the need for additional transportation facili- 
es, are doing their roads and the public a poor service 
they lend their support to a cause that is not sound. 
hey should, at least, insist on facts and on a buisness 
olicy of operating inland waterways, if the facts show 
at their development is wise. 

We do not believe that Mr. Kurn and other railroad 
xecutives we have quoted represent the majority of their 
lass. We are positive they do not. Nor do we believe 
heir statements are always dictated entirely by approval 
{that to which they lend their support in words. Some- 
imes they are seeking favor of those with whom they do 
business and do not look far enough ahead to realize 
vhat a hole they may be getting into. On the other 
and, those railroad executives who are opposed to in- 
and waterway development, as at present conceived, are, 
or much the same reasons, backward about making their 
They fear to be misunderstood; they 
fear they will make enemies; they fear their opposition 
vill be used by the other side as proof that the water- 
way projects are warranted by the prospect of lower 
rates, both rail and water, else why should the railroads 
oppose them ? 


position known. 


Those are some of the things that confuse the issue 
and are responsible for the misdirection of the public 
mind. The public cannot be expected to think clearly 
ona given subject if those who know most about it do 
not talk frankly and intelligently about it or if they talk 
not at all. Railroad executives may be misunderstood 
if they oppose indiscriminate waterway development or 
any waterway development not based on fair business 
principles, but, if they know what they are talking about 
and talk intelligently and enough, their view can be ex- 
pected to prevail, not because it is their view, but because 
it is the right view. 


AN ARMISTICE DAY THOUGHT 
Armistice Day was observed this week. It has 
nothing to do with transportation or traffic except that, 
incidentally, some of the traffic clubs celebrated it with 
appropriate meetings. But it has a lesson for every- 
body—many lessons, in fact. One of them is to prepare 
and keep prepared against the day when another war 
may be necessary or there may be insurrection and riot 
to quell at home. We have need, not only of an adequate 
standing army and navy, but of proper training of the 
youth of our country that, if called on to fight, they may 
not have to do so without training. In order to accom- 
lish this it is necessary that men interest themselves 
somewhat in military affairs. This is not essentially a 
trafic club function, but it is one that traffic clubs and 
all other organizations should perform. Men, in times 
ot peace, love to poke fun at their fellows who delight 
in Wearing their army or navy uniforms when there is 
eecasion. Such joking is misplaced. The uniform is the 
symbol of protection. The men who wear it are the 
Protectors of their country, actual or potential. Some 
ot them may take exceeding pride in their garments. It 
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is well that they do. It is generally a fine sort of pride. 
If we might propose a toast on this occasion it would be 
to the uniform and the men in it—may they always be 
proud of it and wear it to their country’s honor. 


THE ST. LAWRENCE CANAL 

Although the proposed Great Lakes-St. Lawrence 
Canal is a project as to the wisdom of which we are not 
convinced, we are, in line with our policy to give all 
sides of all questions, at the request of the Great Lakes- 
St. Lawrence Tidewater Association, giving publicity 
to an article in twelve chapters prepared by it on the 
subject, “Shall We Move The Atlantic?” The first three 
chapters are published in this week’s issue. The article 
is, of course, an ex parte argument, based on estimates 
and hopes, so far as traffic is concerned, rather than 
on actual figures. We realize, however, that there can- 
not be actual figures, to any great extent, and it is for 
thoughtful readers to decide how far the hopes and esti- 
mates might be realized and whether the expense of the 
project is justified by them. We also suggest that the 
effect on the railroads and on our transportation system 
generally be taken into consideration in dealing with 
this subject. 


WASTE AND TRANSPORTATION 


Secretary of Commerce Hoover, in the forthcoming annual 
report of the department, will discuss the progress in elimination 
of waste in production and distribution, including elimination 
of waste in railway transportation. 


“The general movement throughout the country for elimina- 
tion or waste in production and distribution has made steady 
progress,” says Mr. Hoover. “The Department of Commerce, in 
continuation of its work of the past five years, has devoted much 
of its activities to this end. While various divisions of the 
department have been actively aiding in the campaign in many 
specfic directions, it must be borne in mind that the whole pro- 
gram is one fundamentally to stimulate action among industries, 
trades and consumers themselves. It is obviously not the func- 
tion of the government to manage business, but for it to recruit 
and distribute economic information; to investigate economic 
and scientific problems; to point out the remedy for economic 
failure or the road to progress; to inspire and assist in co- 
operative action in reduction of waste—surely, all these are well 
within the proper field of public service.” 


Secretary Hoover says it may be worth while repeating the 
major directions for national effort as they were outlined by the 
department at the beginning of the undertaking five years ago. 
The references to transportation are as follows: 


Elimination of the waste imposed by inadequate railway trans- 
portation, by improved equipment and methods, and the establish- 
ment of better cooperation. 


Vigorous utilization of our water resources for cheaper trans- 
portation of bulk commodities, flood control, reclamation and power. 

Reduction of waste through more uniform business documents 
such as bills of lading and warehouse receipts, etc. 


That part of the Department’s report dealing with elim- 
ination of waste in railway transportation, utilization of water 
resources, movement of grapes from California and commercial 
arbitration, which was prepared under the direction of depart- 
ment heads, follows: 


Probably the most outstanding single industrial accomplishment 
since the war has been the reorganization of our American railways. 
Our transportation was not only demoralized by government opera- 
tion during the war but had suffered from chronic car shortages and 
insufficient service, not only after the war but for many years before. 
The annual loss from this periodic strangulation in transportation 
was estimated in the department’s annual report of 1925 to amount 
to hundreds of millions a year. The insufficiency of transportation 
interfered with steady industrial operations, created intermittent em- 
ployment, increased the costs of production, and through perodic 
strangulation, caused high prices to the consumer. Manufacturers 
and distributers were compelled to carry excessive inventories as 
a protective measure, thus not only increasing the amount of capital 
required in the business, but multiplying the danger of loss by price 
fluctuation. 

The railways, during the past five years, not only have built up 
adequate service and given a complete correction to these ills, but 
they have, by great ability of their managers, greatly reduced trans- 
portation costs and thus made rate reductions possible which would 
not have been otherwise the case. 

No better indication of these accomplishments can be given than 
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is shown in the following table, which shows increasing efficiency in 
every direction—equipment, management, and personnel. 





(A) (B) (C) (D) (E)- (F) (G) 
aaa 42,322,670 687 24.4 1,869,501 214,667 1.179 
ee elas? 40,657,504 656 22.9 1,643,000 213,960 1.239 
EE chewireeelakeae 47,192,796 704 25.7 1,770,000 243,523 1.126 
er 48,991,763 706 27.3 1,850,000 236,074 1.121 
re eet 49,677,771 731 27.3 1,765,169 247,788 1.108 
EN vecwuenaneaan 51,916,798 752 29.5 1,782,733 264,152 1.092 

(A) Fiscal. (B) Number of cars_loaded. (C) Tons, average train 


load. (D) Car-miles per car-day. (E) Average number of employes. 
(F) Revenue freight ton-miles handled per employe. (G) Revenue 
per ton-mile, cents. 


It is an interesting commentary upon government operation that 
private enterprise has been able to operate the railways with far 
fewer employes and at the same time load almost 15 per cent more 
ears than the government administration. In 1920, the last year of 
government operation, the total number of employes rose to 1,999,000 
as compared with 1,783,000 in 1925. 

The result of this great reorganization upon the whole economic 
fabric of the country has been far-reaching. Rapid dispatch has 
greatly reduced the inventories of the country, has contributed to 
stabilization of production and employment, and has increased the 
efficiency of all production and distribution. 

One of the contributions to this success, and a fine example of 
cooperation between different industries and trades, has been the 
great service of the regional advisory boards created'by the American 
Railway Association. These boards have been organized in practically 
every section of the country, and are representative of all of the 
shippers and receivers in each territory—farmers, manufacturers, and 
distributers. Transportation needs have been analyzed and antici- 
pated quarterly; car requirements are regularly estimated. The boards 
have also made studies of market and marketing methods in the 
promotion of more even distribution of commodities; they have con- 
tributed to the solution of railway problems of better loading and 
higher operating efficiency. 

As a part of the plan of cooperation the department is now 
conducting an economic survey in Florida of the stocks on hand, 
methods of distribution, and estimated car requirements of principal 
commodities moving to and from Florida. y 

Another point of the cooperation of the department with the 
shippers and railways is in the development of better methods of 
packing. From general report of results obtained in this direction, 
the claims for damage against the railways have been reduced 
between 1920 and 1925 from approximately $120,000,000 to $37,000,- 
000. The department has cooperated also in standardization of forms 
and contracts used in industries associated with transportation which 
has contributed to reduction of distribution cost. 

Many unsolved problems in transportation confront us. Much 
though must be given the coordination of our railway and water facil- 
ities. The economic relation between motor-truck and less-than-car- 
load railroad distribution is important. Much can be gathered from 
further study in domestic packing. Enlarged activity in connection 
with the shippers’ advisory boards will tend further to reduce wastes 
in distribution. With the hand-to-mouth buying permitted by reliable 
and rapid railway delivery, knowledge of stocks on hand in various 
regions, and of the probable car requirements for the coming quar- 
ter, will be of increasing value. Additional study of the distribution 
of perishables by producers, shippers, and receivers may aid materially 
to the elimination of waste in the distribution of foodstuffs. 


Utilization of Water Resources. 


During the year the department of commerce, as directed by its 
organic act, continued to give active consideration to the commercial 
possibilities in the full utilization of the water resources of our coun- 
try—inland water-borne transportation, power, irrigation, reclamation, 
and flood control. A broad national policy is needed for the orderly 
development of all river and lake systems that we may not suffffer 
great losses through erratic development and failure in coordination 
to secure the maximum economic returns from each drainage basin. 

Water is today our greatest undeveloped resource. Our streams 
and rivers offer us a possible total 6f 55,000,000 horsepower, and of 
this less than 11,000,000 has been developed. Of our 25,000 miles of 
possible inland waterways probably less than 7,000 are really modern- 
ized, and the utility of much of these 7,000 miles is minimized by 
their isolation into segments of what should be connected trans- 
portation systems. We still have 50,000,000 acres of possible re- 
claimable and irrigable lands which, while not now needed for agri- 
eyltural production, will some day be absolutely necessary to supply 
growing population. 

There are imperative reasons for the execution of a compre- 
hensive plan for the coordinated long-view development of each 
river system to its maximum utilization. The necessary advances 
in rail rates from the war, together with completion of the Panama 
Canal, have distorted the economic relationship of mid-west agri- 
culture and mid-west industry to the rest of the country and to 
the world markets. This relationship can be restored by conversion 
of our inland waterways into real connected transportation systems 
for cheaper movement of bulk commodities and raw materials. There 
will be increasing demand for hydroelectric power with its saving of 
fuel and reduction in human sweat. Before expiration of the years 
required for completion of major construction we shall need more 
food supplies than our present lands will afford. True conservation 
of water is not the prevention of use. Every drop of water that runs 
to the sea without yielding its full commercial returns to the Nation 
{fs an economic loss. The immediate situations, the interest of sound 
economy, and the provision for future needs of the country alike 
require full use of all our resources. 

In its visualization of a policy of water development, the depart- 
ment has indicated seven great projects of major importance: (1) 
Mississippi system; (2) Columbia River system; (3) Colorado River; 
(4) Great Lakes system; (5) the Great Valley of California; (6) intra- 
coastal waterways; (7) other important developments, including the 
Rio Grande and Hudson Rivers. 

Each system must be considered as a whole and organized to the 
maximum results. We need immediate determination of the broad 
objective and best development of every river, stream, and lake in 
our country in order that we do not undertake or permit haphazard 
development, whether public or private, that will destroy the possi- 
bilities of the maximum future returns. And, likewise, we must 
determine what structures shall be undertaken at once. 

ogress of science and engineering, inventions in construction 
methods, improvements in water craft, discoveries in transmissions of 
electricity have brought us to the threshold of a new era in utilization 
of our water resources. We are able to undertake great projects with 
confidence of successful accomplishment. We have emerged from 
the long postponement of national construction imposed by the war 
and reconstruction; we have recovered so greatly in national wealth 
that we now have the capital to compass such projects as our expand- 
ing needs require and our undeveloped resources make possible. 

The department during the year has vigorously advocated such 
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a policy of water development. Actual inspections have b 
on the Great Lakes system, Mississippi River system, Columb : 
and in the Great Valley of California. The Secretary of Con Baxi 
in various addresses throughout the country, has directeq™ 
attention to the fundamental benefits of the development and noe 
its immediate national importance. Mdical 
The St. Lawrence Commission of the United States 
chairmanship of Secretary Hoover, has been engaged in c 
of the improvement of the St. Lawrence River from La e } 
to Montreal, providing not only canalization for deep-se Ontay 
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to the lakes, but the development of large quantities “of ayaa Comp 
power. A joint board of American and Canadian engineers hace ffort is 
actively at work on the engineering aspects and will repor * merct 
this year. The Department of Commerce has conducted a a liga com? if 
economic study of the effects and benefits of the project ft points, . 
sideration of the commission. OF the law 
concurrent study of an alternative route from th ility 0 
across New York state is also in progress. With economic’ Leia s2cility 
gineering studies of both routes in hand, sound conclusions 4% am det © 
seacnes one final recommendations prepared for the consideration” mission€e 
e country. : r 
__At the request of Secretary Hoover, negotiations were undert - a 
with Canada during the year which have resulted in the appoint that 
of a joint commission to consider methods for the preservation on rail cart 
scenic beauty of Niagara Falls. Concentration of water in a V-sh ty offered | 
— in _ — ro is oe ge down the escarpment a when sv 
serious rate, denuding e wings of the falls, an : : 
ruin their scenic beauty. and threatening § satisfac! 
Movement of Grapes forbid t 
Two years ago the Department of Commerce, in an exhaust} the ma 
report on Pacific coast perishables, laid down certain principles poo the peo 
tial to more stable marketing and the elimination of the great wag Mn j prov 
in marketing which were a burden upon both the producer and a _ P 
sumer. An extremely important experiment is now in progress in th nn 
development of co-operation in a wholly larger sense in an endeaypigmm the Pre 
to curb the evils there pointed out. Under the leadership of th way in 
American Railway Association, a joint committee has been create ion W 
embracing representatives of the growers, bankers, shippers, and raj. on 
way executives and others having to do with the grape crop of (a; iS good 
fornia. The Department of Commerce, the Interstate Commerce (Con, been T 
mission, and the Department of Agriculture are also co-operating wit ess 
this committee. The object is to develop a control of the shipmen seam 
and marketing of the annual crop of some 70,000 carloads of grap They | 
to the end that more stable return may be secured to the Zrowen Becau 
and great wastes eliminated in transportation and marketing, | riv 
this experiment can be developed to the degree hoped for it wi he 
represent a new departure, not alone in transportation but in a than 
enlarged service of co-operative marketing as well. It will giv. put ul 
stability in the grape industry—an industry in which there igs ay ing 
investment of over $125,000,000 of capital aside from something ove 
$100,000,000 of specialized equipment for transportation—and _ then ag aD 
is promise of a solution for handling other perishable crops throughout the T 
po a: = . ~~. cr eg A beneficial to the farmer ani exerc 
s arily, and secondari yay 
anlar tnanapaaion y of value to the railways in mor corde 
Commercial Arbitration = 
.The settlement of business disputes by arbitration instea iti | 
gation has made important progress sines 1921, progress weigh. as Ci 
particularly marked in the past fiscal year. The department has heli that 
that commercial arbitration eliminated waste by removing ill will, by trai 
saving costs of litigation, by preventing undue delays in busines 
transactions, and by strengthening contractual relations. "pe the 
New York, New Jersey, Massachusetts, and Oregon have adopted by t 
commercial arbitration laws. On January 1, 1926, the Federal arti- road 
tration law ,came into effect. By this act the Federal courts ar | 
given jurisdiction to enforce such agreements whenever they would shot 
normally have jurisdiction under the judicial code. The department, syst 
a large number of trade associations, chambers of commerce, and other port 
organizations co-operated in the support of this legislation. Ar Th 
information service has since been set up in the Bureau of Foreign . 
and Domestic Commerce to report future progress in arbitration the 
practice. The 
val 
REVENUE TRAFFIC STATISTICS he 
une 
Revenue traffic statistics compiled by the Bureau of Statistics me 
of the Commission from reports of Class I railroads, not inclué- pel 
ing switching and terminal companies, for August, 1926, ani of 


1925, show that freight revenue totaled $429,963,246 in August, 
as compared with $402,902,352 in August, 1925. For the eight 
months ended with August the freight revenue totaled $3,074: 
318,217, as compared with $2,896,569,881 in the correspondin: at 
period of 1925. 

Passenger revenue totaled $98,665,055 in August, as com: di 
pared with $103,792,914 in August, 1925. For the eight months pe 
ended with August the passenger revenue totaled $700,434,545, tl 
as compared with $700,044,865 for the corresponding period of ) 
1925. The decline of passenger revenues in August as compared 8 
with August last year indicated a break in the trend toward 2 t 
total for passenger revenue this year in excess of that for 1925. N 
For the eight months, as the figures show, the passenger I 
revenues this year are slightly above those for the same period ( 
last year, but declines such as that reported for August will 
soon put 1926 behind 1925. : 

Revenue passengers carried in August totaled 73,790,000, as 
compared with 78,352,000 in August, 1925. For the eight months 
the number of revenue passengers carried was 574,217,000, 2 
compared with 594,587,000 in the same period of 1925. The 
revenue per passenger-mile in August was 2.791 cents as against 
2.762 cents in August, 1925. For the eight months it was 2.931 
cents as against 2.913 cents in the same period of 1925. 

Revenue tons carried in August totaled 220,852,000, 2: 
against 211,204,000 in August, 1925; in the eight months, 1,543: 
900,000 as against 1,458,414,000 tons in the same period of 192. 
Revenue per ton-mile in August averaged 10.82 mills as against 
10.70 mills in August, 1925; in the eight months, 10.88 mills a 
against 10.98 mills in the 1925 period. Revenue per ton per road 
averaged $1.95 in August as against $1.91 in August, 1925; in 


oe om months, $1.99 as against $1.99 in the same period 
8) ° 
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Competition for Railroads.—It is suspected that, when an 

























e ‘ j ade in Congress to legislate for the regulation of 
repos Os effort cree between the states by motor vehicle, one of the big 
aR. Searchid — if not the main point, will be a query as to how far 
"Ct for cg os law should go in limiting the competition of the newer 
Great Ly, racility of transportation with the older. A. Oe Patterson, presi- 
ie 2nd alll gent of the National Association of Railroad and Utilities Com- 
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missioners, brought forth applause at the annual convention of 
that organization at Asheville, nN. C.,. BF saying: If we say 
that motor vehicle transportation should be denied because the 
rail carrier in the territory can carry all the persons and goods 
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a Vest offered and, hence, should not be injured by such competition, 
Pment at when such motor transportation will be more convenient, more 
Catening 4 satisfactory, and more economical, by the same token we should 






forbid the sale of electric lights because to permit it will injure 
the manufacturers of candles and oil lamps.” He added that 














































































iples with the people were entitled to the benefits that would accrue from 
Teat Wasim improved highways and the development of the motor vehicle. 
reas 4,“ The Patterson argument, it is believed, will not be denied as to 
m endif the premise about the people being denied the benefit of high- 
ship of jm" way improvement and motor development, but some will ques- 
<" creat) tion whether the analogy between candlemakers and railroads 
‘op of Caen is good. The candlemakers, at least in this country, have never 
nerce Con been required to obtain certificates of public convenience and 
eating wit necessity Or assume any other public or quasi-public duties. 
; f oa They have been free to come and go. Not so with the railroads. 
e grown Because they assumed they had the right to act as if theirs were 
keting, I a private business with which the public had no concern, other 
but ea than the paying of such bills as might be rendered, they were 
will give put under control. The control, for thirty years, has been grow- 
— is af ing more stringent. The transportation act has been treated 
and t’[e as an acknowledgment by government that, having regulated 
throughoy. ee the railroads to such an extent that they could not begin to 
armer ani exercise the freedom of management that has always been ac- 
vS in moe? corded candlemakers, the railroads were entitled to treatment of 
a character differing from that accorded to candlemakers. Had 

ad of li. (the railroads always been allowed to run their business as freely 
eing mors as candlemakers, it is suggested, there would be no thought 
+ has heli that they were entitled to a measure of protection from unre- 
baci, 2 strained competition from motor vehicles. As before indicated, 
ss the thought has been how much protection ought to be given 

: adopted by the state to the fully, if not over-regulated carriers by rail- 
wrt road. At this time there is considerable thought that some way 
1ev wougge should be found whereby there might be an integration of the 
‘partment, systems of transportation by railroad and systems of trans- 
— = portation, for accessorial services, at least, by truck and bus. 
f Foreign The truck, it is believed, will never be a serious competitor of 
rbitration the freight train in the carriage of heavy basic commodities. 


The competition will be in the carriage of the lighter, more 
valuable merchandise for relatively short distances. That, many 
a man feels, should be a coordinated service performed by or 
under the guidance of existing railroad corporations, supple- 


S 








: mented, where the railroads corporations will not undertake to 
926. ani perform such supplementary service, by corporations independent 
» and of the railroads. 
August, 
he eight 
1 $3,074: Hip Disease in a Snake.—J. M. Challiss, assistant general 
sponding attorney for the Missouri Pacific, at Atchison, Kan., where the 
night club now so popular in New York originated, is the latest 
as con: discoverer of fearful and wonderful things in a freight tariff— 
months perhaps it might be accurate to say in a Leland tariiff. His 
),434,545, thoughts on the subject run thus: “There are certain things, 
eriod of spiritual and material, in the presence of which ordinary mortals 
om pared stand dumb. When I stood at the tomb of Napoleon, first viewed 
Oward 3 the Washington Monument, gazed into the Grand Canyon, words 
for 1925 were superfluous. A feeling akin to this arises within me when 
issenger I contemplate a freight tariff, with its exceptions, items, notes, 
@ period commodities, distances, proportionals, disproportionals, gate- 
ust will ways, basing points, arbitraries, and God knows what. If the 
thing itself amazes, what can be the feeling when one views 
),000, as from afar the mind that conceived it? I can approach a super- 
months intendent, a general manager, a general solicitor, or a president, 
000, as if you will, with a certain amount of assurance and composure, 
>. The but when I approach the portals of a traffic expert’s office, I 
against not only remove my hat, but also my shoes, and, like the devout 
as 2.931 Moslem, chant as I near the throne, ‘Great is Mohammed, but 
D. greater is the man who understands freight tariffs.’ As long 
000, as as the freight tariff remains in the railroad general office, while 
» 1,543- it is a fearful and wonderful thing, it is still harmless and inert. 
of 1925. It is only when placed in the hands of a country agent, who 
against plays by ear and not by note, that we can fully appreciate the 
nills as wonderful possibilities. Unless it is carefully interpreted with 
er road the aid of logarithms, a microscope, a search warrant, and a 
925; in college education, the country agent is liable to conclude that 
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the confounded thing provides for the issuance of trading stamps, 
and ladies free every Thursday night when they give away 
plush furniture and a set of dishes to the holder of the lucky 
ticket. Seriously, however, the character of the various com- 
modities, the nature and distances of the territory served, the 
needs of certain industries, and a thousand and one other things 
so enter into the rate question that a short, simple and general 
applicable tariff is as impossible as a hip disease in a snake.” 





Oil Conservation by Freight Rate.—It is thought among traf- 
fic attorneys for oil companies that the Commission’s decision 
in No. 14264, National Refining Company et al. vs. Louisville and 
Nashville et al., is of prime importance as a conservation meas- 
ure. It may help the country continue in the enjoyment of a 
liquid fuel for internal combustion engines for a few days longer 
than the six years the lugubrious geologists assign for the ex- 
haustion of the petroleum resources now in sight in the United 
States. Under the informal ruling made by the Commission 
in August, 1922, a mixture of crude petroleum and casinghead 
gasoline had to be described and shipped as gasoline from the 
Somerset or Big Sinking field of eastern Kentucky. That field 
was so far away from a refinery that needed casinghead gaso- 
line that, broadly speaking, there was no market for the con- 
densed gas. So the producer ran the condensate back into the 
crude from which it had come. There was no doubt about the 
condensate having been a component of the identical crude 
shipped. Had it not been shipped in that way that part of the 
product of that field would have been wasted and the conserva- 
tionists would have mourned. The significance of the case came 
into strong relief when it was finally argued. By that time the 
oil well owners in several fields had found that, by sending sur- 
plus gas back into the oil sand, they increased the flow of their 
wells. The question immediately arose as to whether the crude 
that came up later was not a mixture of crude and casinghead 
gas. Of course, the gas had not been condensed, but putting 
the gas back into the ground had the effect of mixing a volatile 
product of an earlier production with later production, just as 
was done in Kentucky. The method is not exactly the same. 
There is, however, not much difference, if any, in the result. 
The Commission’s decision, it is believed, will make it impos- 
sible for any railroad traffic man to raise the question whether 
the product of wells that have had gas returned to them is 
crude or a mixture of crude and casinghead gas. Oil producers, 
therefore, will be free to conserve petroleum by catching some 
of the gas that comes up with the first crude and return it to 
the sand without running the risk of having to pay the gasoline 
rate on the crude brought to the surface with gas that had 
already been at the surface and which, if condensed, would have 
been casinghead gasoline. Such a condensed product when 
shipped as casinghead gasoline or mixed with crude, is subject 
to the higher refined rate. There will be no freight rate penalty 
on the product of such a conservation method. 

Challenging Vare and Smith.—The announced intention of 
Senator Norris, of Nebraska, to challenge the right of Senator- 
elect Vare, of Pennsylvania, and Senator-elect Smith, of Illinois, 
to take the oath of office, it is generally expected, will cause 
a great thumbing of books of reference to determine what the 
law may be on the subject, if any. The challenge, as now un- 
derstood, will not rest on anything other than that they spent 
much money in getting themselves nominated—not that they 
violated any part of the Constitution or a statute; in other 
words, whether, having spent much money, they are fit to asso- 
ciate with Norris and others. The Constitution prescribes the 
qualifications of senators. Both House and Senate have debated 
often whether they, by statute, could add to the qualifications 
of members. The Senate has always acted on the supposition 
that it could not supplement the qualifications prescribed by the 
Constitution. The House, even in the Civi] War days, acted on 
the theory that it could not add anything to the qualifications 
prescribed by the fundamental law that called into being the 
Congress and made it the repositary of the legislative power 
delegated by the people to the national government. However, 
when a Mormon, acknowledging that he had more than one wife, 
presented his credentials to the House, he was made to stand 
aside while he was being investigated. The House decided that, 
because he had more than one wife at the same time, he was 
not entitled to associate with its members. Later, Senator 
Smoot relieved his colleagues by not asking to be sworn in until 
it was determined whether there was more than one Mrs. Smoot. 
The House, by its action, in refusing a seat to the Mormon, in 
effect, added to the qualifications by saying that no man having 
more than one wife at the same time could be a representative. 
Norris, a nominal Republican, if he can command the support 
of the Democratic senators, probably can prevent Vare and Smith 
being sworn in—at least in the usual way. But that is a two- 
edged sword. There are rabid Republicans who contend that 
southern states should be punished for not permitting negroes 
to vote. In 1928, the “breaks” in politics are against the Demo- 
crats, just as, this year, they were against the Republicans. That 
is to say, this year an unusually large number of Republicans 
were up for election in doubtful states. Two years from now 
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the conditions will be reversed. If Vare and Smith are kept 
out, the door is opened to a continual jangle over whether this, 
that, or the other man should be permitted to take the oath. 
The Constitution provides for the expulsion of senators by two- 
thirds votes. Each house is the judge of the qualifications of 
its members. But for the exclusion of the Mormon it might be 
said that neither house had ever undertaken to judge the quali- 
fications of those claiming membership, except to ascertain 
whether the man met the qualifications set down in the Con- 
stitution, as to age, election, and place of residence. Norris, 
however, trains with the element that contains men who think 
the broken-down European parliamentary or “responsible” form 
of government is better than the American system, wherefore 
strict adherence to a sane construction of the Constitution in 
the coming fight over Vare and Smith seems more than could 
reasonably be expected.—A. E. H. 


RAILROAD WAGE ARBITRATION 


The Trafic World New York Bureau 


Comprehensive information bearing on the demand of rail- 
road workers for an increase in compensation has been laid be- 
fore the Board of Arbitration, now sitting in New York, by 
representatives of the carriers. The board is headed by Edgar 
E. Clark, former chairman of the Interstate Commerce Commis- 
sion. In reply to the arguments of the labor groups, who ask 
20 per cent advance in pay for approximately 90,000 men, the 
railway officials contend that the present scale is adequate and 
no further increase is necessary or justifiable. J. G. Walber, 
vice-president of the New York Central and chairman of the 
conference committee of managers, said these demands, if 
granted, would mean an increase of $38,000,000 a year. J. J. 
Ekin, comptroller of the Baltimore & Ohio, stated that the im- 
provement in the earning power of the eastern railroads had not 
been achieved at the expense of the train service employes. 

Citing October, 1925, as a typical month, Mr. Walber de- 
clared that conductors on through passenger trains in that 
month earned an average of $9.58 a day on duty and $1.26 an 
hour. The monthly earnings of through passenger conductors 
were given as between $200 and $250 for 41 per cent of the men, 
while 37 per cent were cited as earning between $250 and $300. 
Sixty-two per cent of these men worked less than 200 hours a 
month and 38 per cent more than 200 hours a month, Mr. Wal- 
ber’s data showed. 

According to Mr. Walber’s figures, 66 per cent of the brake- 
men on through passenger trains earned from $140 to $200 a 
month. Of these 38 per cent were on duty more than 200 hours 
during the month, and 62 per cent worked less than 200 hours. 

Conductors on through freight trains showed the greatest 
number of working hours. Fifty-two per cent of them worked 
more than 240 hours a month and 25 per cent worked more than 
280 hours. Of these through freight conductors 50 per cent re- 
ceived between $180 and $250, while 26 per cent received be- 
tween $250 and $300 a month. 

Yard switchtenders earned an average of 59.4 cents an hour 
on duty. In road service the poorest paid were the brakemen in 
threugh freight and other road service, who received an average 
of 73 cents an hour while on duty. 

At the request of Mr. Clark, Mr. Walber introduced statistics 
showing overtime work and overtime pay received by employes 
in various classes of service. 

The figures covering all the eastern railroads during the 
ménth of October, 1925, showed that conductors on through 
freight trains averaged one hour and twenty-four minutes over- 
time a trip and received average overtime pay a trip of $1.59, 
making their average total earnings a trip $8.54, or 92 cents an 
hour on duty. 

Brakemen on the same trains received $1.20 overtime pay a 
trip, making their average total earnings a trip $6.68, or an 
average of 73 cents an hour on duty. 

Conductors on local freight trains averaged two hours and 
twenty-one minutes overtime a trip, for which they received 
$2.93, bringing their average total earnings a trip to $9.86, or 95 
cents an hour on duty. Local brakemen on the same trains aver- 
age $2.30 overtime pay a trip, making their total earnings per 
trip $7.74, or an average of 75 cents an hour. 

The figures showed that conductors in other road service 
averaged two hours overtime a trip and received $2.38 overtime 
pay a trip, bringing their total to $8.89, or 90 cents an hour on 
duty. Brakemen in other road service received $1.72 pay for 
one hour and forty-nine minutes average overtime a trip, bring- 
ing their total earnings to $6.98 a trip or 73 cents an hour. 

Mr. Ekin’s testimony is summarized as follows: 


The improvement in the earning power of the eastern railroads 
has not been achieved at the expense of their train-service employes. 
Out of each dollar spent for the movement of trains the eastern 
railroads in 1925 paid almost exactly the same percentage in wages 
as they paid in 1916. 
ut—on the average—for every dollar of train-wages paid in 1916 
they took in $78.12 of gross revenues; whereas for every dollar they 
paid in train-wages in 1925 they took in only $76.46 in gross revenues. 
Yet between 1916 and 1925 the eastern railroads made a net 
addition of $1,998,803,877 to their investment in road and equipment. 
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It is only this new capital investment which enables them t, 
present traffic with economy and efficiency. Cary 
Despite this great increase in investment, the net railway 0 
ing income of the eastern railroads in 1925 was only $174,994 4s" 
return of 4.90 per cent, as against a net operating income in te 
of $416,767,825, a return of 5.51 per cent on property investmen; 

In other words, for their increase of approximately $2,009 oq 
in investment, the eastern carriers in 1925 received only $5 
more net operating income than they received in 1916. 

On December 31, 1925, the eastern railroads had outs 


tandiy 
$3,936,440,287 of funded debt on which they paid interest cha’ 





















































of $185,465,277, or at an average rate of 4.71 per cent. The 

On the same date they had outstanding capital stock AMOuntipg ortatior 
to $2,802,424,125 on which they declared dividends aggregating Ty Guif 
198,946, or at an average rate of 4.61 per cent. a. & 

The average return to the stockholders of the eastern railnmm ographe 
in 1925 was 1/10th of 1 per cent less than the average return to they tracks 2 
bondholders. It will be impossible for the eastern railroads to raj, rvice 
by the sale of stock, a reasonable amount of their necessary ney se 
capital from year to year unless the return to the railroad stockholde and en) 
is substantially in excess of the return to the railroad bondholde upon re 
Otherwise there would be no economic reason for any investor takin, case, St 
the hazards of partnership in the transportation business. % the 

Even if one adds to the net railway operating income of , to 
eastern railroads their entire corporate income from other sources. any is 
amounting in 1925 to $118,955,088—a 13 per cent increase in the wags practic! 
of all employes would have consumed their entire surplus last yey ort 

Hence, no general increase in wages can be economically justifig we 
The economic ability of the eastern railroads to meet the increagin, In 
demands for service from year to year rests upon the possibility regard 
of attracting additional investment, reasonably divided as_ betwee effect, 
stockholders and bondholders. The ability to attract stockholdey r' 
rests upon the possibility of increasing the net Operating incom trove 
available for dividends and surplus. , Brom) 

: p hat | 

Under cross examination by W. N. Doak, vice-president pace 
the Brotherhood of Railroad Trainmen, Mr. Walber admitta Corpo 
that the eastern railroads were financially able to meet the the DC 
mand for a 20 per cent increase in wages, but said that the aj. the D 
vance was opposed as unjustified. The railroads rested thej track 
case after supplying the board with additional data intended ty lease, 
confirm this contention. 

“In view of the increased earnings of the railroads durin exten 
the last few years, don’t you think that the men should get, those 
share of these earnings?” Mr. Doak asked. The 

“I do, but I go further and claim that they are getting ip. petit 
creased earnings comparable to those the roads are getting” com] 
was Mr. Walber’s reply. it nC 

Asked by Mr. Doak whether the railroad managers did not reha 
believe that contented employes and good will on the part of the a co 
employes were good assets, Mr. Walber said: Bro! 

“There is. no question about that. We get much better re pay 
sults when the men are contented than when they are dis trac 
gruntled.” pan 

John J. Ekin, who had introduced figures showing the earn. the 


ings of the eastern railroads in 1925, was recalled to the stand 
shortly before the railroads rested their case, and said that the 
figures on wages paid and earned by the conductors and train- Bre 
men indicated that the men were not entitled to the increases 
demanded. He said, in regard to figures recently published in- 
dicating that 1926 will be a banner year for the railroads, that 
the increase in operating revenue tons handled this year over Br 
1925 will be about 3 per cent higher in the entire country than 


an 

in the eastern district. pa 

T 

l. C. C. WAGE STATISTICS : 

Class I railroads in August had a total of 1,853,070 employes t] 

to whom total compensation of $256,761,368 for the month was ‘ 

paid, according to statistics compiled by the Bureau of Statistics 7 

of the Commission. The number of employes represented 4 1 

decrease of 4,149 as compared with the number for July, 1926, ‘ 
but an increase of 52,851 as compared with the number for 


August last year. The total compensation for July was $254; , 
617,654; for August, 1925, it was $247,071,210, the compensation 

for August this year having been approximately $10,000,00) 
greater. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Octo 
ber 23-31 totaled 81,011 cars, while the average daily shortage 
was 1,945 cars, according to the car service division of the 


American Railway Association. The surplus was made up 4s 
follows: 


Box, 38,106; ventilated box, 218; auto and furniture, 6,824; tot 
box, 45,148; flat, 5,334; gondola, 7,885; hopper, 4,221; total coal, 12,1'" 
coke, 461; S. D. stock, 11,072; D. D. stock, 2,069; refrigerator, 2,/4 
tank, 260; miscellaneous, 812. 


The shortage was made up as follows: 
1,185; hopper, 175; 
1,945. 


Canadian roads reported a surplus of 3,200 box, 500 flat and 
400 S. D. stock cars. 


Box, 460; gondola. 
refrigerator, 123; miscellaneous, 2; total 


MILWAUKEE INVESTIGATION 
Hearings in the Commission’s investigation of the Chicago. 
Milwaukee & St. Paul will be resumed at the Great Norther2 


Hotel at Chicago, November 15, before Commissioner Cox and 
Examiner Bardwell. 
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COMMISSION DISREGARDS COURT 


The Commission, by division 5, in No. 18515, In Re Trans- 
ortation and Car Service on the Line of the Kansas, Oklahoma 
F Gulf Railway Company, running out of Bromide, Okla., mime- 
ographed, has found that through the use of its right of way, 
tracks and other facilities, in furnishing transportation and car 
service to the Bromide Company and refusing similar service 
and enjoyment of these or similar facilities to Dolese Brothers, 
upon request, the Kansas, Oklahoma & Gulf, respondent in this 
case, subjects the latter company to undue prejudice and gives 
to the former company undue preference. The railroad com- 
pany is ordered, not later than December 15, to abstain from 
practicing the undue prejudice and preference found in the 

rt. 
sa * making this disposition of the case, the Commission dis- 
regarded a decision by the supreme court of Oklahoma to the 
effect, in part, that the rails in the track about which the con- 
troversy arose, under lease, were the private property of the 
Bromide Company which could not be used without its consent. 
That part of the court’s decision may be regarded, however, as 
secondary to the opinion of the judicial body that the Oklahoma 
Corporation Commission, under the law of Oklahoma, had not 
the power to require the respondent carrier to extend a track to 
the Dolese company‘s quarry, from point of connection with a 
track to the Bromide company, the rails of which, under the 
lease, belonged to the Bromide company. 

The controversy was caused by the refusal of the carrier to 
extend facilities and service to the Dolese company similar to 
those accorded to the Bromide company, near Bromide, Okla. 
The Bromide and Dolese companies are actual or potential com- 
petitors in the operation of rock crushing plants. The Bromide 
company, successor to two companies that operated plants where 
it now has its plants, made a contract with the carrier for the 
rehabilitation of a line to the Bromide rock crushing plant from 
a connection with the railroad company’s four mile branch from 
Bromide. One provision was that the Bromide company should 
pay interest on an agreed valuation of the rails and keep up the 
track. Tne track was for the exclusive use of the Bromide com- 
pany. The materials used in the track, however, were to remain 
the property of the respondent. ; 

Dolese Brothers company acquired land in the same neigh- 
borhood, including the land, subject to lease, upon which the 
Bromide company’s crusher was located and applied for railroad 
service by means of a connection with the track running to the 
crushing plant of the Bromide company. 

Respondent refused on the ground of the contract with the 
Bromide company. Dolese Brothers applied for and obtained 
an order from the Oklahoma commission. The Bromide com- 
pany, as intervener, applied to the supreme court of Oklahoma. 
The court, in Bromide Crushed Rock Company vs. Dolese Broth- 
Company, 247 Pac. 74, held that the corporation commission was 
without authority to order the track connection; and, further, 
that the record did not show who owned the right of way on 
which the rails were laid but that conceding that the right of 
way was owned by the railroad company, the rails, under the 
lease, were the private property of the Bromide company, which 
could not be used without its consent. 

Under the order of the Oklahoma commission, the respond- 
ent built a connection for Dolese Brothers. What Dolese Broth- 
ers desired now, the report said, was service over that connec- 
tion. At the time the connection was made the carrier was in 
the hands of a receiver. The receivership ended April 30, 1926. 
The reorganized company, the respondent, elected not to adopt 
the contract made with the Dolese company. It has treated it as 
having terminated on May 1, 1926. 


Representatives of the rock crushing companies appeared 
before the Commission but the carrier took no part in the case. 
Counsel for the Bromide company questioned the jurisdiction of 
the Commission. Oklahoma was notified of the inquiry but was 
not represented at the hearing. 

The Commission said the record showed that the Bromide 
company and its predecessor were induced to contribute to the 
building of the track by the fact that no charges were made by 
the respondent for the extra haul from the station at Bromide 
to the crusher. The only compensation received by the railroad 
company, the report said, was by payments made pursuant to 
the contract covering rent for the track materials. Such an ar- 
rangement, the Commission said, was contrary to the principles 
of the act, citing Weleetka Light & Water Company vs. Ft. S. & 
W., 12 I. C. C. 503. In that case the Commission said it did not 
approve the practice of some carriers of repaying advancements 
made by a shipper for the construction of a switch track by 
making an allowance to him in a definite amount on each car- 
load of freight shipped to or from his manufacturing plant. Such 
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an arrangement, it said, presented too much the appearance of 
a purchase of property by the carrier with transportation, con- 
trary to the principles of the act. It added that what was there 
said might be taken as a general ruling of the Commission ap- 
plicable in similar cases. 

The report said the sole reason advanced by the respondent 
for its failure to furnish service requested by Dolese Brothers 
was the existence of the contract and the decision of the Okla- 
homa supreme court. 

“But it is well settled,” said the report, “that contracts be- 
tween carriers and shippers cannot be permitted to defeat the 
requirements of the law.” It further said the record clearly 
showed that the right of way on which the leased rails were laid 
was property of the respondent, part of it having been acquired 
by purchase and part by an ordinance passed by the board of 
trustees of the town of Bromide. The track, it further said, 
was originally built by the carrier and the rails used in a part 
of the track so built were covered by the lease. The Commis- 
sion said the evidence clearly showed that existing facilities 
were sufficient to accord both shippers satisfactory service with- 
out hurt or inconvenience to either. The testimony by the vice- 
president of the Bromide company to the effect that the existing 
crushers were able to supply the market and that the business 
procured by Dolese Brothers at the proposed crusher would be 
taken away from existing plants, the Commission said, had no 
proper bearing on the questions to be decided. It said it did not 
construe the contract as prohibiting the use of the track to 
serve Dolese Brothers. But, even if the respondent had per- 
mitted itself to become bound by such a contract, the Commis- 
sion said it in no way justified the inequality of treatment of 
the two shippers. The Commission said the situation presented 
was comparable with that considered by the Supreme Court of 
the United States in So. Pac. Terminal Co. vs. I. C. C., 219 U. 8S. 
498, the so-called wharf case. It also cited United States vs. N. 
& W., 109 Fed. 831, New Haven vs. I. C. C., 200 U. S. 361, LL & N. 
vs. Mottley, 219 U. S. 467, and U. S. vs. Union Stock Yard, 226 
U. S. 285, each dealing with the question of a carrier’s duty to 
“place all shippers upon equal terms.” 

The order gives the carrier discretion to adopt a satisfactory 
method of meeting its requirement, in accordance with Western 

& Atlantic vs. Public Comm., 267 U. S. 493. 


CRUDE RATE WAS APPLICABLE 


The Commission, in a report written by Commissioner Wood- 
lock, in No. 14264, National Refining Co. et al. vs. Louisville & 
Nashville et al. (mimeographed), has found that shipments from 
Beattyville, Ky., to Findlay and Toledo, O., and to Petrolia, Ont., 
between December 14, 1920, and November 25, 1922, consisted 
of crude oii. It has awarded reparation to the extent that the 
charges collected exceeded those that would have accrued at 
the crude oil rates. 

Those moving prior to August 17, 1922, were billed as crude 
petroleum. On July 18, 1922, the Commission informally ruled, 
upon request of the carriers, that the shipments should have 
been billed as gasoline. The gasoline rate was paid on subse- 
quent shipments and bills rendered for the undercharges. 

Formal complaint about the matter was filed soon after 
the informal ruling. The examiner recommended a _ decision 
that would have left the informal ruling in operation. Excep- 
tions were filed by the complaining oil companies and arguments 
had before division 3 and later before the entire Commission, 
on account of the vital character of the case to the petroleum 
industry, aside from the question of reparation to the complain- 
ants, National Refining Co. and Canadian Oil Companies, Ltd., 
on something more than 3,000 tank carloads. 

The report shows that casinghead gasoline, produced by the 
use of vacuum pumps to bring crude from non-flowing wells in the 
Big Sinking field of Kentucky, was condensed and run back into 
the crude from which the pumps had torn it. The rates im- 
posed were combinations based on Cincinnati. The question 
whether the through rates were subject to the combination rule 
was presented, the report said, in Indian Refining Co. vs. L. & 
N., 112 I. C. C. 731, which has been reopened. The question of 
the reasonableness of the rates from Beattyville, in part of the 
period, the report says, is challenged in No. 15966, Canadian Oil 
Companies vs. L. & N., pending. 

The principal question, Commissioner Woodlock said, was 
whether the commodity shipped was crude oil or a blend or mix- 
ture of casinghead gasoline with crude oil. The latter, he said, 
was not covered by either a specific or general item in the com- 
modity tariffs or by a specific item in the classification. He 
said it was covered, if at all, only by a general item in the clas- 
sification, namely, petroleum oil, not otherwise indexed by name. 

The regulations for the transportation of explosives and other 
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dangerous articles provided that liquid condensates made from 
natural gas or casinghead gas of oil wells, made either by the 
compression or absorption process * * * “when the liquid 
condensate alone or blended with other petroleum products 
has a vapor pressure not exceeding 10 pounds per square inch, 
it must be described and shipped as gasoline or casinghead 
gasoline.” 

Elaborate tests were made after the first consideration of 
the matter, and, together with a description of the method of 
handling, in tanks with loose boards for tops and “breathing 
pipes” permitting the more volatile fractions of the mixture to 
evaporate, the facts were put into the record. Mr. Woodlock 
said the record, generally speaking, showed that the material 
shipped, as shipped, when subjected to the usual tests, showed 
characteristics well within the range of those exhibited by crude 
oils produced in, and shipped at the crude oil rates, from these 
and other fields, to which no casinghead had been added. He 
said that while the oil originally contained a substantial per- 
centage of casinghead gasoline, the Commission was convinced, 
that, in view of the highly volatile character of the commodity 
and the opportunities that were afforded for its evaporation 
between the time of its production and the time it was loaded 
into the cars, the oil as tendered for shipment did not contain 
a sufficient quantity of casinghead gasoline to render it different 
in any essential respect from crude oil as covered by the tariffs. 

Four commissioners dissented, Mr. Hall writing views in 
which Commissioners McManamy and Taylor concurred, and 
Commissioner Esch dissenting, without saying why. 


In his dissent Commissioner Hall remarked that, according 
to the syllabus, the shipments were found to have consisted of 
crude oil. He said the principal question presented was said to 
be whether the commodity shipped was crude oil or a blend 
or mixture of casinghead gasoline with crude oil, and the find- 
ing that the rates applicable were those on crude. 

Such gasoline as was involved in this case, he said, was 
a condensate of casinghead gas coming from oil wells and took 
its liquid form through a process of manufacture. In that form, 
he said, it was both more valuable and more dangerous to 
transport than crude. The two liquids when put together, he 
said, constituted a mixture. No man knew and no man could 
know, he said, when the commodity shipped had ceased to be 
a mixture. 


“We have here, therefore, the entering wedge,” said Mr. 
Hall. “If casinghead gasoline, a manufactured product of pe- 
troleum, can be mixed with the crude and the resultant liquid, 
whatever it may be called, can be shipped at the crude petroleum 
rate, why cannot the same thing be done with the liquid result- 
ing from any other mixing of crude and a manufactured product, 
e. g., gasoline, kerosene, or naphtha?” Passing over, as he said, 
the element of danger, of protection to the public, the carriers 
and their employes, against the risk of explosion, he said it 
sufficed for his purpose that complainants made a mixture, billed 
it as crude and were accorded the crude rate. Such shipments, 
he said, should not be accorded a rate lower than the crude rate. 


Chairman Eastman said that, while he agreed with the 
conclusion of the majority, he was not wholly in agreement with 
the reasoning. He pointed out that the principal question posed 
was “whether the commodity shipped was crude oil or a blend 
or a mixture of casinghead gasoline with crude oil.” He said 
the conclusion that it was crude seemed to be premised 
upoh the fact that when the oil was rendered the casinghead 
gasoline which it had originally contained had very largely evap- 
orated. A possible inference, he pointed out, was that if the 
casinghead gasoline had not evaporated prior to the shipment, 
the commodity would not have been crude oil. In part, he 
further said: 


The essential fact may be stated very briefly. 
this field is pumped from wells, and much 
vacuum process. 


All the oil in 
of it is pumped by the 
This process by accelerating normal evaporation 
liberates some of the more volatile elements from the oil in the form 
of gas. At some of the wells this gas was condensed to a liquid 
form called casinghead gasoline. It was not, however, refined and 
after condensation was neither marketable or usable as gasoline. 
Some of this condensate was returned to the crude oil prior to its 
purchase by complainant. The question is whether the resulting oil, 
as tendered for shipment, was crude oil within the meaning of the 
applicable tariffs. 

In view of the evaporation prior to shipment there can be no doubt 
that the oil as tendered was crude oil. But even if there had been 
no such evaporation it seems to me clear that it would still have 
been crude oil within the tariff meaning. All that was done was 
to return to the less volatile part of the oil pumped from the well 
the more volatile part originally present which had been liberated 
by the vacuum pumping process. There had been no refining nor 
any chemical change whatsoever. In the case of a flowing well or 
a well pumped by other than the vacuum process, the crude oil as 
it comes from the well might and often does contain quite as much 
of these more volatile elements as were present in this instance 
after the return of the condensate. 


This was clearly shown by the tests which were made a part 
of the record. Even before the evaporation the oil in question had 
no physical or chemical characteristics by which it could be dis- 
tinguished from many known crude oils. Beyond dispute this oil 
was bought as crude oil at the crude-oil price, was used for crude- 
oil purposes, was incapable of use as gasoline or ony other petroleum 
product, and was indistinguishable either by the eye or by physical 
or chemical test from, and was no more hazardous than, many oils 
known and conceded to be crude oil. To say that this oil was ‘ gaso- 
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line’’ and should have been charged a 
quite without warrant. 


HIGHER OIL RATES JUSTIFIED 


The Commission, by division 4, in I. and S. No. 2665, 
leum Oil and its Products from Texas to Mississippi River 
Crossings, mimeographed, has found justified the propose in. 
creased rates on petroleum and its products from points in 
Texas, Oklahoma and Arkansas, to Vicksburg, Natchez and Other 
crossings, except such of the proposed rates on fuel oj] and 
other low-grade products from Wichita Falls and Fort Worth 
and points grouped with them as exceed 80 per cent of the rates 
on refined. The condemnation is without prejudice to the jj 
of rates not in excess of 80 per cent of the rates on refined 
apply on the low-grade products. 

The suspended schedules involved rates from a large nyp. 
ber of points in the states mentioned to crossings between St 
Louis and New Orleans, but the report said the evidence relatej 
entirely to rates from Texas points to Vicksburg and Natche 
To most of the points, the report said, no changes were pro. 
posed. Illustrative of the changes proposed the Commission rp. 
produced the following exhibit: 


gasoline rate seems to me 


Petry. 


ne To Vicksburg and Natchez 
Vicks- Nat- Pres. Rates Proposed Rates 
burg chez Cents Cents 
_ From Miles Miles A B A B Cc 
Wichita Palle ....c60. 513 525 22.5 20.5 32 26.5 55 
BPOPt. WOTER ccsccsiesace 398 410 22.5 20.5 29.5 25 55 
BEE ccccawces sen nee 406 345 22.5 22.5 24* 24 24 
GRIVERIOR ceccccicvcene 399 332 22.5 anaes 25 ate ie 
San Antonio 6.30.03 580 614 24t 24 29.5 25 955 


40,0 





A—Refined oil. 
B—Fuel, gas and crude oil. 
C—Road oil and wax tailings. 


¢Via M. K. & T. or I. G. N. only; via Sou. Pac. 29.5 cents; via 
S. A. U. & G. 33 cents. 


*Via T. & P. and Mo. Pac. to Natchez 25 cents. 


Respondents compared the proposed rates with those for 
what they held to be comparable distances recently prescribed 
in Midcontinent Oil Rates, 1925, 112 I. C. C. 421. Among those 


upon which they relied, according to the Commission’s report, 
are the following: 


Distance Rate 

From To Miles Cents 
Group 3 (Oklahoma)..... ee ae 518 33 
Group 2 (Kansas)........ ee eee 416 30 
Group 2 (Kansas)........ DOs DIOMES, IOWA. ¢ccccccccase 365 29.5 
Shreveport, La........... PURNOAS CHY, BO .00cccscce 573 31.5 


The schedules were filed in purported compliance with 
fourth section order No. 8541, Petroleum to Memphis and Ohio 
River Points, 77 I. C. C. 73. In that case the Commission denied 
the application of the southwestern lines to maintain rates to the 
river crossings lower than to the intermediate points. These 
schedules were the second effort at compliance, the first sched- 
ules being defective because they failed to cancel lower rates 
carried in another section. They would have continued to be 
effective under an alternative rule. The instant schedules, the 


Commission said, would have the effect of eliminating the rates 
in question. 


The protestants’ chief concern, the Commission said, ap- 
peared to be caused by the proposal of the carriers to disrupt a 
large group of producing points which now take a common rate 
of 22.5 cents to Vicksburg and Natchez. The points in the group 
at which there are refineries, the report says, are on an average, 
364 miles from the two Mississippi river crossings. ‘The rail- 
roads proposed to break up that group into four parts, in which 
Houston, Galveston, Fort Worth and Wichita Falls would be 
representative points. The Commission observed there were n0 
refineries at Galveston. The carriers said the 22.5 cent rate 
which they proposed to cancel had its origin in a 12-cent rate 
established about 20 years ago, after the first production of oil 
at Beaumont. As production moved westward the rate went 
with it, higher rates being established to intermediate points, 
the 12-cent rate, since become 22.5 cents, being continued to the 
river crossings. 

Objecting oil shippers represented that in attempting to 
market petroleum east of the Mississippi they encountered com- 
petition from Shreveport, Houston, Beaumont and points in the 
vicinity of Port Arthur. They alleged that refiners at Beaumont, 
Port Arthur and Houston owned and operated fleets of tank 
steamers by which oil was taken to New Orleans whence it was 
shipped, either by rail or barge, to points on the Mississippi and 
that if the railroads desired to attract traffic they had necessarily 
to make rates reflecting the water competition. The railroads 
said they could not afford to continue to apply the present basis 
of water-compelled rates from north Texas points to Vicksburg 
and Natchez without fourth section relief at intermediate points, 
which, as before pointed out, was denied to them. In disposing 
of the case, the Commission said: 


That the present rate of 22.5 cents, which respondents propose to 
cancel, falls short of being a maximum reasonable rate is amply 
proven. As before shown, this rate applies for an average distance of 
364 miles, while in Midcontinent Oil Rates, 1925, supra, we prescribed 
a rate of 27 cents from Group 3 to Kansas City for an average dis- 
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iles. With exceptions presently to be referred to it also 
— “ aoe the rates proposed are not unreasonably high. Distance 
apPeidered the proposed rates from southern Texas are manifestly 
copnormal, but the evidence supports a finding here corresponding 
= that in Petroleum from Texas Points, 77 I. C, 228, to the 
af t that the rail lines are faced with intensive water competition 
Pog A movement of petroleum from the south Texas refineries, and 
“that reason we can not sustain protestants’ contentions with 
a ect to undue prejudice. For the same reason it can not be found 
thet the spreads in the proposed rates between the north and south 
Tomes groups are improper because they exceed some of the rela- 
ionships fixed in the Midcontinent case. The proposed rate of 32 
cents from Wichita Falls to Natchez and Vicksburg for distances 
of 595 and 513 miles, respectively, appears to be somewhat out of line 
with the present rate of 30 cents from Wichita Falls to Memphis, 
Tenn 571 miles, which also applies from Fort Worth and Houston 
jor distances of 531 and_555 miles, respectively. The reason for this 
disparity is not disclosed, but there is no evidence of record relative 
to the question of whether the rates proposed from Wichita Falls 
to Vicksburg and Natchez would cause undue prejudice to those 
points and undue preference of Memphis. In the Midcontinent case 
we prescribed rates on fuel oil and other low-grade petroleum prod- 
ucts 80 per cent of the rates on _ gasoline between the same points. 
It would seem that this relationship might well be prescribed in the 
instant case, but as the proposed rates on refined oil from southern 
Texas appear to be subnormal we shall limit our findings on this 
point to the Wichita Falls and Fort Worth groups. 

We find that the proposed rates here considered have been justi- 
fied, with the exception of the rates on fuel oil and other low-grade 
petroleum products from Wichita Falls and Fort Worth and points 
grouped with them, which should not be more than 80 per cent of 
the contemporaneous rates on refined oil between the same points, 
fractions of a cent to be resolved to the nearest half cent. 


RATES ON LUMBER 


On further hearing, the Commission, in a mimeographed 
report in No. 14960, Freehold Lumber Company vs. Chesapeake 
& Ohio et al., has found rates on lumber from Flinn, Va., to 
destinations in central, trunk-line and New England territories 
not unreasonable but unduly prejudicial. The original report, 
92 I. C. C. 699, was modified and undue prejudice ordered re- 
moved. 

In the original report, the Commission, by division 3, found 
that the rates on lumber from Flinn to the destinations indicated 
were not unreasonable but were since June 29, 1922, and for 
the future would be, unduly prejudicial to complainant and un- 
duly preferential of its competitors at Marlinton, W. Va., and 
other points on the Greenbrier division of the C. & O., to the 
extent of their excess over contemporaneous rates from Mar- 
linton and other points on the Greenbrier division. The undue 
prejudice and preference found to exist was ordered removed on 
or before January 10, 1925. 


In complying with the original order, according to the re- 
port, the C. & O. established the same rates from the Green- 
brier division and the Warm Springs Valley branch, Flinn being 
located on the latter part of the C. & O. system, thus placing 
the two branches on a parity. This was accomplished by re- 
ducing a few of the rates from the Warm Spring Valley branch 
and increasing many of the rates from the Green brier division, 
the report said. Objection by shippers on the Greenbrier line 
was made to this adjustment. At a conference held April 29, 
1925, between many of the lumber shippers located on the two 
branches and the C. & O., the latter proposed to establish from 
the Warm Springs Valley branch to eastern destinations rates 
2 cents lower than from the Greenbrier division and from the 
Greenbrier division to western destinations, rates 2 cents lower 
than from the Warm Spring Valley branch. The report said that, 
although the complainant did not agree to the proposal, it did 
at the hearing express satisfaction with the proposed adjust- 
ment. The Commission said the rates now proposed were ac- 
cepted by all interested parties as satisfactory for application in 
the future. In its findings the Commission said: 


Complainant, in its petition for rehearing and at the hearing, re- 
quested a finding that the rates charged prior to October 12, 1922, 
and subsequent thereto, were unreasonable, and asks that reparation 
be awarded. As previously stated, complainant introduced no addi- 
tional evidence and we do not perceive error in the finding made by 
division 3 that the rates assailed were not unreasonable. 

We affirm the former finding that the rates assailed were not 
unreasonable. We further find that the rates assailed will, for the 
future, be unduly prejudicial to complainant and unduly preferential 
of its competitors at Marlinton and other points on the Greenbrier 
division of defendant Chesapeake & Ohio to the extent that they 
exceed, or may exceed, rates on the following basis: (1) On east- 
bound traffic rates, 2 cents lower than like rates contemporaneously 
Maintained from Marlinton and other points on the Greenbrier divi- 
sion, and (2) on westbound traffic rates, 2 cents higher than like rates 
Contemporaneously maintained from Marlinton and points on the 

reenbrier division. There is no proof of damage resulting from any 
undue prejudice which may have existed in the past. Our previous 
report is modified to the extent indicated herein. 


The order requires establishment of the new rates on or 
before January 25, 1927. 


HORSE HAIR CASE DISMISSED 


s An order of dismissal has been made in No. 17895, Smolin 
. Grumbiner vs. Pennsylvania, mimeographed, the Commission, 
= division 4, finding the charges on a shipment of horse hair, 
he Philadelphia to Chicago, in April, 1923, were applicable. 
js “ A pee pen alleged the charges were based on an excessive 

eight and were unreasonable and illgeal. The railroad weight 
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shown was 124,200, backed by the railroad company weigh- 
master’s certificate. The complaint submitted a copy of an in- 
voice showing a weight of 115,297 pounds, which a notation said 
was in accordance with the weight certificate of Henry J. Pieper, 
a public weigher. The Commission said the weight certificate 
was not in evidence and that the invoice did not say that the 
commodity referred to therein was loaded in the cars in which 
the shipments concerned were moved. 

The complainant also contended that the rate applicable on 
mane hair was applied when the lower rate on “hair, cattle, goat, 
horse or hog” should have been applied. The only hair described 
in the shipping order, made out by the consignor, the report said, 
was “unwashed mane hair.” The question of the reasonableness 
of the rate, the Commission said, was barred because the com- 
plaint was not filed in time. 


FAILURE TO DIVERT CASE 


The Commission, by division 4, in No. 17518, A. Huber et al. 
vs. Georgia & Florida et al., mimeographed, has-found the failure 
of the Southern Railway to transmit, promptly, a diversion or- 
der to its connection damaged the complainant to the extent of 
$114.86, on a carload of lumber, shipped July 17, 1923, from 
Douglas, Ga., to Grafton, W. Va., diverted to Norfolk, Va. On 
July 23, the consignor ordered the car diverted to Norfolk. 
There was no limitation in the order. The Southern agent at 
Augusta relayed the order to the Southern’s agent at Spencer, 
N. C., to divert the car “in event it had not passed Spencer.” 
The diversion order never caught up with the car until after it 
had been unloaded at Grafton. On August 14, the lumber was 
reloaded and the diversion order finally executed. 

The Commission said the failure of the Southern to trans- 
mit the diversion instructions to the Baltimore & Ohio before 
the car left Potomac Yards on July 25, was not satisfactorily ex- 
plained. The complainant contended for a rate of 29 cents via 
Potomac Yards but the Commission said the rate over the route 
specified by the complainant was a combination of 53 cents in 
addition to a diversion charge of $2.70. 





SINGLE-LINE RATE APPLIES 


The Commission, by division 1, in No. 14150, Corporation 
Commission of Oklahoma vs. Abilene & Southern et al. (mimeo- 
graphed), on further consideration has modified the prior report 
and order, 98 I. C. C. 183, so as to provide that the rates to be 
applied to cottonseed and related articles transported in car- 
loads between points west of the Mississippi River on the St. 
Louis Southwestern and Memphis, Tenn., handled by that carrier 
over the line of the Chicago, Rock Island & Pacific between 
Memphis and Brinkley, Ark., under a trackage arrangement, 
shall not exceed rates based on the appropriate single-line 
scales prescribed in the prior report, applied to the distances, 
determined as provided in the report, between the points west 
of the river and Bridge Junction, Ark., plus the bridge or ferry 
tolls not exceeding 2 cents for the river crossing at Memphis. 

In essence, the question was as to whether the Cotton Belt, 
in hauling over the rails of the Rock Island, between the points 
in Arkansas indicated, was entitled to charge the single or joint 
line haul rates. The haul over the Rock Island rails is by the 
Cotton Belt with its own engines. The Commission said the 
situation presented was not in mind when it made the prior 
report, but that the Cotton Belt, having trackage rights over 
the Rock Island, did not interchange freight with the Rock 
Island at the points where it used the Rock Island rails and 
was entitled to charge no more than the single-line rates plus 
the bridge arbitrary. The report also covers No. 14970, Texas 
Cottonseed Crushers’ Association et al. vs. Same. 


RATES ON RATTAN FURNITURE 


In a mimeographed report in No. 16181, Bailey Company vs. 
Illinois Central et al., by division 4, the Commission, upon fur- 
ther consideration, has reversed its findings in the orginal re- 
port, 104 I. C. C. 255. In the original report the Commission 
found that the rates charged on imported rattan furniture, in 
bundles, shipped from Seattle, Wash., to Cleveland, O., were 
not illegally assessed and dismissed the complaint. Upon peti- 
tion of the complainant the case was reopened for further con- 
sideration. In its report, which also embraces a sub-number, 
Same vs. Chicago Great Western et al., the Commission said: 


The rates charged, namely, $8 per 100 pounds in June, 1922, 
and $7.20 in November, 1922, were less-than-carload rates. No im- 
port carload rates were published on rattan furniture fom Seattle 
to Cleveland. By virtue of the provision in Agent R. H. Countiss’ 
tariffs I. C. C. Nos. 1098 and 1111, quoted in our previous report, 
the domestic rates in Agent R. H. Countiss’ tariffs I. C. C. Nos. 1084 
and 1112, which were $5.165 in June, and $4.65 in November, 1922, 
minimum weight ag ny subject to rule 34 of the consolidated 
lassification, were applicable. 

—a shipment in Sune, weighing 10,233 pounds, was transported 
in two cars and the shipment in November, weighing 19,318 pounds, 
was transported in four cars. Rule 34 of the consolidated classifica- 
tion, which was applicable in connection with the domestic rates, 
provided for minimum weights of 10,600 pounds for rattan furniture 
loaded in cars more than 37 feet and 6 inches and not over 38 feet 
and 6 inches in length, and 20,000 pounds for rattan furniture loaded 
in cars more than 50 feet and 6 inches in length. The above minima 
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are presumably those which can be loaded. Defendants’ election to 
load the furniture in smaller cars should not debar the shipper from 


the benefit of minima on cars which presumably would have held the 
shipments. 


Upon further consideration we find that the rates charged on 
imported rattan furniture in bundles, shipped from Seattle, Wash., 
to Cleveland, Ohio, in June and November, 1922, were illegally as- 
sessed; that the applicable rates were $5.165, minimum 10,600 pounds, 
on the shipment in June, 1922, and $4.65, minimum 20,000 pounds, 
on the shipment in November, 1922; that complainant made the 
shipments as described, and paid and bore the charges thereon; 
that it has been damaged to the extent that the charges paid ex- 
ceeded those at the rates found applicable; and that it is entitled 
to reparation amounting to $732.05, with interest. 


SWITCHING CHARGES ON K. C. 


In a mimeographed report by division 3 in I. and S. No. 
2732, switching charges at mines on the Kanawha Central Rail- 
way, the Commission has found not justified proposed switching 
charges at mine sidings on the Kanawha Central. The sus- 
pended schedules were ordered canceled and the proceeding 
was discontinued. By schedules filed to become effective August 
19, 1926, the respondent proposed to establish the following rule 
applicable at all mine sidings on the Kanawha Central: 


Where consignors designate certain cars for billing, located on 
private sidings, such cars designated not being in consecutive order 
from point of interchange with the Kanawha Central Railway there 
will be a charge of five dollars ($5.00) per car so designated, to cover 
switching and set out service. 


The Glenn Coal Company protested and the operation of the 
schedules was suspended until December 17, 1926. Respondent 
stated that the rule was intended “to cover instances in which 
the mine bills out cars of coal standing nearer its tipple when 
the same kind or size of coal in the same kind of equipment 
is held as ‘no-bills’ in cars standing nearer the connection with 
its line, thus unnecessarily requiring the pulling out and setting 
back of such ‘no-bills.’” The respondent contended that the 
proposed rule provided a charge of $5 for each ‘“no-bill” so 
pulled out and set back. The Commission said the rule did not 
conform in its terms to what respondent intended or desired 
and would result in increased transportation charges which had 
not been shown to be reasonable. 


RATES ON ACID AND SAWDUST 


In No. 16935, Apache Powder Company vs. Santa Fe et al., 
embracing also No. 16966, Apache Powder Company vs. El Paso & 
Southwestern et al., mimeographed, by division 1, the Commis- 
sion has found unreasonable and unduly prejudicial, since April 
1, 1923, rates on sulphuric acid, carloads, from El Segundo and 
Nadeau, Calif., and points taking the same rates, to Curtiss, 
Ariz., and has found unreasonable, since April 7, 1923, the rate 
on sawdust, carloads, from Los Angeles, Calif., and points taking 
the same rates, to Curtiss, Ariz. In each instance the Commis- 
sion prescribed reasonable rates for the future and awarded 
reparation. It found that the rates assailed on sulphuric acid 
had been, were, and for the future would be, unreasonable and 
unduly prejudicial to the extent that they exceeded, exceed, or 
might exceed a rate of 41 cents, actual weight in tank cars, and 
that the rate on sawdust had been, was, and for the future 
would be, unreasonable to the extent that it exceeded, exceeds, 
or might exceed, a rate of 32 cents. With respect to the award 
of reparation, it said complainant should comply with Rule V 
of the Rules of Practice. The order for the future is effective 
not later than Dec. 31. 





CITRUS FRUIT CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17499, 
Chase & Co. vs. Atlantic Coast Line et al. (mimeographed), find- 
ing the charges collected on a carload of citrus fruit, in a full- 
tank refrigerator car, from Frostproof, Fla., to Waycross, Ga., 
reconsigned to Mobile, Ala., in June, 1923, were applicable and 
not unreasonable: Charges were collected at the standard re- 
frigeration rate. Complainant contended the charges should 
have been for half-tank refrigeration, the question being the 
construction of the refrigeration service rules. 


BULK CORN CASE DISMISSED 


An order of dismissal has been made in No. 17670, Paris 
Flouring Company vs. New York, Chicago & St. Louis et al., 
mimeographed, the Commission, by division 4, finding the rate 
charged on various carloads of bulk corn, shipped from Blue 
Island and Chicago, Ill., and Hammond, Ind., to points in Maine, 
in September and October, 1920, had not been shown to have 
been unreasonable. The rates were later reduced. The Com- 
mission said that no damage had been shown on account of any 
undue prejudice that might have existed prior to the reduction. 
The disruption of rate relationships caused by increases author- 


ized in August, 1920, caused the situation against which com- 
plaint was made. 


MISROUTING OVERCHARGE FOUND 


The Commission, by division 4, in No. 17312, Traffic Bureau- 
Chamber of Commerce of Lynchburg, Va., vs. Seaboard Air Line 
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et al. (mimeographed), has found that a carload of lumbe 
shipped from Poston, S. C., to Spartanburg, S. C., in August, 
1924, by Williams & McKeithan Lumber Co., was misrouteg be. 
cause it was not sent over the cheapest reasonable availa}, 


int ter] 
pol e vid 


antially 
wherein 
points in 


route, which was the intrastate route between the two Soy pistes as 
Carolina points. The Commission found that the applicable }, Arkaimhe 


terstate rate was not and is not unreasonable or otherwise y. 
lawful, but that the charges collected were in excess of those 
applicable over the route of movement and that in addition th 
Seaboard Air Line misrouted the shipment. The carriers ad: 
mitted an overcharge over the interstate route used. The Con. 
mission found that in addition the car was misrouted for th 


perencr 
justify 

and that 
hese CO 
' Resp 
he west 


: t as 
reason hereinbefore set forth. mmaril’ 
<ciilicacaniaaaniialicaciantsatilatiata tofore re 
the eas 
IRON AND STEEL FROM GULF PORTs f¥in ot 
a aa Memphi 
In a mimeographed report by the Commission on further to repre 
consideration in I. and S. No. 2653, import iron and steel fron 
Gulf ports to interstate destinations, the findings in the 
original report (115 I. C. C. 373) have been affirmed. The iggy. 
before the Commission on reconsideration was explained as fol- To- 
lows in the report: © st. Lo 
; 4 Oklaho! 
In the former report, 115 I. C. C. 373, division 3 found that the [= Little 
proposed increased rate on import iron and steel from New Orleans F Wichiti 
La., and other Gulf ports, excluding Texas Gulf ports, to St. Louis — )» ——, 
Mo., and the restriction in its application over lines east of the 4 +A 
Mississippi River, and the increased rates proposed from New Or. 3 Re 
leans to Little Rock and Pine Bluff, Ark., had been justified. It DP permit 
further found that the proposed increased rates on import iron and [9 13539 
steel from Texas Gulf ports to St. Louis, to points in Oklahoma and South 
Kansas, and to Little Rock and Pine Bluff and the proposal to prese! 
restrict the import class rates so that fifth-class rates would not ber 0! 
apply on iron and steel articles from those ports had not been > presc! 
justified, and that reasonable maximum rates on those commodities 5 Texas 
from Texas Gulf ports to the destinations under consideration would ‘ U 
be those set forth in tables 10 and 11 of Appendix 8 of our report in @ forms 
Memphis Southwestern Investigation, 77 I. C. C. 478, hereinafter — ports 
called the Memphis Case. This finding was without prejudice to § Rock 
any conclusions which might be reached in No. 13535 and con- ) rates 
solidated cases. Cancelation of the suspended schedules was re- m artic 
quired by order effective September 19, 1926, without prejudice to — | justi 
the filing of new schedules in conformity with the findings. Upon com) 
petitions filed by respondents, the Chambers of Commerce of Kan- sidet 
sas City, Mo.-Kans., and various iron and steel interests located at repo 


those points asking us to review the record, report and order and > oe 
to set aside and annul those portions relating to rates from the >= ™ 
Texas Gulf ports, we reopened the proceeding for reconsideration ; ae 
upon the record as made. The effective date of the order was = 
postponed to November 19, 1926, and respondents have voluntarily : the 
postponed operation of the schedules to that date. a cor 


As stated in the original report,: numerous manufacturers of Se 
iron and steel articles and others appeared at the hearing in sup- i 
port of the proposed schedules. Protestants were not represented. 

The changes proposed will make the domestic rates applicable 
to these destinations on iron and steel articles imported through 
Gulf ports. The present import rate of 41.5 cents was established 
from all Gulf ports to St. Louis on September 15, 1922, subject at all . 
intermediate points to rule 77 of Tariff Circular 18A, and on October 4 
3, 1922, to Little Rock and Pine Bluff. On March 22, 1926, it was x 
made applicable, to expire on April 22, 1926, from Texas Gulf ports 
to various points on the Chicago, Rock Island & Pacific in Oklahoma a 
intermediate to St. Lowis. Operation of those schedules was sus- cae 
pended until September 20, 1926, upon protest of the Capital Steel ie 
& Iron Company, of Oklahoma City, Okla., and the Galveston Cham- . 
ber of Commerce. Effective July 5, 1926, the same rate was pub- ; 
lished to expire August 21, 1926, to additional intermediate points in 4 
Oklahoma and Kansas. By supplemental order, operation of the me 
latter schedules was suspended until December 20, 1926. Rates are 
stated herein in cents per 100 pounds. 


As the petitions are limited to the rates proposed, and those 
found reasonable, for application from Texas Gulf ports to Little BS 
Rock and Pine Bluff and to St. Louis and intermediate points, the % 
findings as to the rates proposed from New Orleans and other Gulf 
ports, excluding Texas Gulf ports, and the restriction of the rate NS 
to St. Louis to lines east of the Mississippi River are hereby a 
affirmed. This report will deal only with the rates proposed from the a 
Texas Gulf ports, Houston and Galveston being used as representa- a 
tive of those ports. 


Respondents contend that a mistake in judgment was made in ‘} 
establishing the rate of 41.5 cents from Texas Gulf ports to St. ] 
Louis subject to rule 77 at intermediate points on all lines, as the rate e 
was only intended to apply from those ports to St. Louis to meet # 
competition from New Orleans. They state that no traffic has 
moved to St. Louis or the Arkansas points under that rate. A rate 

of 91.5.cents is proposed to St. Louis, 73 cents to Oklahoma City, 76 
cents to Little Rock and Pine Bluff, and 83.5 cents to Wichita, Kans. p: 
The respective ton-mile earnings of 10 and 22.3 mills under the : 
present and proposed rates from Houston and Galveston based on 5 
the average short-line distance of 821 miles from those points to bs 
St. Louis are compared with earnings of 13, 13 and 15 mills on_iron : 
and steel under rates of 40.5, 66 and 22 cents applicable from Pitts- 
burgh, Pa., New York, N. Y., and Chicago, Ill., respectively, to 

St. Louis for short-line distances of 620, 1,052 and 284 miles, and 

also with earnings of from 16 to 24 mills under rates of from 71 to 

93 cents from Chicago, Pittsburgh, Omaha, Nebr., and Kansas City 

to various points in Kansas, Nebraska, Missouri and Wyoming for 
distances of from 640 to 908 miles. 


After reviewing contentions of respondents in support of 
the proposed rates from Texas Gulf ports and of iron and steel 
interests supporting the proposed rates, the Commission said: 


In the Memphis case we proscribed commodity-rate scales, in- 
cluding two scales on iron and steel articles, the one applicable on 
so-called merchant iron and steel and the other on structural iron 
and steel, for application, generally speaking, between points in_the 
Southwest, east of the line of the Kansas City Southern from Kan- 
sasa City to Port Arthur, Tex. In Memphis-Southwestern Investiga- 
tion, 55 I. C. C. 515, we reached the conclusion that a uniform scale 
of class rates could, with propriety, be applied throughout southern 
Missouri, Oklahoma, Arkansas, western Louisiana, and common- 
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DE ] F ; > in Texas. Since then we have consistently adhered 
n Apute point tery that transportation conditions in that territory were sub- 
Usust, to the jy similar. In Southwestern Brick Cases, 107 I. C. C. 681, 





Outed be. 


wherein we prescribed rates on brick and other clay products from 
Available 


yoints in Texas, Arkansas, Oklahoma, and Kansas to points in_ those 




































Ww in Louisiana and to Memphis, Tenn., and from Texas, 
fies South ag! Oklahoma to points in southern Missouri, we said: 
able in. The record affords ample ground for concluding that such dif- 
T'Wise Un ferences in transportation conditions as exist are not sufficient to 
Of th iustify different rate levels on the particular traffic here considered 
diti ae - that a uniform scale of rates throughout the territory covered by 
LION the ol complaints is desirable and proper.” 
Tiers ag. Respondents contend that a higher level of rates is justified in 
The Co the western than in the eastern section, because the rates in the 
1 f ~ astern section have been held down by water competition, and 
OF the that as the rates prescribed in the Memphis Case were designed 
primarily with a view to retaining the carriers’ revenues there- 


tofore returned, we should not extend those scales of rates beyond 
the eastern section. Similar contentions have been_ considered 
in other cases. The rates under the scales prescribed in the 
Memphis Case for joint-line application for the short-line distances 


ORTS 

























































































| further [7% to representative points are shown below: 
eel from From Texas Gulf ports 
in th Scale rate Scale rate 
he j ¢ structural merchants’ 
Issue Fy Distance _iron iron Proposed 
d as fo). = To— Miles Cents Cents Cents 
Re BN oo ccsccvcsseevevteses *321 66 59 91.5 
iio: Gy .....+.+.-0000e. *494 53 48 73 
that the PP Little Rock ....-.----++++eeeee- *478 53 48 76 
‘ Weans, BUM Wichita ....-.----eseeeceeeecees *652 60 54 83.5 
- Louis Fe 
E. of the * Average distances from Houston and Galveston. 
New Or. Respondents further urge that the rates proposed should be 
ified. Jt permitted to become effective pending our decision in Docket No. 
iron and 13535 and related cases wherein rates on iron and steel articles in 
oma and Southwestern territory are involved. We are convinced that the 
posal to present import rate from Texas Gulf ports in too low. In a num- 
ould not per of cases we have extended various of the commodity rate scales 
ot been ’ prescribed in the Memphis Case from, to, or between points in 
Modities ' Texas common-point territory and Oklahoma. 
n would i Upon further consideration of the facts of record we affirm the 
eport in - former findings that the proposed increased rates from Texas_ Gulf 
einafter ’ ports to St. Louis, to points in Oklahoma and Kansas, and to Little 
dice to ’ Rock and Pine Bluff and the proposal to restrict the import class 
id con- ’ rates so that fifth-class rates will not apply on iron and steel 
vas re. — articles from those ports to the destinations involved have not been 
dice to justified, and that for the future reasonable maximum rates on these 
Upon - commodities from Texas Gulf ports to the destinations under con- 
- sideration will be those in Tables 10 and 11, Appendix 8, of our 
report in Memphis-Southwestern Investigation, 77 I. C. C. 473. This 


finding is without prejudice to any conclusions which may be reached 
in No. 13535 and consolidated cases. 

As the previous conclusions are affirmed, and the outstanding 
order, effective November 19, 1926, calls upon respondents to cancel 











ntarily # the schedules without prejudice to the filing of new schedules in ac- 
" cordance with the findings, no further order is necessary. 
ers of [ae 
Ig y WET RAG PULP RATES 
licable i! The Commission, in a mimeographed report in No. 15795, 
rough _ Cheney Pulp & Paper Company vs. Akron, Canton & Youngs- 
ry i town et al., has found unreasonable fifth-class rates applicable 
ctober 3 on wet rag pulp, carloads, from Franklin, O., to points in official 
t was Be territory, to the extent that they exceed or may exceed the 
F at 4 contemporaneously applicable sixth-class rates, subject to a 
sus. 4 minimum of 50,000 pounds. The defendants are required to es- 
Steel Pe tablish the new rates on or before December 31, 1926. Com- 
“on 4 plainant sought rates for the future on the basis of 90 per cent 
ts in _ of the sixth-class rates, minimum 60,000 pounds. 
f the re 
3 are : 
‘ TRANSIT ON COTTONSEED MEAL, ETC. 
(8) pur, : : 
“ittle _ ._ The Commission, in a mimeographed report on further hear- 
ihe a ing in No. 12366, John W. Eshelman & Sons et al., vs. Director- 
— a General, as agent, et al., has found unreasonable and unduly 
reby _ Prejudicial defendants’ transit rules, regulations and practices 
the . in their application to cottonseed meal shipped from Arkansas, 
a- the Mississippi Valley and the southeast to Lancaster and York, 
—" Pa., there manufactured into mixed feed, and the mixed feed 
St. H shipped to destinations in New England and Trunk-line terri- 
sate : tories and to points in ‘Maryland, Virginia, North Carolina and 
no South Carolina. The report also embraces No. 12996, John W. 
rate Dshelman & Sons et al. vs. Arkansas Central et al. Findings of 
An former report in No. 12996, 87 I. C. C. 285, as to overcharges 
the : were affirmed subject to certain corrections and modifications. 
on " Rates on “raw materials,” used by complainants in manufacture 
4... | of feed, also were in issue. The “raw materials” were grain, 
ts- _  &rain products, bran and middlings and alfalfa meal. As to 
to grain from Central territory, the Commission made the following 
- findings: 
ity 
red ” We find that complainants should have been charged the con- 
nporaneous commodity rates on grain or grain products from 
a of origin or rate-basing point to final destination, depending on 
of —. commodity moved inbound to the transit point. If both grain 
ee : en products moved inbound in the same shipment the grain- 
13) ‘ abs ucts rate would apply. Past shipments should be adjusted on 
d: bf basis. The change in the transit rule required by our order 
to respect to the cottonseed-meal situation will, if applied also 
n- i. ge and grain products as the carriers indicate they are willing 
on ona , satisfactorily dispose of the question of the future rates, rules, 
on practices to be applied on shipments from this territory. 
he 
“ Other findings made by the Commission follow: 
i- 
le We find that defendants’ transit rules, regulations, and practices 





n in their application to cottonseed meal shi 
pped from points in Ar- 
kansas, the Mississippi Valley, and the Southeast, to Lancaster and 
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York, there manufacturered into mixed feed, and the mixed feed 
shipped to destinations in New England and Trunk-line territories 
and to points in Maryland, Virginia, North Carolina, and South 
Carolina, were, are, and for the future will be, unreasonable and 
unduly prejudicial, and that the application of these unlawful rules 
and practices has resulted, and will result, in the collection or as- 
sessment of charges for the through transportation from points 
of origin to final destination that were, are, and for the future will 
be, excessive and unreasonable to the extent hereinafter indicated. 
Charges on shipments in the past should be adjusted on the basis 
of those which would have accrued from the application of the 
so-called Central territory rule, contemporaneously in effect. For 
the future we will enter an order which will require defendants to 
maintain and apply at York and Lancaster transit rules, regulations 
and practices the same as those now in effect in Central territory, 
published in Agent Jones’ I. C. C. No. 1647, effective August 25, 1926, 
which we find to result in reasonable through charges. 

Our findings as to overcharges in the rates on alfalfa meal and 
alfalfa feed from Colorado points, grain and grain products from 
Central territory points, and bran and middlings from Minneapolis, 
Minn., are affirmed subject to the corrections and modifications 
indicated herein. 

We further find that complainants made shipments as described; 
that they paid and bore the charges thereon in excess of those 
herein found reasonable and applicable; and that they are entitled 
to reparation, with interest, on shipments covered by the complaint 
in No. 12386 which moved within the statutory period and on ship- 
ments covered by the complaint in No. 12996 moving since March 1, 
1920. In the original report in No. 12366, Division 1, held that the 
complaint was not barred as to those causes of action which, includ- 
ing the period of Federal control, arose within two years prior to 
February 24, 1921, the date of filing the complaint. Since then the 
Supreme Court in Danzer Co. vs. Gulf R. R., 268 U. S. 633, has held 
that section 206 (f) of the transportation act, 1920, providing that “the 
period of Federal control shall not be computed as a part of the 
periods of limitation in actions against carriers, or in claims for 
reparation to the Commission, for causes of action arising prior to 
Federal control’? could not be applied to revive complaints which 
were barred by the statute of limitations at the time that section 
was enacted. Claims on shipments covered by the complaint in No. 
12366 which were barred under the two-year limitation provision of 
section 16 of the interstate commerce act prior to the passage of 
the transportation act, February 28, 1920, can not be revived. Com- 
plainants should comply with rule V of the Rules of Practice. 


The order for the-future is effective not later than January 2. 


RATES ON COTTONSEED CAKE, ETC. 


In a mimeographed report on further hearing, in No. 15027, 
Peyton Packing Company et al. vs. Arizona Eastern et al., the 
Commission has modified findings in its original report, 100 
I. C. C. 4, as to reasonable rates on cottonseed cake, meal, hulls, 
and oil, from Calexico and El Centro, Calif., to El Paso, Tex., 
and has found rates on live stock from points in the Texas Pan- 
handle, on the Fort Worth & Denver City Railway to El Paso 
properly based on distances over the route of the Fort Worth 
& Denver City, the Rock Island and the line of the former El 
Paso & Southwestern. As to the modification with respect to 
rates from Calexico and El Centro, the Commission said: 


In the original report, page 21, the distances from Calexico and 
El Centro to El Paso were shown as being 626 and 636 miles, re- 
spectively. These are distances over routes in connection with the 
Inter-California, a line operating through Mexico. Defendants 
contend that rates on cottonseed oil, cake, meal, and hulls from 
Calexico and El Centro to El Paso should be based on distances of 
660 and 670 miles, respectively, and to this complainants agree. The 
rates prescribed in the original report were 46 cents on cottonseed 
cake and meal, 37 cents on cottonseed hulls, and 61 cents on cotton- 
seed oil. Under the scale used, namely, that prescribed in Okla- 
homa Corporation Commission vs. A. & S. Ry. Co., 98 I. C. C. 183, 
plus differentials for hauls in this territory, rates for distances of 
660 and 670 miles would be 47 cents on cottonseed cake and meal, 
38 cents on cottonseed hulls, and 62.5 cents on cottonseed oil. Our 
findings are modified accordingly and a supplemental order will be 
entered. 





RATES ON SHELLED PEANUTS 


Upon further consideration, the Commission, in a mimeo- 
graphed supplemental report by Commissioner Aitchison in No. 
15410, United Fig & Date Company et al. vs. Atlantic Coast Line 
et al., has found unreasonable rates on shelled peanuts, in car- 
loads, from Nashville, Tenn., to Chicago, Ill. The report of the 
Commission, on reargument, 115 I. C. C. 648, was modified. The 
Commission had found that the rate assailed from Nashville 
to Chicago was and for the future would be unreasonable to 
the extent that it exceeded or might exceed 58.5 cents. In con- 
clusion, the report said: 


Upon further consideration of the record we find that the rate 
on shelled peanuts, in carloads, from Nashville, Tenn., to Chicago, 
Ill., was since November 19, 1923, is, and for the future will be unjust 
and unreasonable to the extent that it exceeds 52 cents. Our report 
on reargument is modified accordingly in that respect. 

In complying with the order requiring the establishment of the 
52-cent rate defendants may, if they so desire, continue the present 
method of publishing rates that break on the river by establishing 
factors of 25 and 27 cents for hauls south and north of the Ohio 
River, respectively. 


HAWAII RAILWAY RATES 


In a mimeographed report by division 1, in I. and S. No. 
2684, class and commodity rates between points on the Hawaii 
Consolidated Railway, Ltd., written by Commissioner Aitchi- 
son, the Commission found justified a proposed increase of 15 
per cent in class and commodity rates between points on the 
railway. It found not justified a proposed increase in loading 
and unloading charges at Kuhio Wharf and ordered the sus- 
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pending schedules canceled without prejudice to the right of 
the carrier to establish a rate found justified in the report. 

The respondent operates a single track railway on the Island 
of Hawaii. By schedules filed to become effective June 15, 1926, 
it proposed to increase all class and commodity rates and 
switching charges 15 per cent, except that no change was pro- 
posed in the present commodity rates on sugar cane, and on 
brakewater rock moving to Kuhio Bay Terminal, and in the 
present class and commodity rates applicable to shipments 
moving between Hilo, Waiakea, or Kuhio Bay and Wainaku or 
Honolii. It also proposed to increase the loading and unloading 
charges on sugar moving under carload rates, from 35 cents to 50 
cents per net ton, when unloaded from its cars to warehouse 
and reloaded from warehouse to lighters, or ship’s side at 
Kuhio Wharf, and to increase all passenger fares 10 per cent. 
The freight schedules were protested by four sugar companies. 
The passenger tariffs were not protested and became effective. 
The report continued as follows: 


The respondent justifies the proposed schedules on the grounds 
that its present rates and charges are not sufficient to earn an 
adequate return on the fair value of its property devoted to common 
carrier purposes. The protestants object that the proposed schedules 
are unjust and unreasonable, and if permitted to become effective 
will prove a serious handicap and work a hardship upon their sugar 
producing industry, and will result also in the carrier earning much 
more than a fair return upon the reasonable value of its property 
devoted to common carrier purposes. 

~ The respondent is the only common carrier railroad which serves 
the island of Hawaii. That fact, and its distance from the mainland, 
and the dissimilarity of operating and traffic conditions of the respond- 
ent and the common carrier railroads upon the other islands of the 
territory, make it impossible to get much assistance from a com- 
parison of the rates proposed with those charged by other common 
carriers. No such comparisons were presented. The respondent’s 
situation is unique, and the reasonableness of its schedules, now pre- 
sented for our consideration virtually as a whole, may best be judged 
ped = the revenues and expenses of the line, as compared with 
ts value. 


As to rate of return, Commissioner Aitchison said the ter- 
ritory of Hawaii did not come within the provisions of section 
15a of the interstate commerce act. The Commission found 
that a return of 6 per cent would constitute a fair return to 
the carrier under the conditions involved. For the purpose of 
the proceeding it also valued the property of the respondent at 
approximately $6,000,000. In conclusion, Commissioner Aitchi- 
son said: 


The result of respondent’s operations during the period of its 
existence are shown in the following table: 





Operating Operating Net 
Year Revenues Expenses Income 
EEE. dcdn line vais ede neces eewuke ences $363,298 $217,778 $ 67,951 
DEE “civndduccalpnedestewewevedcsanena 510,999 318,425 89,890 
MI Sor os assur asia 6s'6- ot Scoala Tah Sak ob arva i el hE steel 430,112 368,551 *53,831 
EN veh Shi tecalinc dr ah oak ween ee area 509,804 437,370 *25,285 
MEE -iccbewcecevdudbeceawcnTaeurwtes 753,330 513,608 136,162 
EE eae ee en ee oe 840,974 623,555 85,040 
ee ee Tre ee 750,634 610,753 17,312 
MI § 6 sk Ge Guat ices ig Sai. ign a arm Were wie ew Mele aie 749,276 576,755 70,323 
DE Gakedeinantaie miner easeeaearonrs 885,220 628,087 148,738 
EE . cidital cas wnales awa siveeobelas amas 943,690 705,668 129,173 
* Deficit. 


The protestants insist that the situation is due largely to the 
southern end of its railroad being overbuilt, and to the excessive 
cost of maintaining and operating the Glenwood branch. As already 
indicated, the cost of the southern or Puna division was less than 
through the rugged country north of Hilo, and the evidence is that 
these southern lines are contributing their share of the total ernings. 
A number of exceptions were taken by the protestants to the inclusion 
of cettain items of expenditures during a single year, because of a 
supposed abnormality in their character. We have shown the results 
for a series of years, which neither singly nor collectively show the 
receipt in any year of a fair return. Obviously a restatement of 
the account for the current year or the near future would at best 
fall short of the fair return in income indicated as proper. The re- 
spondent has made an earnest effort to reduce operating expenses, 
especially as those relate to passenger traffic. The improvement of 
highways in the island has increased the competition by automobiles 
and truck, and one effect of this has been a steady reduction in the 
number of passengers carried. Thus, the number in 1925 was only 
slightly more than half the number carried in 1920. 

Prospective competition by auto truck is the reason assigned 
for excepting from the proposed increase in class and commodity 
rates, the rates now in effect between Hilo and two nearby points. 
The carrier estimates that the proposed schedules will produce ad- 
ditional revenues in the sum of $106,874, which includes $11,965 from 
the new passenger tariffs already in effect, $89,360 from freight trans- 
portation, and $5,549 from storage and terminal service. It is ex- 
pected that its revenues thus augmented will provide a return of 
approximately 5 per cent on its permanent investment. 

Kuhio Wharf is a large government owned structure providing 
facilities for the storage of sugar awaiting transportation by water, 
and general merchandise. Definite portions of the wharf are assigned 
to these different kinds of traffic. The carrier leases the space as- 
signed for sugar storage, paying therefore 6 cents per ton for all 
sugar stored on the wharf and agreeing to maintain and operate 
the conveyor system _by means of which sugar is conveyed from 
storage to shipside. For the use of this conveyor it pays $1,400 an- 
nually. The carrier unloads the incoming sugar from its cars, 
stacks it on the wharf awaiting the arrival of water transport, when 
it delivers the sugar to shipside of vessels anchoring at the wharf, 
or to lighters which carry it to vessels anchoring in the harbor. In 
1925, 113,229 net tons of sugar passed through storage, and for this 
particular service the respondent has received 35 cents per ton. 
Study of the expensés attached thereto shows it has been performed 
at an average cost of 33.35 cents per ton, exclusive of overhead 
expenses and superintendence. The existing commodity rates on sugar 
moving in carloads between five designated points and Hilo territory 
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are said to include this charge of 35 cents per ton for extra han 
and storage at Kuhio Wharf. For these tariffs it is proposed to Be 
arate the present terminal charge of 35 cents per ton, increage th 
remainder 15 per cent, and add to the rate thus determined g oa 
arate charge of 50 cents for rehandling at the wharf. The on. 
centage increase sought by the carrier for this service is Breater 
than in the proposed increase in class and commodity rates al. 
though the carrier has no money invested in this wharf and Collects 
from those making use of these facilities amounts sufficient to . 
all expense incident to the service performed. It is entitled toa 
fair profit for its services, and we are of the opinion that an in. 
crease of 5 cents per net ton is ample for this purpose. 

We find the proposed increases in class and commodity Tates 
on the carrier’s railroad have been justified. We further find th 
the necessity for an increase in loading and unloading charges on 
sugar moving under carload rates, for handling at Kuhio Whar 
has been established, but that the amount of increase proposed i, 
the suspended schedule has not been justified. An order wijj be 
entered vacating the order of suspension relating to class and com. 
modity rates and discontinuing this proceeding relative thereto, ang 
further requiring the cancelation of the proposed loading and yp. 
loading charges, and discontinuing this proceeding relative thereto, 
without prejudice to the filing of new schedules in accordance with 
our conclusion herein. 


ling 
er fro 
~ — 
the 4. & 
withh 
TO dy 








ey SPE on ASL 
. s 
S354, 
® 
F<) 


a er a that 2 ¢ 

A. B. & A. REORGANIZATION and, er 

In a mimeographed report by division 4 in Finance Dock organl? 
No. 5454, reorganization and control of Atlanta, Birmingham 4 fF ie mor 
Atlantic Railway Company, and Finance Docket No. 5470, ap — as one 
plication of Atlantic Coast Line Railroad Company for authority who_in 
to acquire control of the Atlanta, Birmingham & Coast Railroad Be acquis 
Company by purchase of capital stock and to assume Certain —  reorga 
obligations, the Commission has issued a certificate authorizing F will be 


a committee representing the bondholders of the A. B. & A., ani z yy al 


a new corporation to be known as the Atlanta, Birmingham & — Georg 
Coast Railroad Company, to acquire and operate the line of the B — u 
A. B. & A. The applications of the Atlanta, Birmingham & Faction 
Coast for authority to issue capital stock, and of the Atlantic issue 
Coast Line for authority to acquire control of the Atlanta, Bir. nt 
mingham & Coast were considered but action thereon was de- pany, 
ferred pending completion of the organization of the A. B. & C. remai 


Upon receipt of proof of incorporation of the new company, ac- ( 
companied by a copy of its charter, the Commission said it — 


would dispose of the applications not acted upon. = 
The Commission said that, as a practical statement of the — ther 
situation, it might be said that the Atlantic Coast Line was ac JF whic 
quiring control of the A. B. & A. property by a cash payment of > ino 
about $3,600,000 and the guaranty of an annual payment of — was 
about $260,000 in dividends. The bondholders will receive 6) F mig 
per cent of the face value of their bonds in 5 per cent guaran — lem 
teed stock but nothing for unpaid interest. No recognition is fF sho’ 
given the stockholders of the A. B. & A. under the plan. The f— the 
stockholders, the report said, based their contentions upon the sai 
fact that the Commission’s valuation of the owned property of 
the A. B. & A. showed a value of over $23,000,000 as of June 30, §— whi 
1914, from which it was argued that the consideration to be an 
given by the A. C. L. for.the property was grossly inadequate. §— in. 
It was also contended by the stockholders that the earnings of — - 
the A. B. & A. were now increasing to such an extent to justify the 
the hope that the company might be reorganized as an inde J 0 
pendent carrier and that execution of the present plan shouldbe BF 
deferred to permit further test of the earning capacity of the FF co 
company. A table included in the report showed deficits in net 3 - 
income of the A. B. & A. since 1917. - 2 
“Our principal concern is with the future of the A. B. & A. q > 
property as a transportation facility,’ the Commission said, in di 
discussing the value of the line as a common carrier to the ter- fe 
ritory served. The report said it was said that 200,000 people q . 
were dependent solely upon the A. B. & A. for rail transportation. ; t! 
It said it had long been recognized that the lines of the A. B. & A. 0 
would be of particular value to the system of the A. C. L. in : 
affording north and south connection between the lines of that t 


system and those of its affiliated companies. It pointed out that, 
in the tentative consolidation plan, the lines of the A. B. & A. were 
grouped with those of the A. C. L., the L. & N., and N. C. & St. 
L. It was also pointed out that the objections of the stockhold- 
ers were dismissed by the court preceding the sale of the prop- 
erty. In its conclusions, the Commission said: 


There is no difficulty in reaching the conclusion that from the 
standpoint of transportation service the proposed reorganization and 
control by the Atlantic Coast Line is in the public interest. The senti- 
ment in favor of the plan in the territory served by the A. B. & A. is 
apparently unanimous and earnest. Approval should therefore be 
given and the necessary authority issued, unless there be something 
in the terms and conditions of the proposed acquisition, or in the 
consideration, so inequitable as to require modification in the public 
interest. We find nothing of this character in the arrangement. 
It is true that there is wide disparity between the proposed price to 
be paid by the Atlantic Coast Line for its control of the property and 
the value of the property viewed as a basis for rate-making, but our 
highest court has distinguished between value for rate-making pur- 
poses and exchange value. Galveston Electric Company vs. Galveston, 
258 U. S. 388. Our report on the value of the A. B. & A., 75 I. C. C. 
645, stated fully the grounds upon which the finding was based and 
afforded no reasonable ground for any modification of stock value, 
which, at that time, had receded almost to nothing. Whether or 
not the investment of the Atlantic Coast Line will be profitable can 
only be determined by experience; and even though that company, 
through contributions of traffic and by reason of other support, may 
be able to give the New Company profitable returns from its opera- 
tions, such a result would not indicate any inequity in the plan, 
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November 13, 1926 


standpoint of the public or that of the stockholders. 


either from “ itimate claims of bondholders and other creditors of 


To meet — aan its receiver would require more than $14,000,000. 


the A. B. h 
ur authority for the complete execution of the plan 
To withholt sy carried into effect would injure the public and the 
alreitors with no compensating benefits to any one. 
Cre cording to the record, the issuance of preferred stock without 
ting rights in exchange for bonds was not objected to by the 
te dholders who at present have no voice in the affairs of the 
bon’ ration. Their principal interest is not in the assets but in the 
oorpe upon their investment. It is stated that they could have 
ad income bonds in lieu of preferred stock but preferred the 


receive account of an advantage under tax laws. The issuance of 


latter on 


ea lattrar stock by the New Company, through which the Atlantic Coast 


Line will exercise control, is represented as peculiarly appropriate 
Onis case, it being impracticable to determine with reasonable 
in the present value of the assets represented by the stock. 


The statement of the investment accounts of the New Company has 


: ‘ not received consideration by the applicants, but they indicate their 


willingness to submit to such reasonable restriction as we may 
rescribe. The Atlantic Coast Line does not now propose to lease the 
property or otherwise to operate it under its own organization, and 
the matter is not discussed in the record. There is a presumption 
that a combination of operations would result in substantial economies 
and greater efficiency, although the benefits would normally be less 
in the case of systems of such large mileage than where the separate 
organizations deal with smaller properties. We do not feel justified 
in deferring action until the possibilities of combined operations can 
be more thoroughly investigated, but attention is called to the subject 
as one which should receive careful consideration from applicants 
who invoke the public interest in the support of their plans. 

We find that the public convenience and necessity require the 
acquisition and operation of the lines of the A. B. & A. by the 
reorganization committee and the New Company, and a certificate 
will be issued to that effect to take effect after 30 days. The New 
Company has not been incorporated. We are advised by counsel for 
the applicants that incorporation under the laws of the State of 
Georgia is considered desirable, but under those statutes no charter 
may be issued to purchasers taking over property under foreclosure 
sale until a master’s deed has been executed. To meet this desire, 
action upon the application of the New Company for —", to 
issue securities and upon the application of the Atlantic Coast Line 
for authority to assume obligation with respect to such securities will 
be deferred. Upon receipt of proof of incorporation of the New Com- 
pany, accompanied by a copy of its charter, we will dispose of the 
remaining applications by supplementary report and order. 


Chairman Eastman, dissenting, said that, in his judgment, 
what was proposed was a consolidation of two carriers which 
the Commission was not now authorized to approve. He said 
there was also involved an issue of stock without par value 
which he did not approve for reasons he had stated heretofore 
in other cases. He said the price being paid for the property 
was very low, and although he indicated that a different course 
might have been pursued with respect to handling of the prob- 
lem faced by the road, he said no sufficient reason had been 
shown for general disapproval of the price as inconsistent with 
po public interest. With respect to reorganization costs, he 
said: 


_One other matter, however, deserves comment. Part of the price 
which the Atlantic Coast Line is to pay for the property consists of 
an amount which may total $600,000, representing various expenses 
in connection with the foreclosure and reorganization. The record 
is barren of evidence as to the exact nature and amount of these 
expenses. All we are told is that they will not exceed $600,000, and 
that the major items will be compensation to the receiver and his 
counsel, compensation to counsel who filed the creditors’ bills, com- 
pensation to Atlanta, Boston and New York counsel in connection 
with three foreclosure bills, compensation to the two bondholders’ 
committees, compensation to the reorganization committee, federal 
issue taxes, cost of printing, special master’s allowance, and cost 
of advertising. This does not include $12,000 per year throughout the 
receivership which the receiver has already been paid. In my opinion 
this matter should not have been left on the record in this state of 
haze but should have been inquired into thoroughly. For this 
deficiency in the record I must, of course, assume my share of 
responsibility. The sum involved seems a tremendous sum, consider- 
ing the character of the property, and experience has shown that 
in the case of such reorganizations there is no reason to presume 
that the expenditures will be reasonable. I refer to my discussion 
of this general subject in Missouri-Kansas-Texas Reorganization, 
99 I. C. C. 330, 332-341. Nor is this a matter which can be adequately 


covered, as I see it, in any subsequent proceeding. It should have 
been dealt with here. - 7 - . d have 


COAL ROAD PURCHASE AUTHORIZED 


The Commission, by division 4, in Finance Docket No. 5772, 
Control of Bailey Run, Sugar Creek & Athens by New York 
Central, mimeographed, has authorized the New York Central 
to acquire control of the Bailey Run by purchase of its capital 
stock for $200,000. The little road, built by mining interests, 
has about nine miles of tracks, and connects with the Kanawha 
& Michigan, a subsidiary of the applicant, in Athens county, 
Ohio. It serves six mines. It cost about $175,000 and was built 
by the mining interests, because, according to the report, the 
New York Central interests did not care to undertake its con- 
struction. 

Chairman Eastman dissented because he regarded the 


transaction as a consolidation which the Commission was not 
authorized to approve. 


ABANDONMENT AUTHORIZED 


In its formal report on finance docket No. 5774, Abandon- 
ment of Operation by Louisiana & Pacific, mimeographed, the 
Commission, by division 4, said there was a probability that the 
applicant had an outstanding liability under section 15a to pay 
money on an excess income. The Commission therefore issued 
4 certificate permitting the abandonment of part of the railroad 
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of that company on the express condition that the applicant 
shall not be dissolved nor its assets distributed until the amount 
due under that section, if any, shall have been ascertained and 
payment made. 

The application was for permission to abandon operation 
over the tracks of the Lake Charles & Northern, between DeRid- 
der, Beauregard parish, Louisiana, and Lake Charles, Calcasieu 
parish, and the abandonment of certain connecting tracks in 
those parishes. The operation was over 42.3 miles of track and 
the length of the connecting tracks was something more than a 
mile. Abandonment of operation and the connecting tracks was 
desired on account of the practical exhaustion of the timber. 
No objection to abandonment was made. The report set forth 
the net operating income of the applicant, which has a capital 
stock, without funded debt, of $51,000, showing a minimum of 
$25,796 in 1925 and a maximum of $125,852 in 1921. 


A. T. & N. NEW CONSTRUCTION 


The Commission, by division 4, in its formal report on 
Finance Docket No. 5815, Construction of Extension by Alabama, 
Tennessee & Northern, mimeographed, in which it authorizes 
that road to construct a 30-mile extension from Summit, Ala., 
into Mobile, said the main purpose of the extension was to give 
the applicant entrance into Mobile, especially to carry through 
traffic to and from Mobile in connection with the extension of the 
St. Louis-San Francisco, the latter authorized in 111 I. C. C. 711. 
The estimated cost of the construction, exclusive of new equip- 
ment which the carrier thinks it will not need, is $937,012. 
Interest during construction, the report says, is not included in 
that estimate. 

Financing is to be done with current funds, either on hand 
or derived from operations, or by the sale of bonds already is- 
sued and now in the treasury. The extension will be laid with 
80-pound rails. The applicant plans to begin construction within 
90 days after receipt of authority. 


SUSPENDED TARIFFS 


In I. and S. No. 2789, the Commission has suspended from 
November 8 until March 8 schedules as published in supplement 
No. 15 to Northern Pacific I. C. C. No. 7918. The suspended 
schedules propose to revise the rates on grain and grain prod- 
ucts from certain stations on the Northern Pacific Railway in 
North Dakota to Chicago, Ill., St. Louis, Mo., and points taking 


same rates, resulting in both increases and reductions. The fol- 
lowing is illustrative, rates in cents per 100 pounds: 
TO ST. LOUIS, MO., 
Present Proposed 
From Wheat Corn Wheat Corn 
RR IDs 6c sh ciewaweueeaekae 44 3914 45 431% 
Ios «orcas viaswar nero ererwereints 43% 39 45 4316 
i aio oacemie enue. 42 371% 45 4316 
NN TE I ocic-c orsisiataresesausses 41 37 45 43 
RIN IS oii wiv aewes coasecae 46 42 45 42 


COMMISSION ORDERS 


The Lexington Board of Commerce, Inc., has been permitted 
to intervene in No. 18657, Swift & Co. vs. Louisville & Nash- 
ville et al. 

The W. S. Dickey Clay Manufacturing Co. has been per- 
mitted to intervene in No. 18654, Shearman Concrete Pipe Co. 
vs. St. Louis Southwestern Ry. et al. 

The Central Alloy Steel Corp. and the Corrigan, McKinney 
Steel Co. have been permitted to intervene in No. 18548, Jones 
& Laughlin Steel Corp. vs. Alton & Eastern et al. 

The Peoria Association of Commerce has been permitted to 
intervene in No. 18394, Louisville Board of Trade vs. Baltimore 
and Ohio Chicago Terminal R. R. et al. 

The Board of City Development has been permitted to in- 
tervene in No. 17992, the Southern Kansas Millers’ Traffic Club 
et al. vs. Abilene & Southern et al. 

The Rossville Grain Co. has been permitted to intervene in 
No. —— Louisville Board of Trade vs. Aberdeen & Rockfish 
et al. 

The complainant’s petition for rehearing in No. 17284, Chi- 
cago Carton Co. vs. Chicago, Burlington & Quincy et al., has 
been denied. 

The complainant’s petition for reopening to take newly dis- 
covered evidence, in No. 16181 (and Sub. No. 1), Bailey Co. vs. 
Illinois Central et al., has been denied. 

The Commission has denied the petition of complainant in 
No. 15819, Garrett & Co., Inc., vs. New York Central et al., for 
rehearing. 

The complainants’ petition for rehearing and reargument in 
No. 15358 (and Sub. 1 and 2), Burton-Dixie Corp. et al. vs. Santa 
Fe et al., has been denied. 

The order entered in No. 17106, the Charles Boldt Glass Co. 
vs. Chesapeake & Ohio et al., on September 18, 1926, reopening 
the proceeding for further hearing, is vacated and set aside. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, solely for the purpose 
of permitting the Pruitt Commission Co. to prove that it made 
shipments of bananas and cocoanuts from New Orleans, La., 
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and paid and bore the charges thereon, No. 15338, Gugenheim- 
Goldsmith Co. et al. vs. Galveston, Harrisburg & San Antonio 
Ry. et al. 

The second petition of complainant in No. 15220, G. Caruso 
& Co. vs. Chicago & Eastern Illinois et al., for rehearing, has 
been denied, division 3 having reopened the case for further 
hearing on the question of reasonableness. 

The Commission has reopened, for further hearing, at such 
time and place as it may hereafter direct, solely on the question 
of reasonableness, No. 15220, G. Caruso & Co. vs. Chicago & 
Eastern Illinois et al. 

The complainant’s supplemental petition for further con- 
sideration in No. 17012, H. B. Wilgus et al. vs. Pennsylvania 
et al., has been denied. 

The complainant’s petition for rehearing, reargument or 
reconsideration, in No. 17126, Marion Machine, Foundry & Sup- 
ply Co. vs. Big Four et al., has been denied, division 3 having 
reopened the case for further hearing. 

The Commission has reopened for further hearinng on the 
question of fourth section relief in the rates to the following 
named points located on tidewater or adjacent thereto, Bidde- 
ford and Saco, Me., and Fells, Manchester, Magnolia and Rock- 
port, Mass., fourth section application Nos. 272, 774, 976, 1589, 
1623, 1788, 1920, 3698 3974 and 11863 at such time and place as 
it may hereafter designate. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 17126, Marion 
Machine, Foundry & Supply Co. vs. Big Four et al. 

The Board of City Development has been permitted to in- 
tervene in No. 18359, The Atchison Board of Trade et al. vs. 
Abilene & Southern et al. 

The Burgie Vinegar Co. has been permitted to intervene in 
No. 18655, The Ozark Cider & Vinegar Co. et al. vs. Alabama & 
Vicksburg et al. 

The Corn Belt Coal Dealers’ Association, Inc., has been per- 
mitted to intervene in No. 18659, Fullerton Lumber Co. vs. Ches- 
apeake & Ohio et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 18761, Galveston Cotton Exchange and Board 
of Trade et al. vs. Alabama & Vicksburg et al. 


The Commission has reopened for oral argument, at such 
time as it may hereafter direct, I. & S. No. 2458, Restrictions in 
Routing on Westbound Transcontinental Traffic via Salt Lake 
& Utah; No. 18120, Salt Lake & Utah Railroad vs. Santa Fe et 
al.; and, I. & S. 2711, Restrictions in Routing via Salt Lake & 
Utah Railroad on Westbound Transcontinental Traffic. 


The Commission has dismissed No. 16731 (and Sub. No. 1 to 
5, inel.), The Kittoe Boiler & Tank Co. vs. Pennsylvania; No. 
17228, May & Co. vs. Atlantic Coast Line et al.; No. 17325, Alex- 
andria Refining Co. vs. Chicago, Rock Island & Pacific; No. 
17475, Joyce-Pruitt Co. et al. vs. Union Pacific et al.; No. 17508, 
Stamm Benjamin Fruit Co. et al. vs. Santa Fe; No. 17622, A. 
Hamilton, Successor to Leo Pectin Co., vs. Chicago, Rock Island 
& Pacific; No. 17624, White Star Plaster Co. vs. Los Angeles & 
Salt Lake; and No. 17790, Muldoon Monument Co. vs. Pennsyl- 
vania et al., for want of prosecution. 


The Alpha Portland Cement Co., Knickerbocker Portland 
Cement Co., and North American Cement Corp., have been per- 
mitted to intervene in No. 18744, the Glenns Falls Portland 
Cement Co. vs. B. & A. R. R. (N. Y. C. R. R., lessee), et al. 

The Central Alloy Steel Corp., the Parkersburg Iron and 
Steel’Co., Illinois Steel Co., American Steel & Wire Co., National 
Tube Co., American Sheet & Tin Plate Co., American Bridge 
Co., and Carnegie Steel Co. have been permitted to intervene 
in No. 18667, American Rolling Mill Co. vs. Penna. R. R. et al. 

The Richardson Co., the Hood Rubber Co., the B. F. Good- 
rich Co., and B. F. Goodrich Rubber Co. have been permitted to 
intervene in No. 18762, Continental Rubber Works vs. New York, 
Chicago & St. Louis et al. 

The Lakeland Chamber of Commerce has been permitted to 
intervene in No. 18615, Riddle Palmer Lumber Co. et al. vs. 
Central Railroad of New Jersey et al. 

The Port of New York authority has been permitted to in- 
tervene in No. 18715, Baltimore Chamber of Commerce vs. Ann 
Arbor et al. 

The Commission has permitted to intervene in- No. 18730, 
Board of Railroad Commissioners of the State of South Dakota 
vs. Santa Fe et al., the Sioux City Grain Exchange. 

The Southern Cypress Manufacturers’ Association has been 
permitted to intervene in No. 18761, Southern Pine Assn. et al. 
vs. Abilene & Southern et al. 

The American Fruit Growers, Inc., M. W. Lorch, Inc., H. A. 
Levy, W. A. Waskow & Co., Hastings Fruit Co., and Nash 
Dietz Co. have been permitted to intervene in No. 18624, Wis- 
consin Potato Shippers’ Assn. et al. vs. Santa Fe et al. 

The orders of July 12, 1926, and August 20, 1926, entered 
in No. 16697, Chicago, Rock Island & Pacific et al. vs. Baltimore 
& Ohio et al., have been modified so as to permit the filing of 
schedules in compliance with the orders upon one day’s notice 
to the Commission and to the general public. 

The Commission, in a supplemental order in finance No. 9, 
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public convenience certificate to Jackson & Eastern Railwa 
has further extended the time prescribed in the Certificate } 
extended, within which the Jackson & Eastern may complete ; 

ts 
extension and operation, to and including December 31, 197 

The Commission has denied the motion of defendant, Diter 
tor-General, to dismiss reparation claims on shipments Whia 
moved after date of hearing, in No. 10672, Security Mills ¢ Fee 
Co. vs. Director-General, as agent, Southern et al. 

The Commission has denied the petition of H. H. Larimor 
dated October 15, 1926, for a postponement of the effective date 
of Fourth Section Order No. 9321, Salt, from Kansas, Louisian, 
and Texas, entered in Fourth Section Application 12723, fileg », 
F. A. Leland, agent, sufficient justification not having been 
shown. 

The Central Foundry Co. and Lynchburg Foundry Co. hay 
been permitted to interfere in No. 18431, Sub. No. 1, Ware, 
Foundry and Pipe Co. vs. New York, New Haven and Hartfor 
et al. 

The Certain-teed Products Corporation, Pacific Portland (,. 
ment Co., Consolidated, and Three Forks Portland Cement (, 
have been permitted to intervene in No. 18693, Standard Gypsuy 
Co. vs. Union Pacific et al. 

The Oak Cliff-Dallas Commercial Association has been pe. 
mitted to intervene in Finance No. 5472, In the Matter of App}. 
cation of Gulf, Colorado and Santa Fe for authority to constry¢ 
and operate a line of railway in Dallas County, Tex. 

The Protective Committee of the Cleveland, Cincinnati, (yj. 
cago & St. Louis; District No. 6, United Mine Workers of Amer. 
ica; The Black Diamond Coal Co.; The Jennings Coal Co.; The 
Schuler Coal Co.; The Federal Creek Coal Co.; Chamber of 
Commerce of the City of Athens, Athens County, Ohio; The Ohi 
Farm Bureau Federation; The Ohio Farm Bureau Service Co. ani 
the Public Utilities Commission of Ohio, have been permitted 
to intervene in Finance No. 5690, In the Matter of Application of 
the New York Central for authority to acquire control under 
lease of the railroad systems of the Cleveland, Cincinnati, Chi- 
cago & St. Louis Ry., the Michigan Central and Chicago, Kala- 
mazoo & Saginaw. 

The Commission has permitted the Globe Grain & Milling 
Co., the Ogden Grain Exchange, Stockton Chamber of Commerce, 
Phillips Milling Co., and Arcady Farms Milling Co., to intervene 
in No. 18669, The Southwestern Millers’ League vs. Santa Fe 
et al. 

The National Cottonseed Products Corporation has been per- 
mitted to intervene in No. 18026, Arkansas Cotton-seed Crushers’ 
Association vs. Akron, Canton & Youngstown et al. 

The Atlantic Cotton Association, American Cotton Manv- 
facturers’ Association, the Cotton Manufacturers’ Association of 
North Carolina and the South Carolina Cotton Manufacturers’ 
Association have been permitted to intervene in No. 18570, 
Mississippi Railroad Commission et al. vs. Aberdeen & Rockfish 
et al. 

The Board of Railroad Commissioners of the State of North 
Dakota has been permitted to intervene in No. 18751, Bismarck 
Association of Commerce, of Bismarck, N. D., et al. vs. Santa 
Fe et al. 

The effective date of the order of July 21, 1926, in No. 16930, 
Dillman Egg Case Co. et al. vs. Santa Fe et al., is extended until 
March 6, 1927. 

The petition of complainants for rehearing in No. 13374, 
Cascade Timber Co. et al. vs. Director-General, as agent, Chi- 
cago, Milwaukee & St. Paul et al. 

The effective date of the order entered in No. 16901, Drayage 
Absorptions by Southwest Missouri Railroad, on June 8, 1926, 
which has been heretofore postponed to November 11, 1926, is 
further postponed to December 1, 1926, but in all other respects 
said order shall continue in force until the further order of the 
Commission. 

The Louisiana Public Service Commission has been per- 
mitted to intervene in No. 18066 (and Sub. 1), Little Rock 
Chamber of Commerce et al. vs. Alabama Great Southern et al. 

The California Milling Corporation has been permitted to 


intervene in No. 18669, The Southwestern Millers’ League vs. 
Santa Fe et al. 


PETITIONS FOR REHEARING, ETC. 


The respondents in I. and S. No. 2521, potatoes from South- 
eastern and Carolina territories to northern and western points, 
have asked the Commission for rehearing and postponement of 
- —"" date of the Commission’s order dated September 

The complainants in No. 15963 and Sub. No. 1, and 8 to 7, 
inclusive, Bartling Grain Co. et al. vs. Missouri Pacific et al., 
have asked the Commission to grant a rehearing and reargument 
therein, and that the above entitled cause be reopened for the 
interjection and introduction of material evidence omitted or 
excluded at the former hearing. 

The Cairo Association of Commerce has asked the Com- 
mission to reopen No. 16930, Dillman Egg Case Co. et al. VS. 


Santa Fe et al., reported in 113 I. C. C. 447, for further consid- 
eration. 
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The defendant carriers in No. 14685, Dallas Transfer Co. 

Southern Pacific et al, have asked the Commission for post- 
pe nent of effective date of order, and for rehearing and for 
pint ent and reconsideration by the Commission, and, in the 
eaeeative, for reargument and reconsideration by division 4 
sd/or by the full Commission. 
- The complainant in No. 17266, National Tinsel Manufacturing 
Co. vs. Chicago & North Western et al., has asked the Commis- 
sion to grant a rehearing therein. ‘ 

The defendant, Tennessee Railroad, in No. 17882, The Roach 
Creek Coal Co. and G. H. Thomas and O. K. Jones, receivers, 
ot al. vs. Ann Arbor et al., moves the Commission for an order 
to strike from the brief in behalf of complainant, filed in the 
above-entitled proceeding, the map facing page 18 of said brief, 
and the reference thereto on said page. , 

The Cairo Association of Commerce of Cairo, Ill., has asked 
the Commission for rehearing, reargument and reconsideration 
in No. 16930, Dillman Egg Case Co. et al. vs. Santa Fe et al. 

The Director-General, defendant in No. 9971, National Pole 
Co. vs. Director-General, has asked the Commission to vacate 
and set aside reparation order without prejudice, entered on 


April 26, 1922. 
The respondent, Southwest Missouri, in No. 16901, Drayage 


Absorptions by Southwest Missouri, has asked the Commission 
to postpone the effective date of the order heretofore entered 
in the above-entitled proceeding. 


FINAL VALUATION REPORTS 


Valuation Docket No. 479, Litchfield & Madison Railway Com- 
pany, opinion No. B-390, 116 I. C. C. 1638-80, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $1,518,175, as of June 30, 1916. 

Valuation Docket No. 634, Campbell’s Creek Railroad Company, 
opinion No. B-393, 116 I. C. C. 216-28, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $330,215, and of property used but not owned, $2,810, 
as of June 30, 1918. 

Valuation Docket No. 527, Central West Virginia and Southern 
Railroad Company,: opinion No. B391, 116 I. C. C. 181-98, final value 
for rate-making purposes of property owned and used for common 
carrier purposes found to be $535,450, and of property used but not 
owned, $135,000, as of June 30, 1918. 

Valuation Docket No. 560, Ludington & Nothern Railway, opinion 
No. B-392, 116 I. C. C. 199-215, final value for rate-making purposes 
of property owned and used for common carrier purposes found to be 
$65,790, and of property used but not owned, $12,000, as of-June 30, 
191 


Valuation Docket No. 736, Bay Terminal Railroad Company, 
opinion No. B-394, 116 I. C. C. 229-46, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $225,544, and of property used but not owned, $149,580, as 
of June 30, 1917. i 

Valuation Docket No. 523, Clinton and Oklahoma Western Rail- 
way Company et al., opinion No. B-395, 116 I. C. C. 247-73, final 
value for rate-making purposes of property owned and used for 
common carrier purposes found to be $807,420, and of property used, 
but not owned, $90,000 (final value of The Cheyenne Railroad Com- 
pany), as of June 30, 1918. 


TENTATIVE VALUATION REPORTS 


The New York, Chicago and St. Louis Railroad Company, and 
Chicago & State Line Railroad Company, as of June 30, 1918 (com- 
prising the Nickel Plate before the creation of the present Nickel 
Plate company by consolidation under state laws) wholly owned and 
used, $45,475,000; wholly used but not owned, $4,527,446; jointly used 
but not owned, $113,500; total owned, $45,530,546; total used, $50,115,- 
946. On date of valuation the company had outstanding a total par 
value of $63,397,300 in stocks and long-term debt, of which $4,997,900 
represented first preferred stock, $10,999,800 second preferred stock, 
$13,989,600 common stock, and $33,410,000 funded debt. Investment 
in road and equipment, including land, on date of valuation, was 
stated on the carrier’s books to have been $67,361,001.56. With re- 
adjustments required by the Commission’s accounting examination 
this would be reduced to $67,216,910.40. Cost of reproduction new of 
total owned property was fixed at_ $41,574,805, and of total used, $44,- 
670,676. Cost of reproduction less depreciation of total owned property 
was fixed at $32,672,332, and of total used, $35,091,817. 

The Delaware, Lackawanna & Western Railroad Company and 
affiliated lines, as of June 30, 1918, owned and used property, $94,- 
700,000; owned but not used, $517,200; wholly used but not owned, 
$136,230,942; jointly used but not owned, $113,500; total used but not 
owned, $136,344,442; total owned, $95,217,200; total used, $231,044,442. 
On date of valuation the D. L. & W. had outstanding a total par 
value of $42,323,000 in stock and long term debt, of which $42,220,400 
represented common stock and $102,600 funded debt. Investment in 
road and equipment, including land, on date of valuation was stated 
in the carrier’s books as $75,297,494.83. With readjustments required 
by the Commission’s accounting examination, this would be reduced 
to $72,559,998.26. Cost of reproduction new of total owned property 
was fixéh at $104,458,911, and of total used property, $221,435,368. 
Cost of reproduction less depreciation of total owned property was 
fixed at $77,913,610, and of total used, $176,356,176. The report showed 
that the Lackawanna owned and held for non-carrier purposes 3,371 
acres of land. It also owned and held for non-carrier purposes $40,596,- 
917 par value of securities of, and other investments in, other com- 
panies and governments, which were recorded in its accounts at 
$41,362,108 book value. 


FINANCE APPLICATIONS 


The Gulf, Colorado & Santa Fe has applied for authority to issue 
$21,310,000 of general mortgage bonds to refund a like amount of 
mortgage bonds owned by the Santa Fe to which the new bonds will 
be delivered. The bonds are not to be sold. 

The Northern Pacific has applied for authority to abandon a yard 
track near Lind, Wash. 

The Atchison, Topeka & Santa Fe has applied for authority 
to abandon 13 miles of branch line from Nutt to Lake Valley, 
N. M., on account of abandonment of mining operations the line 
Was built to serve. 
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John A. Hulen, receiver of the Trinity and Brazos Valley Rail- 
way Company, has applied for authority to issue $400,000 of receiver’s 
certificates to provide money for repairs and improvements to the 
track and roadbed of the railroad. 


PART OF TITLE OMITTED 


In the Traffic World of November 6, the title of the case 
under the caption “Division Finding Affirmed” should have been 
No. 14361, sub-No. 1, Virginia (Minn.) Chamber of Commerce 
vs. Atchison, Topeka & Santa Fe et al., part of the title having 
been omitted. 


CONTROL BY A. C. L. 


The Commission November 12 issued a report and order 
authorizing acquisition by the Atlantic Coast Line of control of 
the Columbia, Newberry, and Laurens Railroad in South Caro- 
lina, on condition that traffic over the Columbia, Newberry, and 
Laurens shall continue in good faith to be handled on the same 
basis of neutrality heretofore and now observed in the manage- 
ment and operation of the line, and that the line shall at all 
times be maintained as an open route equally available to the 
Atlantic Coast Line, the Seaboard Air Line and the Southern. 


CONTROL BY READING 


C. V. Burnside, Assistant Director of the Bureau of Finance, 
in a proposed report, recommended approval of acquisition of 
control of the Lehigh and New England by the Reading Com- 
pany by lease, conditioned on maintenance of the Lehigh and 
New England as an open route. 





CHANGES IN DOCKET 


Hearing in No. 18514, (Sub. No. 1), Monongahela Coal Op- 
erators’ Assn. vs. Monongahela Ry. et al., assigned for November 
9, at Washington, D. C., before Examiner Peterson, was post- 
poned to a date to be hereafter fixed. 

Hearing in No. 18573, the Krebs Pigment & Chemical Co. 
vs. Southern Railway et al., assigned for November 9, at New 
York, N. Y., before Examiner Trezise, was canceled. 

Hearing in No. 18552, Jersey Central Power & Light Co. 
vs. N. Y. & L. B. R. R. et al., and No. 18553, Jersey Central 
Power & Light Co. vs. D. L. & W. R. R. et al., assigned for 
November 11, at New York, N. Y., before Examiner Trezise, 
was canceled. 

Finance No. 5883, application Chesapeake & Hocking Ry. 
for authority to issue capital stock and promissory notes, and 
finance No. 5882, application Chesapeake & Ohio Ry. for au- 
thority to acquire control of the Chesapeake & Hocking Ry. by 
purchase of capital stock, were assigned for hearing in Wash- 
ington, D. C., November 12, before Examiner Davis. 

Hearing in I. and S. 2765, restrictions in the combination 
rule of live stock, assigned for Novmeber 12, at Chicago, IIl., 
before Examiner Walsh, was canceled. 

Hearing in No. 17106, Charles Boldt Glass Co. vs. C. & O. 
Ry. et al. (with respect to the reasonableness of the rate at- 
tacked), assigned for November 13, at Cincinnati, O., before 
Examiner Jewell, was canceled. 


UNCONTESTED FINANCE CASES 


The Southern has been authorized to issue and sell at not less 
than par, $10,000,000 of common capital stock. 

The Kansas, Oklahoma & Gulf has been authorized to issue 
$31,800 of first mortgage 5 per cent gold bonds to be sold at not less 


than par and accrued interest. The proceeds will be used to repay 
advances. 


SOUTHWESTERN LINES ALARMED 


The Traffic World Washington Bureau 


A concerted move has been inaugurated by the southwestern 
lines, first to stop the spread of Memphis-Southwestern Investi- 
gation commodity scales to the part of their territory west of 
the Kansas City Southern line, and, second, to persuade the 
Commission to undo harm they claim it has already done to 
them in a revenue sense, by extensions of those scales. They 
have gathered together a baker’s dozen of cases in which such 
westward extension has been made, on reasons and arguments 
set forth by the Commission in support of class rates in that 
territory, as if the reasons in such cases were applicable to 
cases in which commodity rates were involved. They have 
asked the Commission to reopen those cases for rehearing in 
a consolidated docket, with a view to vacating and setting 
aside the orders therein issued and for other relief. 

The cases so collected and submitted to the Commission 
for treatment are No. 11084, Prairie Pipe Line Co. vs. Director- 
General et al.; No. 14313, and Sub. Nos. 1 and 2, Certain-teed 
Preducts Corporation vs. Arkansas & Louisiana, Missouri et al.; 
No. 14371, Arkansas Fertilizer Co. vs. Abilene & Southern et 
al.; No. 14756, Humble Oil & Refining Co. vs. Dayton-Goose 
Creek et al.; No. 15025 and Sub. Nos. 1 and 2, Same vs. Missouri 
Pacific et al.; No. 15177.and Sub. No. 1, Same vs. Lousiana 
& North West et al.; No. 15574 and Sub. No. 1, Texas-Pacific 
Coal & Oil Co. vs. Texas & Pacific et al.; No. 15807 and Sub. No. 
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1, Texas-Pacific Coal & Oil Co. vs. C. R. & Gulf et al.; No. 
15974, Parkersburg Rig & Reel Co. vs. Gulf, Colorado & South- 
ern et al.; No. 14451 and Sub. Nos. 1, 2, 3 and 4, Procter & 
Gamble Distributing Co. et al. vs. St. Louis-San Francisco et al.; 
No. 13703, L. M. Cohen et al. vs. Atchison, Topeka & Santa Fe 
et al.; No. 14871 and Sub. Nos. 1, 2 and 3, Oklahoma Traffic 
Association et al. vs. Alabama Great Southern et al.; and No. 
14159, Corporation Commission of Oklahoma vs. Abilene & 
Southern et al. 

According to the petitioners, all defendants in one or more 
of the listed cases, the Commission, by its reports and orders in 
them, has embarked upon a course that threatens severe and 
uuwarranted losses of revenue to them; that the extension of 
the Memphis-Southwestern commodity scales, known as the 9702 
scales, to the southwest generally because of declared simi- 
larity of transportation conditions, was unsound because the 
scales themselves were not based upon transportation condi- 
tions, but for the removal of inconsistencies in commodity 
rates in the territory between the Mississippi River on the 
east and the line of the Kansas City Southern on the west, 
which inconsistencies were brought about by the competition 
between the railroads and the Mississippi River, in some in- 
stances, and by the competition between the lines east of the 
river on the one hand and the lines on the west side of the 
river on the other. 

The southwestern lines, the petitioners aver, are in no finan- 
cial condition to sustain the losses which the extension of the 
scales would force upon them. They said that while the Com- 
mission gave consideration to the rate levels and revenues in 9702 
territory in constructing the commodity scales for that section, 
it had failed to give consideration to the rate levels and revenues 
outside of that territory in requiring the extension of the com- 
modity scales to other parts of the southwest. 


The petition is signed by attorneys for the carriers, namely, . 


T. D. Gresham, H. H. Larimore, C. S. Burg, M. G. Roberts, Elmer 
Westlake, G. B. Ross, J. R. Bell and Wallace T. Hughes. They 
call attention to the matter because they said the steady tend- 
ency ot the Commission in recent months to extend the Memphis- 
Southwestern commodity scales into Texas, Oklahoma, Kansas 
and elsewhere and the persistency with which the process was 
being continued caused the carriers great concern. They said 
that if, in the Consolidated Southwestern Cases, Nos. 13535, 
14880 et al., involving, among other things, commodity rates 
on many things between and within Arkansas, Louisiana, Texas, 
Oklahoma, Kansas and southern Missouri, the precedents estab- 
lished in the cases embraced in this petition were followed such 
sweeping reductions in rates and such impairment of earnings 


would result as to warrant this plea that they be not allowed 
to stand. 


As the petitioners analyzed the situation—and they sub- 
mitted that in all deference—the fallacy of the Commission’s 
program of spreading the commodity scales beyond the limits 
of 9702 territory, because of the declared similarity of trans- 
portation conditions, lay in the fact, established by the Com- 
mission’s own report, that the scales were not established upon 
a level created by transportation conditions. They said the 
two reports of the Commission in the 9702 proceeding put em- 
phasis upon the purpose of the case as one to remove discrimi- 
nation produced by a rate structure which was a maze of in- 
consistencies and incongruities within a territory which began 
at the Mississippi and ended along the line of the Kansas City 
Southern. They pointed out that the proceeding was started by 
a complaint from Memphis, in September, 1914, alleging that 
the intrastate rates within Arkansas, just across the river, were 
unduly preferential of Arkansas shippers and unduly prejudicial 
to Memphis. The proceeding, through the force of interlocking 
rate relationships, was expanded to include more territory. But, 
they said, it was significant that in the Commission’s report 
concerning commodity rates, the fact was pointed out that the 
essence of the issue before the Commission was the alleged 
undue prejudice against specified jobbing centers and that the 
unduly prejudicial conditions created by the rates were virtually 
admitted by the respondent carriers. They proposed distance 
carload commodity rates for uniform application throughout the 
territory. The Commission said that the issues, by reason of the 
carrier proposal, resolved themselves, therefore, largely into a 
question of the reasonableness of the rates proposed by the 
carriers as the appropriate method of removing the undue preju- 
dice complained of and the numerous inconsistencies and dis- 
parities existing in the general rate structure. 

The carrier attorneys said it was noteworthy that in that 
summary of 9702, the Commission made no allusion whatsoever 
to Oklahoma, Texas or Kansas. 


The petition makes many references to the reports to show 
that the Commission, in extending the 9702 scales, proceeded upon 
the assumption that the Memphis-Southwestern case was one in 
which rates were made based on transportation conditions instead 
of being, primarily, one for the removal of undue prejudice by har- 
monizing rates, many of which were low on account of the 
competition among the rail carriers themselves because of the 
competitive influence of the Mississippi River. They pointed 
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out the inconsistencies of the Commission, but added that ty. 
were not so concerned over this as a matter of theoretic jo, 


as they were over the practical consequences of its ADPlicatin, _— 
In further support of their petition the attorneys sgaigq 4, spread. - 
comparative operating results showed that the southwes » the “y 
carriers were lagging. They also put into their petition reveny, enn i 
tables showing the effect, among other things, that of the vtili <> 
mission’s decision in No. 14871, Oklahoma Traffic Association . & pant 
al. vs. Alabama Great Southern, in which the Commission, yf) ™ "site 
division 1, revised sugar rates from New Orleans, La., and Su, fi The = t! 
Land, Tex., to Oklahoma points. The tables showed reduction; fee wo 
on 60,000-pound carloads, running from $24 to $108, with if" pore 
average, seemingly, around $60 per car. EB al 
the publ 
SOUTHWESTERN MERGER HEARING J tre me 
The Traffic World Washington Bure, the tom 
Hearings on the application of the Kansas City Souther y § ae 
acquire control of the Missouri-Kansas-Texas and the applin. ned ces 
tion of the latter to acquire control of the St. Louis Southwey, railroad 
ern were resumed November 10 before Director Mahafiie, of th B  cailing 
Commission’s bureau of finance. The hearings were begun pn cooper: 


cently at Dallas, Tex., and adjourned to Washington. E Co 
Ben B. Cain, general counsel of the American Short Lin & 


Railroad Association, submitted the position of the associatioy sory 
with respect to the proposed unification. He said the association bo 
believed the proposed grouping was in line with the purpose anj - d si 
policy of Congress and in harmony with the policy the Comnis. withot 


sion announced in the Nickel Plate case, provided the short ling v 
which connected with the main carriers of the proposed system : 


and which were necessary in the public interest, were brought nent 
into membership with the unified system. If such roads wer tion 8 
not included, he said, “then the consolidation of such short ani . : 
weak lines into any system will certainly be deferred and prob- _ 
ably defeated because if and when the proposed unification shall — 
have been accomplished without including short and weak rail- “eo 
roads the properties thus grouped may not thereafter be brought ° ” 
into corporate or complete consolidation as contemplated through 

the several provisions of the transportation act, and the assoc- B oUF 
ation protests the applications unless and until the situation of & port 
such short line railroads shall have been considered and prop § big. 
erly protected in such order as the Commission shall finally trib 
make.” a 


Mr. Cain suggested the kind of an order the Commission bes 
should enter with a view to protecting the short lines from the 
public interest standpoint. It was suggested that provisions be 
made with reference to through routes and joint rates being 


preserved as between the main lines and connecting short lines. out 
Mr. Cain also said an order approving the applications should ie 
not be made operative until the short lines that had not inter- ess 
vened had been notified of the proceeding and given an oppor — th 
tunity to be heard. = 

Testimony was given by W. T. Rosen, of Ladenburg, Thal- pr 
mann & Co., of New York, a director of the Kansas City South- de 


ern, as to financial aspects of the proposed merger. He said his 
firm had made no profit out of purchase of the stocks of the 
other lines by the Kansas City Southern. 


LUMBER SHIPMENTS 

Telegraphic reports received November 11 by the National 
Lumber Manufacturers’ Association, from 365 of the larger com- 
mercial softwood, and 141 of the chief hardwood, lumber mills 
of the country, for the week ended November 6, show the normal 
seasonal decline in the industry. The comparably reporting 
softwoood mills showed nominal decreases in production, ship- 
ments and new business, as compared with reports for the 
previous week. When compared with reports for the same 
period a year ago, there is a slight increase in production, and 
decreases in shipments and new business. 

While 141 hardwood mills report production somewhat more, 
shipments slightly less and new business a little more than did 
118 mills for the preceding week, it is apparent, in view of the 
great disparity in the number of mills reporting for the two 
weeks, that the hardwood mills, like the softwood mills, are 
in the midst of a seasonal curtailment of business. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding Preceding Wk.. 


Past Week Week, 1925 1926 (Revised) 
eee oe 349 337 348 
Production. ......000% 230,134,359 225,884,128 235,207,184 
Shipments ........... 224,156,902 232,155,319 227,348,976 
Orders (New Bus.).. 196,030,354 215,114,779 208,597,963 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
forty-four weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
ME aoe oe ee ioe ceeor 10,519,996,913 10,716,325,295 10,660,241,228 
BOE vote ceenetwucemees 10,664,002,664 10,559,424,262 10,340,022,543 






















\ II, No, 4 










that 
retic i 
PPlicatig, 
' Said th, 
Ith Westen 
0 Teveny, 
the Coq 
Ciation et 
Ission, } 
ANd Sugy 
"eduction, 
With the 












































































































ashe Sper os 


chy AR? 
Piss 


ING © 
gton Buren, Ee 
uthern to 
’ QDDlica. 
uth west. 
le, of the 
ERUN re. 


Ort Line 
SOCiation 
SOCiation 
Pose ani 
Commis. 
Ort lines 
| system 
brought 
ds were 
lort and 
nd prob- 
On shall 
ak rail- 
brought 
through 
» associ- 
ation of 
d prop- 
finally 


mission 
om the 
lons be 
> being 
t lines, 
should 
; inter. 
oppor- 


] Thal- 
South- 
1id his 
of the 





November 13, 1926 


sTATE COMMISSION CONVENTION 


(By a staff correspondent at Asheville, N. C.) 


Automobile-raised questions and problems created by the 
read of the national regulatory authority seemed, by all odds, 
rt things that would attract most attention at the thirty-eighth 
pre convention of the National Associaion of Railroad and 
Utilities Commissioners, begun November 9. They were brought 
to the front by A. G. Patterson, a member of the Alabama com- 
mission, president of the association, in his annual address. 
The interest, however, was shown more by the state commis- 
sioners than by Chairman Eastman and Commissioner Esch, two 
members of the federal body who accepted invitations from the 
association to address the 200 members attending it. 

Chairman Eastman, who devoted himself to a discussion of 
the public service, made no reference to automobile regulation. 
He much hoped that the notion would not spread that, because 
the federal Commission had power over intrastate rates, under 


© certain conditions, and the issuance of securities, abandonment 


of lines, and the construction of new ones, state commissions 
had ceased to be of use or importance so far as regulation of 
railroads was concerned. He said the contrary was the fact, 
calling attention to the direction in the transportation act for 
cooperation between the federal and state authorities. 


Commissioner Esch referred to the investigation into the 
matter of truck and bus regulation carried on by the federal 
body, but contented himself with questions as to why Congress, 
in mounting volume, enacted penal statutes making what was 
and still could be reached under state laws, federal offenses, 
without giving an answer, if he had one in mind. 


While the federal and near-federal questions were so promi- 
nent in the addresses of the three men mentioned, the conven- 
tion’s program called for a wide discussion of questions having 
no bearing on the regulation of common carriers by railroad or 
partly by railroad and partly by water. Air navigation, radio, 
electric power Company questions and the host of things com- 
prehended by the usual expression of public utilities constituted 
a large part of the program. 


“One of the biggest things in this work of reorganizing 
our rate structure is the proper distribution of the total trans- 
portation burden,” said President Patterson in his report. “The 
big task that confronts the regulatory authorities is the dis- 
tribution of the total burden necessary to produce this net ag- 
gregate revenue (so as to yield 5.75 per cent) among the dif- 
ferent classes and descriptions of traffic in such manner as will 
best serve the interests of commerce and industry and assure 
the continued development of the country.” In part, he said: 


Without getting too far into detail, I think I may safely point 
out that the general trend of the rate structure of the future ought 
to be in line with the principle that the rate burden should rest as 
lightly as possible, within legal limits, upon the basic commodities 
essential to the agricultural, commercial and industrial activities of 
the country and, if necessary, to produce the desired aggregate 
revenue, more heavily upon the higher grade traffic. Such a rate 
structure as that, in my opinion, would be in harmony with recognized 
principles of economics and would permit of the greatest possible 
development of commerce. 

_ There is another phase of rate-making that is of considerable 
importance to the state commissions, and that is the exercise of 
federal power over intrastate rates. I believe the state commissions 
are performing an important public function in the regulation of 
common carriers. I have not observed any necessity or justifying 
reason for the nullification of their authority by federal power. 
We are committed to a dual form of government in this country 
and it seems to me that we should endeavor to solve all jurisdictional 
problems of this character in harmony with our established principles 
of government. It seems to me that that can be done if we go about 
it in the right way. I would not be frank, however, if I did not 
say that, according to my observation, the trend of federal action 
since the passage of the Transportation Act of 1920 is resulting in 
an unnecessary infringement upon the legitimate rights of the 
states. Even if the power does exist in the present law to override 
state authority, I see no reason why that power should be exercised 
in any but exceptional cases to its uttermost limits. I think it is 
going too far, and I think I may go further and say that, in my 
judgment, Congress safely could and should undertake to re-define 
the limits of federal power in this respect. If the present trend 
gs0es on we will run a serious risk of “freezing’’ our rate structure 
to such an extent that it cannot respond as readily as it should 
to the necessities of commerce. I cannot persuade myself to believe 
that Congress intended that federal power should encroach as far as 


po upon the rights of the states to regulate their own internal 


As to motor vehicle regulation, in part, he said: 


State Utility and Railroad Commissions and their staffs, as a rule, 
constitute the best-equipped group of men in the state to formulate 
ba basis and plan of regulation to be adopted by the legislature. 
= ye Commissions can, and we think should, perform the service 
4 submitting plans of such regulation to the legislative bodies. In 
evising such legislation, the rights and interests of existing car- 
thing by rail, or by boat, should, of course, not be ignored. But we 
hink the position is sound that if, with improved systems of high- 
ways, the motor bus and the motor truck can furnish to the people 
> Sere convenient, efficient and economical method of transportation, 

€ people should not be denied the benefits thereof because the 
a of franchises and certificates to such motor vehicle carriers 
0 carry on business will necessarily result in some loss to the rail 
carriers or boat lines. If such motor vehicle transportation can be 
carried on for the people at a lower cost than rail transportation 
and the difference in cost is sufficient to warrant consideration, then 
we think that alone might justify the granting of a certificate to a 
motor vehicle carrier, even if the rail carrier traversing the terri- 
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tory was already in a position to carry all the persons and goods 
offered to it, but for the rendition of such service demanded a 
substantially higher reward. If we say that motor vehicle trans- 
portation should be denied because the rail carrier in the territory 
can carry all the persons and goods offered and hence should not 
be injured by such competition, when such motor transportation will 
be more convenient, more satisfactory and more economical, by the 
same token we should forbid the sale of electric light because to 
permit it will injure the manufacturers of candles and oil lamps. 

The people are entitled to the benefits that will accrue from 
improved highways and the development of the motor vehicle just 
the same as they are entitled to the benefits accruing out of the 
advancement of science in any other field. If the railroads are 
confronted with a new problem in the form of this motor vehicle 
competition, then it is their task to solve the problem so far as it 
affects them, not to ask the people to solve it by prohibiting or 
strangling the motor vehicle business, if that is found to be an 
improvement upon previously existing transportation agencies, but 
solve it by improving their own methods of transportation so as to 
minimize, as far as possible, the advantages existing in favor of 
motor vehicle transportation. 

The man is foolish who holds the view that regulation should 
ever be exercised in such way as to deprive the people of any better, 
— convenient or more economical method of carrying on their 
affairs. 


Address by Eastman 


By means of a study in relativity, not of the Einstein vari- 
ety, Chairman Eastman suggested to the convention that the 
popular notions that taxes always were a total loss and no 
insurance, and that men in the public service were “feeders 
at the public trough,” were about as far from an accurate pic- 
ture as many other popular conceptions. Pointing out that all 
the taxes in the land amounted to about $7,500,000,000 a year 
and that the revenues of the railroads and the expenditures for 
automobiles were each about the same sized sum, he said the 
amount paid in taxes, in relation to income, was small, about 
10 per cent. But for that sum, he said, all the things furnished 
by government were obtained, national defense, highways, mail 
service, improved waterways and the multiplicity of community 
service. 


The important question, he suggested, was as to whether 
the people were receiving an adequate quid pro quo. The im- 
plication of his address was not obscure. He was emphatically 
of the opinion that the public was getting good measure of 
service, from men whose motive, contrary to suggestions fre- 
quently made. He told the state commissioners it might in- 
terest them to learn that their average salary was $5,174 per 
annum, the highest state commissioner’s salary being $15,000 
and the lowest $1,600. He had no thought of denying that there 
were drones and other undesirables in public service, but he 
said he desired to explode the tradition that the public employe 
was a clock watching loafer, a “feeder at the public trough.” 
As a matter of fact, the percentage of hogs in the public service, 
on 4 said, was low because the “best hog opportunities lie else- 
where.” 


“I may have been fortunate,” he said, “but so far as my 
experience and observation go, in both state and federal service, 
that tradition (about feeders at the public trough, clock-watch- 
ing and an appetite for red tape) has no basis in fact. Con- 
fining myself to diplomatic language, I might even go so far 
as to term it a disreputable lie.” 

In part he said: 


Any deficiencies that the Interstate Commerce Commission may 
have cannot justly be laid at the door of its employes, so far as 
hard, faithful, earnest work is concerned. I believe that to be 
true of the public service in general. The fault, where there is one, 
is more likely to be at the top than the bottom. By way of illustra- 
tion, I have never known our employes to fail to respond cheerfully 
to a call for over-time work, although they receive no pay for such 
work. Frequently they work over-time of their own volition. In 
1924 a test record of such work during a three months’ period showed 
that it was equivalent to the services of 80 additional men. On 
more than one occasion we have had to restrain the zeal of some of 
the key members of our staff with a view to health protection. Yet 
I know that these same “feeders at the public trough’’ have had 
opportunities to leave the service for better paid positions on the 
outside. This year our accountants decided, without the slightest 
suggestion from any member of the Commission, to limit their annual 
leave to 21 days in place of the 30 days permitted by law, in order 
that they might catch up with their work. I very much hope that 
some day a commissioner may be recruited from our staff; there is 
plenty of excellent material. It has been a constant source of 
wonder to me, since I have been in the public service, that the 
morale is in general so good, when so little effort has been made to 
improve that morale and when the common attitude towards public 
employes is what it is. It is a field which most certainly can be 
cultivated with great public advantage. 

Finally, it seems to me that every effort ought to be made to 
acquaint taxpayers—and in the final analysis all the people are tax- 
payers—with the value of the public services which are made pos- 
sible by the tax receipts. Most taxpayers, including many who 
ought to be better informed, have a wholly inadequate idea of what 
they are getting for their money. The tendency is to regard taxes 
as a debit without any offsetting credit. They know what they pay 
out but they fail to realize what they receive in return. 

Now, before I close, I wish to refer briefly to a specific matter 
in which we all have a common interest. I refer to co-operation 
between the Interstate Commerce Commission and the State com- 
missions. Not long ago I was called upon to reply to a letter which 
sought my views upon the desirability of establishing regional 
Federal commissions. The theory was suggested in that letter 
that in view of the continually increasing work which the Inter- 
state Commerce Commission is called upon to handle, and the 
danger of overcentralizing such work in Washington, it might be 
well to delegate some of the duties to subordinate regional bodies. 
In my reply I expressed the view that the solution of the problem 
would not be found in regional commissions, but rather in the develop- 
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ment of co-operation between the State and Federal commissions and 
in the proper financing and organization of the latter, and I might 
have said, of both. 

I very much hope that the notion will not spread that because 
the Interstate Commerce Commission has been given power over 
intrastate rates under certain circumstances and over such matters 
as security issues and the construction and abandonment of rail- 
road lines, the State commissions have ceased to be of use or im- 
portance so far as the regulation of railroads is concerned. The 
contrary is the fact. The very statute that conferred these new 
powers upon us authorized co-operation with the State commissions. 
We need your help in deciding these questions. Your knowledge of 
local conditions will temper any possible tendency upon our part 
towards the methods of bureaucracy, and, above everything else, we 
need disinterested advice from men whose duty it is, like our own, 
to approach these questions from the standpoint of the public good 
and nothing else. 

In my judgment the policy of co-operation which we agreed 
upon a little more than four years ago, has been working well, but 
it can be made to work better. The machinery is new and it still 
creaks a little in the joints. There have been occasions I know when 
we have been at fault, and it may be that there have been others 
when you have been at fault. Let me tell you frankly that I think 
the dangers are upon both sides. Upon our part the danger is 
that in the pressure of work and the consideration of almost in- 
numerable cases we shall become a little arbitrary and perhaps 
disinclined to consider and give weight to a point of view differing 
from our own, and we may on occasion overlook the opportunity 
for co-operation. Upon your part the danger is that in giving 
advice you will be influenced by the fact that the ultimate re- 
sponsibility is ours and become expedient partisans rather than 
disinterested judges. These are very real dangers, but I think they 
can be avoided if we are open and frank with each other. When- 
ever you think we are in need of criticism, I hope you will give it 
without thought of our feelings, and if you don’t object we shall 
undertake to do the same. I have the utmost confidence in the 
possibilities and the merits of the co-operative plan. 


Commissioner Esch Speaks 


Commissioner Esch, speaking on the “Breadth of the Com- 
merce Clause of the Constitution,” consisting of sixteen words, 
reviewed the fighting between the states that made it absolutely 
necessary and not merely expedient for the Constitution-makers 
to incorporate those powerful words in the fundamental law of 
the land. He also listed the already large number of statutes 
enacted under that clause, including the Mann white slave act, 
the black bass act and the blue sky law, not to mention the 
anti-trust, meat inspection, national stock yards, cotton futures 
and food and drug acts. He reviewed the legislation that had 
been assembled under the general title of interstate commerce 
act, calling attention to the fact that the transportation act 
was the first legislation in which the government recognized 
its responsibility to assure, not “guarantee,” a proper return 
on property devoted to the public use. In part, he said: 


The transportation act became effective Feb. 28, 1920. The 
momentum of war conditions continued until the fall of that year, 
when a world wide slump occurred. Prices fell at the very time 
the increased rates under ex paste 74 went into effect. The year 
1920 was, therefore, not a fair test of carrier operation under the act. 
Nor was the year 1921, for the slump continued, nor was 1922, for 
in that year occurred the shopmen’s strike lasting three months 
and the coal strike lasting five months. 1923 was the first normal 
year under the act. It was the peak years in revenue car loadings. 
While there was a slight recession in 1924, the year 1925 exceeded the 
year 1923. The car loadings this year indicate a possible total of over 
52,000,000 carloads, a record for all years up to date. 

There has been a steady increase in the net railway operating 
income for each of the last five years so that during the current year 
the net income of the carriers will approximaie the 5% per cent 
return fixed by the Commission, in fact in two of the districts this 
return may be exceeded. 

It is pertinent to inquire why congress in mounting volume 
enacts such penal statutes making what was and still could be 
reached under state laws, federal offenses. Why this permitted en- 
croachment upon the police powers of the states? Why this trend 
toward centralization in the federal government? Is it because of 
a growing inclination on the part of the states to shift the cost of 
punishing crime from the state to the federal treasury, the govern- 
ment aiding the states in the enforcement of their own laws? Is it 
because of a belief on the part of the people that the federal govern- 
ment through its long, strong arm can more effectually reach out to 
the uttermost parts of the country and bring offenders to justice? 
Is it because people believe that a jury in a federal court would not 
be so influenced by local conditions as would be the case where the 
offender is tried by a jury of the vicinage? Whatever may be the 
reason, the situation demands calm reflection and a reassessment. on 
the part of the states, if they would preserve self government, of 
their duties and obligations under our dual system. 

That a note of warning against the unlawful expansion of the 
a — ane = —"s given is indicated by the Supreme 
SOU e Unite ates in its recent decisions declari two 
Child Labor Acts unconstitutional. apie 

The fertility of these seven words of the Commerce Clause in 
begetting laws is by no means limited to those already enumerated. 
I have not referred to the Lacy Act prohibiting transportation of 
game in interstate commerce, to the Weeks-McLean Act author- 
izing the acquisition of lands to protect the navigability of streams, 
nor to the bills now pending in Congress to regulate auto bus and 
truck operation. As already stated, no other clause can claim so 
- numerous and varied a progeny. All this demonstrates the elasticity 
of the clause and its adaptability to meet the ever changing and 
growing needs of an increasing population. What one of the fathers, 
not excluding Franklin, the seer of his day, could by the exercise 
of the most vivid imagination have foreseen the enactment under 
this clause of laws as diverse as the transportation of toxins, viruses, 
and serums and the physical valuation of railroads; the regulation 
of meats and drugs and the consolidation of railroads; the trans- 
mission of intelligence by wire or wireless and the certification of 
security issues; the punishment of interstate adultery and the pro- 
tection of employes and the traveling public by use of safety devices? 

Nevertheless, the fathers must be given unstinted credit for 
faith and confidence in the growth of a republic which was to span 
a continent, for wisdom in establishing a form of government which 
is being followed by many peoples in different parts of the world. 
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The Constitution is the embodiment of their faith, their Co 
fidence, and their wisdom. In the words of William Pitt: «j; ¥¢ 
be the wonder and admiration of all future generations and the moq, 
of all future constitutions.’’ Gladstone said of it: “It is the Breates 
piece of work ever struck off at a given time by the brain and 
purpose of man.”’ 

The Constitution is not sacred, nor is it immutable. Ning 
amendments have been added during the 137 years of its existeng 
Other amendments will, and should, be added as our growth ani 
development require. It is our Constitution, the sheet anchor of our 
hopes. We should teach it in our homes, our schools, and univerg. 
ties. We should inculcate a love and a respect for it among al} oy 
people. I know of no better way to strengthen us against the groy. 
ing socialism and communism of the present and future days, Love 
and respect for the Constitution will beget obedience to laws enact 
thereunder. When our people thus recognize the Constitution, We 
need fear no enemies foreign or domestic. 


Water Power Discussion 


Creation of power by the use of the waters of the country, 
the regulation of power companies and the distribution of thei 
product was made the leading topic at the evening session of 
the first day. Adolph Kanneberg, of the Wisconsin commission, 
who is conducting a wide campaign for the prevention of po}. 
lution of water courses and the utilization of water for the crea. 
tion of electric energy, conducted a round-table discussion, point. 
ing out the lack of uniformity in the laws of the states in rel. 
tion to the legal and equitable titles to the land in the begs 
of streams and lakes and the failure of all but a few states t 
make provision for the regulation of the use of the potential 
energy. 

John H. Small, formerly a representative in Congress from 
North Carolina, and, as such, prominently identified with the 
plans for the improvement of rivers and harbors so as to pro 
mote transportation by water, spoke on state and federal juris. 
diction in regard to water power. As a result of his review 
of the law, statutory and otherwise, he laid it down that no 
proprietary interests in waters, navigable or non-navigable, ex 
isted in the federal government or the states; that when water 
was actually diverted for water purposes, neither the federal 
nor the state governments could charge for the use of such 
waters; that when the federal government permitted the diver- 
sion of waters from navigable streams, it could only control 
the use of such waters to the extent necessary for the preserva- 
tion of navigation; that when the federal government, by the 
construction of dams or other structures, created surplus 
waters, which might be used for power purposes, it might charge 
the users of the water diverted by reason of expenses to which 
it might have been subjected by such construction, but that 
that right did not depend upon a proprietary interest in water 
or power, but upon the investment in the dam or other structure; 
and that the state, by reason of its exclusive jurisdiction over 
the users of diverted water, alone could regulate rates and im- 
pose conditions not affecting navigation. 

Mr. Small’s purpose seemed to be to point out that while 
the federal government, under the commerce clause, could regu- 
late the flow of electricity from one state to another, it had 
no power to establish rates at which it should be sold. Gen- 
eration of electric energy, he pointed out, was not commerce 
between the states, and to say that because the federal govern- 
ment permitted the diversion of water for the generation of 
such energy it obtained the right to fix the rates at which the 
energy should be sold, was mere sophistry. The fact that such 
diversion was permitted showed that, in the estimation of the 
federal government, the water was no longer or at that time 
needed for purposes of navigation. Navigation, he pointed out, 
was the only interest the federal government had in the matter. 

Answering a question propounded by Commissioner Jacob- 
son, of Minnesota, because Mr. Small had said the federal gov- 
ernment had no right to engage in business, the latter said that 
the operation of ships by the government was an exertion of 
the war power and was lawful only on that theory. Mr. Small 
said that if the executives, the legislatures and the adminis- 
trative commissions of the several states were alert they would 
be able to restrain “these insidious attempts to undermine the 
sovereignty of the states.” 

Paul A. Walker, of Oklahoma, chairman of the committee on 
cooperation between the federal and state commissions, after 
reading the report of the committee setting forth the facts about 
cooperation, added a few personal observations about that plan 
for keeping the friction between the federal and the state com- 
missions at a minimum. In the report he set forth the fact 
that at the 1925 convention Commissioner Morgan, of Alabama, 
recommended legislation by Congress requiring that reasonable 
time be given to the states, by the federal commission, to make 
adjustment in conformity with findings under section 13 of the 
interstate commerce act, before orders by the federal body might 
be invoked. 

The report showed that the federal Commission agreed that 
such reasonable opportunity should be given, without enactment 
of such a requirement by Congress, the federal body deeming 
it to be in harmony with the spirit of the cooperative agreement 
made in 1922. 

Success, or the lack of it, strength or weakness of the co 
operative plan, Mr. Walker said, would very largely determime 
the trend of legislation in the next few years. He suggested 
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' and Lewis E. Gettle, of Wisconsin. 
> elected on the third ballot. 


Rae Pe eS 


© officers in 


talk for regional commissions was evidence of a desire 

have the work of the federal body expedited. He expressed 
- inion on that point, but said that some way would be sought 
~ capedite Interstate Commerce Commission cases involving 
Ae that might be deemed to come within the scope of the co- 
pens understanding or plan. He suggested that close co- 
. oration would bring about a condition giving the suggestions 
on regional commissions lessened reason for being. To the 
pnel that there might be no criticism, it would be better, he 
said, for all those concerned in a matter supposed or suspected 


that the 


© of being within the scope of cooperative work to give notice 


| of a desire 
> cases later shown not to require cooperation, he suggested, 


> woul 
: require cooperative treatment. 


to cooperate. Notice in all cases, even if given in 


d be better than failure of such notice in a case that might 


Officers Elected 


Interruptions in the regular order of business on the first 
and the early part of the second brought the election of 
the midst of a delayed program on the second day. 
John F. Shaughnessy, of Nevada, first vice-president, was ele- 


day 


' vated to the presidency; Henry G. Wells, of Massachusetts, sec- 
» ond vice-president, to the first vice-presidency, and the continu- 
> ance in office of James B. Walker, of New York, in the secre- 
> taryship, John E. Benton in the general solicitorship, Eugene M. 
’ Reed as special valuation counsel and Clyde S. Bailey as assist- 


ant secretary. The only contest was over the selection of a 
second vice-president, the contestants being Commissioners A. J. 
Maxwell, of North Carolina, Frank Milhollan, of North Dakota, 
The last mentioned was 


Addresses and the reading of committee reports then went 


- forward in accordance with the order shown in the program, with 
' few exceptions, the committee report reading on the second 


day beginning with what had been intended for the first day. 


- Reports from the committees on cooperation betwen federal and 


state commissions, by Paul A. Walker, of Oklahoma; state and 
federal legislation, by Charles Webster, of Iowa; on the work 
of his office, by General Solicitor John E. Benton; on express 
and other contract carriers by rail, by Berkley D. Adams, of 
Virginia; on public ownership and operation, by George P. Pell, 
of North Carolina; on safety of railroad operation, by F. W. 
Matson, of Minnesota; and public relations, written by Com- 
missioner E. I. Lewis, were presented. Mr. Lewis could not 
attend, but sent his report. 


Cooperation 


Cooperation was a strong keynote in the day’s addresses. 
Mr. Walker started it by his report on the cooperation between 
the state and federal commissions. Mr. Benton continued it 
in his report about the cooperation in the rate structure in- 
vestigation and Ex Parte 87, and R. Hudson Burr, for many 
years a member of the Florida commission, and R. H. Aishton, 
the latter president of the American Railway Association, brought 
it, so to speak, to a fortissimo. 

Mr. Benton thought the state commissions had done well in 
the rate structure investigation, although their representatives 
did not meet until the day before the hearings were begun. His 
thought was that they should more systematically organize for 
efforts on behalf of the state organizations and called attention 
to the fact that in the Florida situation there was a cooperation 
that might furnish an example for further efforts. His further 
thought was that the state commissions in the rate structure 
investigation had strengthened the case against what he called 


the “cost-plus” theory of rate-making presented by the carriers 
in that case. 


Mr. Burr, who was given time for that purpose, said he 
believed that in Florida, on account of the congestion in that 
State due to the effort of seemingly everyone in the United 
States to ship goods into that state, whether the goods had 
been sold or even ordered, had done constructive work in the 
organization of the Florida division of the Southeast Advisory 
Board of the American Railway Association. His regret was 
that he had not sooner accepted the advice of those who urged 
him to organize in that way. He also called attention to the 
grt survey made by the Department of Commerce and 
€ told the state commissioners assembled he thought there 
should be such a survey in every state, because in that way 
a nation-wide survey could be presented to the railroads of what 
was expected of them in the furnishing of transportation. 

Mr. Aishton praised cooperation, not only in Florida, but in 
other states, as the finest thing that had ever been done. His 
desire, he said, was not ‘merely to thank the state commissioners 
on behalf of the organization of which he was president, but 
= behalf of every railroad, for the help that had been given 
Y officials between whom and the railroads, at times, there 
was Suspicion and dense ignorance each of the other. 

We are never going to catch up with the transportation 
needs of the country no matter how many railroads there are, 
many trucks, how many airplanes, or how many improved 
ger said Mr. Aishton, “because the country is progressing.” 

€ called attention to the fact that in 1907 Theodore Roosevelt, 
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in appointing a waterways commission, spoke of improved 
waterways as the only salvation of the country because he had 
come to the conclusion that the railroads no longer could handle 
the business offered them. Yet, Mr. Aishton said, since that 
time there had been an increase of 27 per cent in population, 
75 per cent in ton-miles, and 150 per cent in average consump- 
tion. Notwithstanding that, he said, in the last three years the 
railroads had handled products of the country adequately. The 
real answer to all the talk about problems, he said, was in co- 
operation such as had taken place in the days since the war, 
and that it was his desire to express the appreciation of the 
railroads for that cooperation which had enabled the country to 
be so well served. Commenting upon the statement made in 
one of the addresses that the railroads, several years ago, had 
laid out a program to spend $750,000,000 a year for new equip- 
ment and improvements, Mr. Aishton called attention to the fact 
that in the last five years they had spent on an average nearly 
$900,000,000. 

H. E. McKeown, chairman of the Board of Railway Com- 
missioners for Canada, was to have addressed the convention 
on regulation in Canada, but he found it impossible to attend. 


M. H. Aylesworth, until recently managing director of the 
National Electric Light Association, but now president of the 
National Broadcasting Company, invited the state commissioners 
to regulate the broadcasting company, the stock of which, he 
announced, was all owned by three big companies interested 
in radio. He also outlined the intention of that company to 
undertake the broadcasting of the highest types of programs 
from one end of the country to the other, beginning with the 
Metropolitan Opera Company, Ruffo, the soloist, Will Rogers, 
Mary Garden and others on November 15, the company’s in- 
terest being in the sale of radio apparatus,, although the speaker 
said the company believed it was actuated by an ideal when 
it desired to bring the voices of the finest artists in the land 
to every home in the country, and particularly to the ears of 
those in hospitals. 


Alexander Forward, secretary-manager of the American Gas 
Association, spoke on the necessity for public information in 
public utility regulation so that the public’s desire to be fair 
and just might have an opportunity to act upon proper advice 
as to what had happened and not leave the information to be 
imparted solely by the demagogue and the sensational press, 
which latter, he said. was now fortunately only a small portion 
of the whole press. His thought was that the state commissions 
should see to it that the public affected by their decisions should 
be given accurate information, in readable form, through the 
efforts of the commissions. 


Carl D. Jackson, member of the American Bar Association 
committee on formulation of a uniform regulatory law, a former 
president of the association and former chairman of the Wis- 
consin commission, reported on the work that had been done 
on that subject in the year past. Mr. Gettle offered a resolution 
declaring in favor of the “indeterminate permit” for public 
utilities and asked for immediate action. President Patterson 
ruled that the resolution would have to go to the committee on 
resolutions. 


Paul S. Clapp and Robert F. Pack, of the National Electric 
Light Association: L. R. Nash, of the American Electric Rail- 
way Association, Harry C. Abel, of the American Gas Associa- 
tion, and other public utility officers were presented to the con- 
vention to acknowledge the honor of having been invited to 
attend the meeting. 


Then Representative W. E. Upshaw, of Georgia, the most 
ardent dry in Congress, was introduced apparently for no reason 
other than that he was in the room. Later, however, he an- 
nounced that he had introduced a bill in the House to provide 
for federal participation in the grade crossing elimination work. 
He suggested that the convention take a position on that subject. 

The committee on public ownership and operation, through 
Commissioner Pell, of the North Carolina commission. reiterated 
its opposition to such ownership, first expressed in 1917, and re- 
iterated every year since then. It drew a statement of dissent 
from Harley W. Brundige, of the California commission. Mr. 
Pell said nothing had occurred in the year to make the com- 
mittee change its views. Mr. Pell said the state commissions, 
so far as they might, had to carrv to the public which thev 
represented. a real knowledge of the advantages of regulated 
private utilities and of the disabilities which always inhered in 
every attempt to replace the achievements of private initiative 
with the “glittering delusion of government operation.” Mr. 
Pell said the commissioners would find in his report the reasons 
why there was opposition to government ownership and opera- 
tion, including in the list of facts sustaining the reasons, the 
declaration of Quartermaster-General B. F. Cheatham, that in 
any future emergency the War Department now planned to rely 
upon the private operation of the railroads. 

Mr. Brundige, saying he saw nothing improper in public 
ownership, expressed the hope the association would not go on 
record as either favoring or opposing public ownership or op- 
eration of utilities, as an abstract proposition. He said that as 
he saw the question, nothing further than economic expediency 
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was involved and that that scarcely could be dignified as a vital 
principle. 

Dallas was selected as the place ‘for the next convention, in 
the third week of October, after a fight, before the convention, 
with Boston, the other serious aspirant. 


IMPROVEMENT OF HIGHWAYS 


“The decade just past has been marked by greater improve- 
ment of the roads of the United States and a larger increase 
in highway transportation than any other in the history of the 
country,” said William M. Jardine, Secretary of Agriculture, 
in an address, November 9, at Pinehurst, N. C., before the 
annual meeting of the American Association of State Highway 
Officials. 

In 1916, the secretary continued, there were fewer than 
two and a half million motor vehicles in the entire country, and 
fewer than 73,000 of those were registered as motor trucks. 

“Today,” said he, “the trucks alone are more numerous than 
all motor vehicles at that time, and the total has doubled and 
twice re-doubled in the ten-year period. In 1916 there were 
approximately 277,000 miles of surfaced roads in the entire 
country, only a small percentage of which were of the types 
now regarded as adequate for motor vehicle traffic. Today the 
mileage of surfaced roads is nearly if not quite twice as great 
as it was ten years ago and more than 100,000 miles are im- 
proved with types of surface more satisfactory for service than 
waterbound macadam—a record of progress the more remark- 
able if it is remembered that during this same ten-year period 
it has been necessary to reconstruct a very large part of the 
mileage previously constructed.” 

Secretary Jardine discussed construction of federal-aid roads 


and the policy of the federal government in that connection. 
Continuing, he said, in part: 


Turning from retrospection to the contemplation of the future, I 
am impressed with the necessity of making adequate provision for 
the increasing service that will be expected of the highways. If the 
number of motor vehicles has increased from two and a half to 
twenty million in 10 years, there is no reason to believe that the in- 
crease will be abruptly halted now, although we may expect some 
falling off in the rate. As traffic increases directly in proportion to 
the motor vehicles in service we must expect that the conditions 
for which we now build will be intensified in the future. The high- 
way service we are now providing must be capable of expansion to 
meet the needs of the growing traffic as these mature. 

Doubtless the concern of the immediate future is not for all of 
you the same. To some it is the completion of an initial improvement 
of a large mileage, previously unimproved, in the face of a demand 
for more adequate facilities on some of the highways already well 
developed. To those who face this situation the problem is to get 
the traffic through—to effect some degree of improvement over a 
whole highway system as rapidly as possible in order to give the 
greatest satisfaction to the greatest number of people. 

Others among you—more fortunate, I believe—have systems of 
main roads already improved and largely surfaced, and the immediate 
concern is the selective betterment of sections of the system to relieve 
congestion, eliminate danger, and generally to adjust the existing 
improvement to the growing needs of a still increasing traffic. 

To all alike, however, the problem of the present is to serve as 
adequately as possible the present needs, keeping in mind at the 
same time the greater needs of the future, and making suitable pro- 
vision for their accommodation when the time arrives. This is the 
policy of stage construction, a sound policy because it recognizes 
the utter impossibility of building once for all a system of highways 
which may be regarded as a finished product, but rather substi- 
tutes for that conception the principle of progressive improvement. 


AIR AND EXPRESS LINKED 


Announcements made in New York by Robert E. M. Cowie, 
president of the American Express Company, and Howard E. 
Coffin, president of the National Air Transportation, Inc., state 
that contracts have been signed by the two concerns under which 
express shipments will be carried by air between New York 
and Chicago, and between Chicago and Dallas. One full business 
day will be saved on each of these routes in comparison with 
present transportation systems. The plan calls for the carrying 
of packages by night as well as by day, with one plane leaving 
each of the terminals simultaneously. 

Later, it is hoped, that the service can be extended to San 
Francisco. Feeder lines, such as Boston to New York, Phila- 
delphia to New York, and others, will be established. The planes 
will carry small packages. The National Transport Company 
has a lease also permitting that concern to carry the United 
States mails. 

Augmenting the present railway express system, it is ex- 
pected that the air schedule will be in operation on or before 
April 15 of next year. 

“The demand of American commerce for the quickest pos- 
sible transportation service at all times is responsible for the 
innovation,” said Mr. Cowie. 

Confirming the signing of the contracts, Mr. Coffin announced 
the culmination of negotiations in progress since March, 1925, 
when the air transport organization was first projected. 

The department has been asked whether it had any comment 
to make upon the announcement in the press by the American 
Railway Express Company to the effect that it had just entered 
into a contract with the National Air Transport, Inc., for carry- 
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ing express from New York to Chicago and from Chicago 
Dallas, which contract provides for the establishment of be 
air line by the air company over the New York to Chicago my, & 
and which will give through service via Chicago, serving impor 
tant intermediary cities and territories,” the Departmen dt 
Commerce said in a statement issued this week. 


Twenty- 


“This announcement is an important illustration of the t,, 
that commercial aviation is developing rapidly in this county a 
and has received a distinct impetus from the action of Congres eo 
at the last session in passing the air commerce act under whiq B Manageme 
the Department of Commerce is authorized to foster and », B » 
courage civil aeronautics, and establish air navigation faciliti, BO 


The announcement referred to indicates the readiness of gy, 
stantial groups and operating companies engaged in Surface 
transportation to proceed with the development of air transpo, 
along lines which promise to make available this speediest , 
all forms of transportation to the industrial and business neeg, 
of the country. The carriage of express and passengers, in adj. B ive 
tion to mail, should do much to enable commercial operato, J ‘© rece? 
to make a profit where the Post Office Department sustained , 
loss carrying mail alone. s ian 
“There are undoubted possibilities of great saving in tim BD Such P 
in the transport of express matter by air. Careful investigations 
have been made by the department through a committee to de 
termine what service air transportation could render industry 
and business and how it could be made available. There igs yo 
doubt that there is a large saving of time possible through car. 


riage of express through air transportation, and it is indicated 
by this announcement.” 


' always 0 


AIR MAIL CONTRACT 


Postmaster General New has announced that he has awarded 
the contract for carrying the mails by air from Cleveland, Ohio, 
to Louisville, Kentucky, to the Kaess Aircraft Engineering Cor. 
poration of Amityville, Long Island, N. Y. The concern will 
receive $2.20 a pound for the service and will be entitled to 
carry passengers and freight as well as mail matter. 

The distance between the two cities is 339 miles each way 
and in addition to the cities named, the route will serve Akron, 
Columbus, Dayton and Cincinnati, Ohio. 

The company will use twin motor ships of its own construc. 
tion, the first time that this type of airplane has been employed 
on a commercial air route in this country. The planes will be 
capable of a speed of 135 miles an hour. The service will connect 
with the overnight New York to Chicago air mail service and 
will be performed entirely at night. A supplemental day service 
is also contemplated by the successful bidder. 


Ix 





MOTOR VEHICLE INVESTIGATION 


The Commission has made public a brief filed by Alfred 
P. Thom, general counsel of the Association of Railway Ex- 
ecutives, in No. 18300, Motor Bus and Truck Operation. The 
brief consisted of the statement made by Mr. Thom at the hear- 
ing in the investigation that was held in Washington beginning 


October 25, which was reported in The Traffic World of 
October 30. 


LOCATION OF CARS 


The semi-monthly bulletin of the car service division of the 
American Railway Association on percentages of freight cars 
on line to ownership, Class I roads, as of October 15, shows the 
following: Eastern district, 94.5 as against 93.2 a year ago; 
Allegheny, 99.8 as against 100.8 a year ago; Pocahontas, 85.7 
as against 73.1 a year ago; Southern, 96.8 as against 107.1 a 
year ago; Western, 100.8 as against 100.4 a year ago; all dis- 


tricts, 97.8 as against 98.3 a year ago; Canadian roads, 97.2 as 
against 93.1 a year ago. 





FRUIT AND VEGETABLE SHIPMENTS 

Shipment of leading lines of fruits and vegetables the week 
ended November 6 totaled 23,977 cars, as compared with 30,828 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. 


Ship- hi 
ments were reported as follows: mi 
th 
Apples, 7,677 cars; asparagus, 3 cars; cabbage, 1,359 ears; cauli- fo 
flower, 194 cars; celery, 639 cars; eggplant, 6 cars; grapefruit, 739 
cars; imports, 129 cars; grapes, 3,586 cars; green peas, 14 cars; tr 
lemons, 120 cars; lettuce, 549 cars; 


miscellaneous melons, 40 cars; a 
mixed citrus fruit, 52 cars; mixed deciduous fruit, 27 cars; mixed 
vegetables, 302 cars; onions, 949 cars; peaches, 3 cars; oranges, 525 
cars; imports, 45 cars; pears, 236 cars; peppers, 60 cars; plums and 
prunes, 4 cars; spinach, 161 cars; string beans, 115 cars; sweet po- 


ope 788 cars; tomatoes, 309 cars; potatoes, 5,520 cars; imports, 
251 cars. 


Cc. & H. DIRECTORSHIPS, ETC. 


The Commission has approved the applications of O. P. Van 
Sweringen and other officials of the Chesapeake & Ohio, to hold 
positions with the Chesapeake & Hocking, the company which 
was recently organized by the C. & O. to build the 63-mile 
connecting line between the C. & O., and the Hocking Valley, 
extending from Gregg to Valley Crossing, O. 
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nt of Marine and Harbor Transportation Equipment 
A number of industrial establishments have plants on nav- 
Digable waterways. Such plants have wharves and piers and, 
lighters, barges, tug, towboats, and other harbor 
in some instances, privately owned and operated 
The number of industrial concerns having all these 
@ 3 of marine and floating equipment and complete wharf and 
FS dock facilities is not nearly as large as the number of plants 
= paving railroad track facilities. Nearly all the plants equipped 
\ to receive and ship freight by water directly have also track 
> connections with the rail carriers as well as roadways into and 
out of the plants for the use of motor and horse-drawn vehicles. 
Be Such plants are completely equipped physically to ship and re- 
’ ceive freight. 
oo eduntries that ship and receive freight by water do not 
always own their own vessels or harbor craft, but frequently 


Poy craft, and, 
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of vessels and harbor craft often have marine departments of 
greater or less size to operate and maintain fleets. The size of 
such organizations depends on the size of the fleet, the types 
of vessels, and the nature of cargo handled. The industrial traf- 
fic departments of such establishments function with the marine 
departments in working out the details of the movement of the 
companies’ freight and in keeping the fleets profitably employed. 
In some cases the traffic departments obtain traffic from other 
shippers if the industries have not sufficient freight to load the 
vessels to capacity in both directions. To this extent these in- 
dustrial traffic departments function exactly as the general traffic 
or commercial departments of steamship lines. Figure No. 1 
is a typical organization of an independent industrial marine de- 
partment of this type. 

A few industries have private steamships and harbor craft 
operated directly by the traffic departments or marine bureaus 


THE INTER-RELATIONSHIP OF THE 
SHIPPING, RECEIVING, PLANT TRANSPORTATION AND MARINE DEPARTMENTS OF A TYPICAL 
INDUSTRIAL TRAFFIC ORGANIZATION 
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Figure Noe 3 


hire tugs, barges, and steamships, through charter party engage- 
ments or contract, when they wish to engage a steamship for 
the movement of their goods in shipload lots. Steamship space 
for less than shipload lots of goods is contracted for with the 
traffic departments of steamship lines direct or through shipping 
agents or freight forwarders. 

Arrangements are made to have shipload lots loaded or dis- 
charged at the plants’ wharves or docks and, in some instances, 
alrangements are made with steamship lines to have vessels 
stopped at the industries’ private piers to receive or discharge 
less than shipload lots. The industries are saved considerable 
sums in switching or cartage charges if the vessels are unloaded 
or loaded at the piers of the industries rather than at the docks 
of the steamship lines which may be at considerable distances 
from the plants. 

Traffic Department and Marine Equipment 


Large industrial establishments that own and operate fleets 


of these departments. Virtually the same functions are per- 
formed by organizations of this type as in the organizations hav- 
ing separate marine departments except that the maintenance 
of the mechanical equipment and the inspection of the vessels 
is attended to by the engineering and other technical departments 
of the plants. 

The traffic department of the Ford Motor Company super- 
vises the use and management of all of the company’s privately 
owned transportation equipment. This equipment includes rail- 
road freight cars, motor trucks and tractors, conveyers and 
other intra-plant mechanical freight loading and unloading de- 
vices, and steamships used in inland waterway, coastwise, inter- 
coastal and foreign services, as well as lighterage equipment for 
harbor transfer work. 

Raw materials are brought to the Ford factories from the ~ 
timber lands, mines, sawmills and plants by steamships operated 
and directed by the traffic department; bodies and parts are 
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carried to assembling plants; finished cars are forwarded to 
distributing centers in this country and abroad by steamships 
of the company. Return cargoes are obtained from other ship- 
pers by the traffic department when freight is needed to com- 
plete the loading of the vessels. 

The traffic department of this giant industrial concern is in 
touch with the movements of its steamships and freight in its 
own and other transportation equipment through the use of an 
organization of traffic department employes at ports and inland 
junction points. These men report the movements of company 
traffic by a private telegraph system to the general traffic office. 
The movement records are kept by commodities. A separate 
desk in the traffic department is assigned to steel, coal, lumber, 


Industrial Marine Department Organization Chart 
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Figure No. I. 


and other commodities moving in large quantities by rail, high- 
way, or steamship. 

The industrial traffic department of the Ford Motor Com- 
pany is closely connected with the traffic department of the 
Detroit, Toledo and Ironton Railroad, a Ford subsidiary common 
carrier. It consists of a home office or general traffic depart- 
ment staff, a large field force of tracers and expeditors, and 
branch traffic departments at the producing mills, manufacturing 
plants, and thirty-six assembling plants. These branches of 
the traffic department are under the direct supervision of the 
general traffic department and are managed by branch or divi- 
sion traffic managers. The general traffic department also has 
indirect control of the transportation activities of the operating 
forces of the proprietary railroad, steamships, motor trucks, and 
cartage, and intra-plant transportation and communication organ- 
izations. 

A diagram of a typical industrial traffic organization func- 
tioning with direct or indirect control over these numerous 
branches of transportation and traffic management, including the 
management of steamship and harbor craft equipment, is shown 
in Figure No. 2. 

Loading and Unloading 


The loading and unloading of freight that is to move or has 
moved by steamship is an especially difficult task, requiring 
specialized stevedoring skill. Industrial plants that have their 
own private wharves and piers and their own steamships and 
harbor craft usually have organizations of stevedore foremen, 
winchmen, checkers, packers and stowers, “longshoremen,” and 
skilled laborers trained in loading and unloading the particular 
kinds of freight shipped or received by the industries. 

Many industrial plant piers and wharves are equipped with 
mechanical loading and unloading appliances, conveyers, over- 
head cranes, and other mechanical labor saving devices and the 
necessary forces of operatives. The great ore, coal, and other 
bulk freight handling devices and the skill of the stevedores in 
loading and unloading automobiles, locomotives, and other 
freight into and out of vessels so as to conserve vessel space 
and economize in time and labor, are outstanding features of 
modern industry and transportation. 

Forces of clerical workers, skilled mechanical operatives and 
laborers are required in the dock or wharf organizations to take 
the freight unloaded from the vessels and to bring freight to the 
stevedore forces at the vessel side and in the hold of the vessel. 
The industrial plant transportation, receiving and shipping or- 
ganizations function with the marine organization in loading and 
unloading freight efficiently and economically. Figure No. 3 indi- 


cates the way in which these divisions of a typical industrial 
traffic department dovetail. 


Lighterage Control 
Marine departments or sub-departments of industrial plants 
located on the water front are often required to attend to the 


loading and unloading of freight from lighters, barges, and car- 
floats, and to attend to the movement of traffic by tugs and tow- 
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boats between railroad and steamship pier stations, veggg 


Bide, ing equi! 
and the piers and wharves of the industrial establishmey erage | 
Orders are placed with the rail carriers Performing the ay pimoun0. 
lighterage and car floatage services for the placing of jog ent aPP 
or empty lighters and carfloats at the industrial plants’ q ™ whet 
for unloading or loading. Arrangements are made with the »; parge {€ 
carriers, tug boat lines, and lighterage companies to have Vighters ¢ 
loaded lighter moved to the piers of the carriers, to the sid the agree 
of steamships in the harbors, or to the piers and wharves detention 
other industrial plants in the harbors. Orders releasing lighter, The avel 
or carfloats that have been unloaded at the piers, wharves ,, A cr 
float bridges of the industrial plants are given to the Carriers lighter © 
by the marine divisions of the industrial traffic departments ,, which h 
by the employes of the general staffs of the traffic department credit in 
The charges of the carriers for lighterage or Car-floatag, jowed to 
within defined free lighterage and floatage limits within harbors Ad 
are absorbed, in many cases, out of the through rates of the pours 0 
carriers applying to and from points within the defined lighter. peyond 
age or floatage service limits. The clerical staffs of the marine At | 
divisions or of the general industrial traffic departments my credited 
check the inbound and outbound rates of the carriers applyiny Twenty 
from and to the industrial plants to be sure that the prop remain 
absorptions of lighterage or floatage charges are made out ot js made 
the through rates. js mad 
If the industries are located outside the lighterage limi, Credits 
of the carriers, extra charges are added to the through raty MB conside 
of the railroad lines to compensate the initial or delivering roqj MB month. 
for the additional lighterage or floatage services. These chargy 7 Pe 
must be carefully analyzed for propriety and fairness as we) J the ca 
as for the correctness of the charges as shown in the specia ment ‘ 


terminal service tariffs of the carriers. Incorrect freight bills ar 
checked and returned to the carriers for correction before pay. 
ment is made. If errors are discovered in the lighterage o 
floatage charges after payment has been made, overcharg 
claims are prepared by the claim sections of the industrial trafic 
departments and collected from the carriers assessing the in. 
proper charges. The bills of independent lighterage, barge, tug, 
and towboat companies are also verified by the marine division 
before payment is made. 

Requests are made of the carriers to revise the boundaries 
of the free lighterage and car floatage limits if the industries 
outside the limits believe their exclusion from the benefits of 
free lghterage and floatage services to be unduly discriminatory. 
This is a matter within the jurisdiction of the state regulatory 
commissions in connection with intrastate commerce, and of the 
Interstate Commerce Commssion if the movements of freight 
by lighter or car float are made in the movements of interstate 
commerce. Complaints may be made to the state or federal 
commission if the matter cannot be adjusted through negotia- 
tions with the carriers. 

Lighters, Barge and Car-Float Demurrage 

Floating equipment of the carriers, such as car-floats, barges, 
or lighters, pay demurrage, similar in principle to the demurrage 
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Figure No. 2 
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charges assessed on railroad cars, if the lighters, floats, or 
barges are held by shippers or consignees beyond forty-eight 
hours’ free time. The periods of time are computed from the 
time the craft report at the berths provided by the industries. 
Sundays and legal holidays are excluded from the calculation of 
demurrage charges. 

Demurrage charges vary with the nature of the equipment, 
ranging from $20 a day for ordinary lighters or barges, to $35 
a day for car-floats and $40 a day for lighters or barges equipped 
with heavy hoisting derricks. 

Demurrage on floating equipment may, like demurrage 
charges on railroad freight cars, be settled on the average basis 
if an average agreement contract is entered into by the carriers 
and shippers or consignees. The marine divisions of industrial 
traffic departments must decide whether demurrage on the float- 
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ing equipment of carriers is to be settled on the straight or 
pen basis, and must strive to reduce such charges to the 
or nium. Form No. 1 is a typical average demurrage agree- 
saad applying to floating equipment. 

When an average demurrage agreement is entered into the 
charge for detention to lighters or barges provided for on all 
lighters OF barges under load with freight for the party using 
the agreement is computed on the basis of the average time of 
detention to all lighters or barges released each calendar month. 
The average detention periods to be computed as follows: 

A credit of one day or twenty-four hours of free time. A 
lighter or barge having more than 200 tons of freight aboard, 
which has more than forty-eight hours’ free time, is allowed 
credit in proportion to the total number of days of free time al- 
lowed to the boat. 

A debit of one day is charged for each day of twenty-four 
hours or fraction thereof that a lighter or barge is detained 
peyond the free time. 

At the end of the calendar month the total number of days 
credited is deducted from the total number of days debited. 
qwenty dollars a day for a lighter or barge is charged for the 
remainder. If the credits equal or exceed the debits, no charge 
is made for the detention of the lighters or barges. No payment 
is made, however, on account of excess of credits over debits. 
Credits in excess of the debits of any one month may not be 
considered in computing the average detention for another 
month. 

Persons using the average agreement may be required by 
the carrier to give sufficient security to the carrier for the pay- 
ment of balances against them at the end of the month. 


(Form No. 1) 
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AN AVERAGE LIGHTER DEMURRAGE AGREEMENT 


til Ow dahon att cee a en ca ghar Shae anata Ua alata ai aie Railroad 
Being fully acquainted with the terms, conditions and effect 
of the average basis for settling for detention to lighters or 
barges, as set forth in the rules ——s lighterage as per 
aeacen R. R., I. C. C. No...... and being desirous of availing 
myself (or ourselves) of this alternate method of settlement, I 
(or we) do expressly agree to and with the...........cccccccecs 
railroad, that with respect to all lighters or barges which, dur- 
ing the continuance of this agreement, be handled for my 
(or our) account in New York harbor (or we), will fully ob- 
serve and comply with all the terms and conditions of said 
_ rules as they are now published, or may be hereafter lawfully 
modified by duly published tariffs, and will make prompt pay- 
ment of all demurrage charges accruing thereunder, in accord- 
‘ance with the average basis as therein established or as here- 
after lawfully modified by duly published tariffs. 
This agreement to be effective on and after the............ 
0 RE See , 192...., and to continue until termination 


by written notice from either party to the other, which notice 
shall become effective on the first day of the month succeeding 
that in which it is given. 

Approved and accepted............... 192... 
behalf of the above-named railroad Dy........cccsccsescvcseceecs 





RECIPROCAL DEMURRAGE 


Editor, The Traffic World: 

Since you have now closed the columns of your Open Forum 
to the ill-advised and unnecessary letters of “traffic managers” 
and “claim sharks” in which each of them indulged in unnee- 
essary criticisms of the other, it is possible that these columns 
can be used for discussions that will result in accomplishment 
of some good things for the people whom we represent and who 
pay us our salaries, and also for the good of railroad trans- 
portation and service. 

You recently published a letter that I wrote in connection 
with the present demurrage rules, in which I pointed out that it 
would be a good thing if we could have the demurrage rules 
amended by adding a reciprocal rule under which the carriers 
would have to transport the shipper’s cars with reasonable dis- 
patch or pay him demurrage, and up to the present time none 
of the men engaged in the work of helping out their employers 
have taken the time or trouble to express their opinions con- 
cerning the value of such a rule. I would like very much to have 
some of them express their views on this subject, as it is, in 
my opinion, the one thing that would immediately improve trans- 
portation conditions and eliminate to a very large extent the 
useless tracing of car load shipments, and, most important of 
all, it would put the shipper and the consignee on an equal 
footing with the carriers, thus making the demurrage rule deal 
equal justice to each party to the transportation contract. 

We are all deeply concerned with the accomplishment of the 
most good for our employers, and I believe the amending of the 
demurrage rules as above suggested, would be the most con- 
structive step that can be taken at this particular time. 

G. L. Moore, Traffic Manager, 
Jacksonville Wholesale Lumbermen’s Association. 
Jacksonville, Fla., Nov. 9, 1926. 


D. T. & |. ARGUMENTS 


_ The Commission has set down the Detroit & Ironton applica- 
uons to acquire the Detroit, Toledo & Ironton and the Detroit- 


Toledo railroad and operate them, before division 4, on No- 
vember 27. 
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SHALL WE MOVE THE ATLANTIC? 


(By the Great Lakes-St. Lawrence Tidewater Association) 
I—The Mid-Continent Is Marooned 

A transcontinental train was pulling out from Omaha for 
the Pacific Coast. In the diner sat two men engaged in con- 
versation. One was a manufacturer of electrical supplies, located 
in Akron, Ohio. Said he, “We do most of our shipping to the 
Pacific Coast by way of Philadelphia or Baltimore.” The other 
expressed surprise. “It is this way,” said the manufacturer, 
“the cost of rail haul to the coast, plus the cost of transshipment, 
plus the freight down the Atlantic through the Panama and up 
the Pacific amounts to less than the cost of the overland haul 
from Akron to San Francisco or Portland.” 

Then the second man remembered another incident that had 
been called to his attention a short time before. A manufacturer 
of refrigerators, whose factory was located in western Wisconsin, 
had made a car-lot shipment to Portland. The route one would 
naturally expect the shipment to take would be westward to the 
Pacific. The route it actually followed, in order to secure the 
lowest transportation costs, was by way of Chicago, Baltimore 
and the Panama Canal! 

The reader may take these two instances as illustrations of 
conditions that are prevalent throughout the entire interior of 
the United States. The grain farmer in complaining of his 
high transportation costs. The rancher and the sheepman of 
the west are equally concerned about the costs of moving their 
stock and their wool to market. The manufacturer spends much 
of his time figuring over rate sheets. The merchant is vitally 
concerned and the banker is no less interested when the question 
of transportation costs comes up, and it does daily in connection 
with the business of his customers. Agriculture, mining, manu- 
facturing, the wholesale and retail business all are concerned, 
and very much concerned, over increased transportation costs 
and over some method of reducing them. Frequently, perhaps 
to frequently, this concern expresses itself in an attempt of one 
community to secure preferential railroad rates as against 
another community. But these local attempts to secure special 
transportation privileges are symptoms of a general condition 
and it is with the general condition rather than with the local 
situation or details that this series of articles intends to deal. 


These articles will show how and why forty million Amer- 
icans residing in the richest portion of the United States—the 
region between the Alleghanies and the Cascades, and between 
the Ozarks and the Canadian border—are at a freight disad- 
vantage as compared with the rest of the country and with the 
world. They will show what it means to the farmer to be 
pushed back farther away from his markets than he was before 
the war. They will show why the manufacturer of the middle- 
west is being forced, against his will, either to set up a branch 
near the seacoast, remove to the seacoast, or else to abandon 
foreign markets to his competitors so situated. They will show 
that every other large producing area in the world has ocean 
transportation at its doors, and that only by bringing the ocean 
to our doors can our position in world trade be restored—that 
only by moving the Atlantic into the heart of the North 
American continent can the handicap of the farmer be removed 
and his dollar restored to its pre-war buying power—that only 
by making the Great Lakes ports ocean ports directly connected 
by large and economical ocean freighters with our great terminal 
markets in Europe and other lands can the industrial life of 
the Middle West be developed to its natural and full extent. 

And it is the further purpose of this series of stories to 
show how the Atlantic can be brought inland. At the present 
time all our roads, whether by rail or water, lead down to the 
sea. It is ten times as expensive, ton for ton and mile for mile, 
to move goods to market over the land as it is to move them 
over the ocean. It follows that in order to carry our goods to 
the markets of the world at the lowest possible cost we must 
bring the ocean to us, rather than for us to go to the ocean. 
This series will tell how this can be done—by opening the St. 
Lawrence to the world’s cargo-carrying fleets. 


li—Land and Ocean Freight Rates Compared 

It is a fact not generally appreciated that the amount of 
trading we do with the rest of the world sets the level of 
prosperity in and throughout the United States. If we are able 
to sell a good portion of our farm produce abroad at a fair price, 
the farmer is prosperous. If we are able to find an export 
market for a considerable part of our manufactured products the 
business man thrives and expands his business. World trade is | 
the keep to home prosperity. 

Trade between the important nations of the world as carried 
on very generally by deep water, and ocean transportation is 
ten times as cheap on the average, ton for ton and mile for mile, 
as land transportation under the most favorable conditions. 

It may be well for us to get the reason for this rather 
startling difference in costs of transportation by water and by 
land. The railroad car is limited to a maximum of about fifty 
tons—the average wheat car carrying from 1,200 to 1,350 bushels 
or between thirty-six and forty tons. This limit of size is fixed by 
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the cost of building firm road beds, by the height of bridges and 
tunnels and by the power of engines moving the trains. 
ican railroad engineering has about reached the limits of its 
efficiency along these lines. Compared with the cost of any 
other form of movement over the land, the railroad car hauls 
goods at a surprisingly low figure, This is especially true where 
hauls of considerable length are concerned. Any large further 
increase in railroad efficiency must come through the expansion 
of terminal facilities so that there may be quick unloading and 
return of cars, and the cost of enlarging present terminals or 
developing new terminals is one that is bound to increase very 
materially the overhead of the railroads. 

Consequently, if any marked lowering of transportation cost 
from the interior to seaboard is to be found, it must be looked 
for somewhere else than in rail and terminal developments. 

The ocean carrier, on the other hand, presents a striking 
contrast to the freight car. It moves from one terminal to 
another without stop, over a roadbed that costs nothing for up- 
keep save only for terminal and harbor facilities, and it carries 
a cargo that is the equivalent of that carried by three to four 
hundred box cars, and even more. Its cost of maintenance and 
daily operation compared with the vast tonnage carried, is low. 
With steady business, and with port facilities that enable it to 
load and unload rapidly, it becomes the most efficient mer- 
chandise carrier in the world, and the comparative rates between 
land and ocean clearly reflect the difference between these two 
highly developed forms of transportation. 

For instance, from Buffalo to New York by rail is a distance 
of 442 miles. The rail rate on export grain, which is lower than 
the domestic rate, is 9.1 cents per bushel. The distance from 
New York to Liverpool, by the winter route is 3,578 miles, and 
the average quotation on carrying a bushel of wheat from New 
York to Liverpool is eight cents. The distance from Enid, 
Oklahoma, to Galveston is 637 miles, and the cost of moving a 
bushel of wheat is 25.8 cents, while the distance by sea from 
Galveston to Liverpool is 5,496 miles, and the quoted rate per 
bushel averages eleven cents. These are merely illustrations 
that could be repeated for almost any railroad rates down to 
the ocean and for almost any rate across the ocean to other 
lands. 

An ocean carrier, unlike a railroad train, is free to come 
and go any may be sent wherever business calls. It follows that 
ocean rates the world over are relatively the same for services 
rendered. And because these rates are low, the farmer and 
business man in Australia, or the farmer and business man in 
the Argentine, or in any other far distant producing part of the 
world has a distinct advantage as compared with the farmer 
and business man in the middle portion of the United States. 
This for the simple reason that he lives much closer to the sea- 
coast. In Australia, for example, the important cities are on 
the seacoast and the average distance from the farm to the 
seacoast is only three hundred miles. The important cities of 
the Argentine, as well as of Brazil and other South America 
countries, are on the seacoast and the average farm of the 
Argentine is only 140 miles back from deep water. The same 
thing is true of Russia, whose competition we must again some 

day face and whose great agricultural area of land lies within 
less than eight hundred miles of the Black Sea, the average 
distance being something like five hundred miles from the ports 
of Odessa and Sevastapol. 


s our rates to world markets are made up essentially of 
two things—the cost of land transportation plus the cost of 
ocean transportation—it follows that we, with a land haul of 
from five hundred to 1,500 miles, and a sea haul of from three 
thousand to five thousand miles, are badly handicapped in 
competition with other producing areas of the world where the 
land haul is from one hundred and forty to five hundred miles and 
the sea haul is from five thousand to twelve thousand miles. 


ll1l—What Increased Freight Costs Mean 


Our farms in the marooned interior of the United States 
stand on the map where they did before the World War; our 
factories are in the same cities, at the same distance from the 
ocean, but in terms of transportation cost both farm and factory 
have been removed to nearly twice the distance from the sea 
that they were before the war broke out. 

Transportation rates the world over have advanced, both by 
land and water. But the fact that our chief competitors in the 
grain, live stock and agricultural products markets of the world 
have a short expensive land haul where we have a long expensive 
land haul, and a sea haul which, while longer than ours, is only 
a little more expensive, results in our being placed at a marked 
disadvantage as compared to our rate position prior to the war. 

As one instance of that disadvantage, the cost of moving a 
bushel of wheat from the farm in the Argentine to western 
Europe has advanced, since pre-war days, a cent and a half per 
bushel, while the cost of moving a bushel of wheat from Yankton, 
South Dakota, to western Europe has advanced thirteen and a 
half cents per bushel—a handicap against the South Dakota 
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farmer, additional to that he stood up under before the w 
amounting to twelve cents per bushel! - 

Is it any wonder that the buying power of the Middle West 
ern and Rock Mountain farmer is below par when, out of +, © 
dollar, there has to be paid such an additional cost of transpor, 
tion? 

In general, the cost of deep water transportation has ad 
vanced twenty-five per cent since the war, while at the Same 
time the cost of land transportation has advanced seventy-fy, 
per cent. These costs determine relative rates—preclude any 
serious hope, on the one hand, for lower rail rates, and o, 
phasize, on the other, the value and our need of deep wate 
carriers brought inland as far as possible. 

So long as the farmer of the Argentine can put his whey 
on the European market at a total land-and-water haul expeng 
of some twenty-two cents a bushel while it costs the averay 
Middle Western American farmer thirty-five cents; so long a 
the freight cost to the Australian wheat grower is but twenty. 
eight cents, and so long as he can ship a bale of wool to Bost, 
for substantially the same freight charge as is exacted fron 
the Inter-Mountain sheepman, so long as the farmers of Indi, 
and of Russia can get on to the Buropean market at a lowe 
cost per bushel from the farm to dockside at London and Liver. 
pool, so long as the dairy products of New Zealand, the mutt, 
of Australia, the beef of the Argentine can be put afloat ang 
landed in either western Europe or the harbors of the Atlantic 
coast at a transportation cost that meets or beats our own, just 
so long will the mid-continent remain marooned—just so long 
will its agriculture be depressed, its manufacturing retarded, its 
business “quiet.” 

There is but one way to meet a situation that is physical in 
its basis. Nature put us far distant from the sea. The increase 
in land rates as compared to sea rates compels us to restore our 
rate position by moving the sea inland. And we can do this 
only by breaking down the rocky barrier in the St. Lawrence— 
by permitting the waves of commerce to beat against the 
docks of the Great Lakes ports—by lifting the Atlantic and 
moving it westward into the heart of the continent of North 
America. 


! 


MERCHANT MARINE TONNAGE 


The American merchant marine has grown from 201,562 
gross tons to 17,311,147 gross tons in 137 years, according to the 
Bureau of Navigation of the Department of Commerce. In 1789 
the merchant marine consisted of sailing vessels only, while in 
1926 it consists of sailing, steam, motor and unrigged vessels, 

From 1789 until 1810 the available gross tonnage was less 
than 1,000,000 tons per year. Since 1810 it has passed the mil- 
lion tonnage mark each year in sailing vessels alone. 

The first steam vessel recorded by the Bureau of Navigation 
was Robert Fulton’s “Clermont,” which was in operation on the 
Hudson River from 1807 until 1814. In 1807 and 1808 it was 
the only steamboat, but in 1809 two additional steamers, “The 
Raritan” and the “Car of Neptune,” were put into operation. The 
first recorded motor vessel was the “Richard K. Fox,” of 10 
gross tons, which was put into operation in 1893. In 1926 the 
available gross tonnage of motor vessels was 530,443 tons. 

By classification of vessels, the available gross tonnage in 
1926 is 1,091,543 sailing vessels, 14,317,777 steam vessels, 530,448 
motor vessels, 39,286 canal boats and 1,332,098 barges. ‘This is a 
total of more than 17,000,000 tons, in round figures. 


OCEAN FREIGHT RATES AND GRAIN 


All grain markets of Europe were dominated by the sharp 
advances in ocean freight rates in October, according to a 
cablegram to the Department of Commerce from H. B. Smith, 
special representative of the department in London. Although 
American wheat markets were practically unchanged during the 
month, European markets showed advances of from ten to sev- 
enteen cents a bushel, or the full equivalent of the increases in 
freight rates. In spite of the freight shortage, however, the 
October world wheat shipments were only about 3 million bush- 
els less than those for September or for October a year ago. 

Quantities of wheat on passage increased 3% million bushels 
during the month, against an increase of 13 million bushels for 
the same month last year. Incomplete reports indicate that the 
October wheat arrivals on the continent probably exceeded those 
for September, but arrivals in the United Kingdom were some- 
what less than for the previous month. A good day-to-day demand 
for imported wheat continued during the past month, which 
trend is believed in Europe to forecast a continued demand. 
There was some indication, however, that the extremely high 
freight rates curtailed buying toward the end of October. 


MERCHANT MARINE INQUIRY 
The Shipping Board has announced it will hold its New 
York City hearing in the merchant marine inquiry November 
18-19. The seven members of the board plan to go to New York 
for this hearing. In its announcement, the board said: 


New York City, recognized as the great port of this country, 
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the world as well, is vitally interested in the marine question, 
and ss expected that the metropolitan hearings will be largely at- 
and it eo only by those interested in the shipping industry, but 
tended, ers, bankers, manufacturers, producers and consumers. The 
by shiprex meeting, being held after the bids for the sale of the 
Ne d States and other lines have been disposed of, it is hoped 
Unite t the hearings the representatives of the Atlantic section will 
that 2 position to present their best views on the important matter 
be i gh shipping board must report on. Following the New York 
whicvng, the board will hold a final session in Washington, after 
which the report to the senate will be drafted. 


The Shipping Board will hold hearings in Washington, 
November 22 and 23, in its investigation of sentiment on the 
merchant marine problem. This hearing will be held for the 
purpose of affording opportunity for representatives of Norfolk, 
philadelphia and Baltimore to submit their views. 


BOARD AND RATES 
The Trafic World Washington Bureau 


“The Shipping Board will act to prevent any unjustified 
changes in freight rates which may appear detrimental to 
American farmers, manufacturers and shippers according to 
announcement of Chairman O’Connor at the close of the meeting 
py the Shipping Board today,” said a statement issued by the 
poard late Nov. 9. The board met with representatives of the 
traffic department of the Emergency Fleet Corporation and con- 
sidered certain phases of the increase in freight rates which has 
been effected recently by the North Atlantic and South Atlantic 
Conferences. 

“The Shipping Board will keep in close touch with the freight 
rate situation in order to see that American interests are pro- 
tected. 

“In line with the board’s policy of keeping down rates, the 
board has recently plated a large number of extra ships in the 
service for the shipment of cotton and grain and other com- 
modities which were left to pile up on the docks because so 
many ships had been taken for the shipment of coal to the 
United Kingdom. The fact that the board has been able to 
draw upon an immense store of tonnage and provide for the 
emergency shipment of these commodities has in itself not only 
acted to protect the prices of the commodities themselves, but 
also has served to keep ocean freight rates on them from 
reaching higher levels than those maintained at present. 

“Up to the present time the Fleet Corporation of the Ship- 
ping Board has designated a total of 82 extra vessels and now 
plans to condition 10 more for service. This will make a total 
of 326 Shipping Board vessels equipped for active operation on 
the high seas.” 

President Dalton, of the Fleet Corporation, said, October 8, 
that the position of the Fleet Corporation with respect to further 
increases in ocean freight rates would be that rates should yield 
a fair return but that there should be no profiteering as the 
result of the demand for ocean tonnage. He said the Fleet 
Corporation was in sympathy with rate changes designed to 
equalize and stabilize rates but not with increases to produce 
more than a fair return. If increases that would yield more than 
a fair return were proposed by foreign lines that were members 
of ocean conferences of which the Shipping Board lines were 
members, Mr. Dalton said, the Shipping Board lines would not 
join in such increases. Owing to the fact that Shipping Board 
vessels occupy a somewhat dominating position with respect 
to rate control, the Fleet Corporation believes that its refusal 
to join in unwarranted rate advances will prevent such advances. 

Since July 1, President Dalton said, the Fleet Corporation 
has assigned to its operators 82 additional ships. Ten additional 
ships have been ordered out for service, making a total of 92. 
Mr. Dalton said he believed that it would be necessary to “break 
out” a number of additional ships from the laid-up fleet to 
meet the demand, and that he did not expect the demand to 
fall off until at least next April. 


RATE CONFERENCE HEARING 


The Trafic World Washington Bureau 


The Shipping Board, with Commissioner Smith presiding and 
C. O. Arthur, director of the bureau of regulation, directing the 
course of the proceeding, held a hearing, November 8, to ascer- 
tain the construction to be placed on the word “every” as used 
in section 15 of the shipping act. The reasons why the board 
ordered the hearing held were set forth as follows by Commis- 
sioner Smith: 


Section 15 of the shipping act provides that a carrier subject 
to that statute shall file immediately with the board a true copy, 
or, if oral, a true and complete memorandum of every agreement 
with another such carrier, or modification or cancellation of such 
agreement, to which it may be a party or conform in whole or 
In part, fixing or regulating transportation rates or fares; giving 
or receiving special rates, accommodations or other special priv- 
ileges or advantages; controlling, regulating, preventing, or de- 
Stroying competition; pooling or apportioning earnings, losses, 
or traffic; allotting ports or restricting or otherwise regulating the 
number and character of sailings between ports; limiting or regu- 
lating in any way the volume or character of freight or passen- 
Ser traffic to be carried; or in any manner providing for an ex- 
Clusive, preferential, or co-operative working arrangement. 


THE TRAFFIC WORLD 


1123 


Section 15 further provides that the board may by order dis- 
approve, cancel or modify any such agreement, modification or can- 
cellation thereof, that it finds unjustly discriminatory or unfair as 
between carriers, shippers or ports, or between exporters of the 
United States and their foreign competitors, or to operate to the 
detriment of commerce of the United States, or in violation of the 
Shipping Act, and that it shall approve all others. 

The fourth paragraph of section 15 provides that all agree- 
ments, modifications or cancellations made after the organization 
of the board—“shall be lawful only when and as long as approved 
by the board, and before approval or after disapproval it shall be 
unlawful to carry out in whole or in part, directly or indirectly, 
any such agreement, modification or cancellation.” 

Agreements, modifications and cancellations approved by the 
board are by the fifth paragraph excepted from the provisions of 
the Sherman anti-trust act, the Wilson tariff acts, and the 
Clayten act. 

A divergence of practice prevails in the manner in which con- 
ference carriers subject to the board’s jurisdiction observe the 
requirements of section 15. For example, 9 of the 43 active con- 
ferences have furnished the board with nothing other than their 
individual formative or organic agreements. Twenty-five of the 
43 active conferences regularly furnish the board with copies 
of the minutes of their weekly, fortnightly and special meetings, 
in which are noted the current detailed operating agreements 
in respect to changes in rates, practices, and other matters. 
Twenty conferences furnish tariffs showing their rates and changes 
therein; 6 furnish circulars as issued by the conference secretaries 
to the member lines; 8 furnish minutes and tariffs; 3 furnish 
minutes, tariffs and circulars; 2 furnish minutes and circulars, 
and 1 furnishes circulars and tariffs. Unlike the other 42, one 
of the conferences is without a so-called “organic” agreement on 
file, but regularly furnishes minutes of its meetings. 

The board has, under authority of section 22, initiated this 
proceeding to determine the facts and to hear argument on the 
construction to be placed upon the word “every” as used in 
section 15 in relation to agreements required to be filed. - 

Of the 27 conferences governing commerce from and to north 
Atlantic ports; 21 furnish the board minutes or other records of 
current agreements arrived at their meetings. Six of these 27 
conferences have not at any time furnished the board minutes 
or other such records. 


R. L. Hupper, counsel for the north Atlantic lines, said that, 
under section 15, the lines felt they were bound to file agree- 
ments or any modification thereof with the board, but not min- 
utes of meetings unless the minutes changed or modified the 
fundamental agreements on file with the board. He said that, 
under section 21 of the act, the board could request the shipping 
lines to file minutes or any other information desired. He 
pointed out that, under section 21, however, the burden of filing 
such information was not placed on the steamship line, as was 
the case under section 15 with respect to conference agree- 
ments. The point made by Mr. Hupper was that, if the board 
decided that section 15 required the filing of minutes which 
often had to do with changes in rates, the hands of the steam- 
ship lines would be tied until the board had approved such 
changes. He contended that section 15 did not refer to changes 
in specific rates agreed on in conferences. 

Ira Campbell, speaking for the Dollar Line and other steam- 
ship operators, said he subscribed to what Mr. Hupper said. 
He said continuance of the ocean rate conferences were desir- 
able but that they had to be workable and that they would not 
be if all changes in rates had to be filed with the board and 
approved by it. He said if that were required, the result 
would simply be that there would be no conferences. He said 
if the board construed section 15 as giving it jurisdiction over 
detailed rate matters of the lines, then the conferences would 
cease. He said the board had too much to do to advise as to 
changes in rates of 43 conferences. 


J. N. Teal, counsel for the Columbia Pacific Company 
and the Oregon Oriental Line, made a general argument in favor 
of the board permitting the lines to operate with as few re- 
strictions as possible. He predicted that if the board extended 
its control under section 15 to require approval of rate and other 
changes, shipping generally would be seriously affected. He 
argued that regulation of ocean rates would choke the business 
and that there was such a difference between railroad service 
and steamship service that the two could not be dealt with 
similarly in the matter of rate regulation. 

Commissioner Smith said he had not observed any dis- 
position on the part of the board to “tighten up the screws” 
on the steamship lines. He said the purpose of the meeting was 
that the board might develop what it should do under the law 
so that the lines could go forward in their operations as freely 
as possible. A decision on the point at issue will be made later. 


SHIP LINES ADVANCE RATES 
The Trafic World New York Burcau 


While the full cargo situation has been marking time, 
pending the outcome of the latest negotiations for termination 
of the British coal strike, the upward revision of steamship 
conference tariffs has continued. Advances in berth rates, 
effective for the first four months of 1927, have been adopted 
by the North Atlantic-United Kingdom and Continental Con- 
ferences, averaging about 25 per cent as compared with the 
surcharge of 15 per cent fixed for the remaining months of 
the present year. It is pointed out that the 25 per cent average 
increase in the tariffs is in effect a minimum advance, and that 
numerous lines are already obtaining considerably more than 
this percentage on commodity shipments. The advance in some 
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instances is 75 to 100 per cent above the rates charged last 
summer. 

Freight rates of the steamship lines in the North Atlantic- 
Baltic trade have been advanced an average of 10 to 15 per 
cent. The increase is attributed by the companies to the higher 
cost of bunker coal, which has more than doubled in recent 
weeks. Officials of the lines contend that the raise in freight 
rates is not sufficient to offset the higher cost of operation. 

The new range of rates on some of the principal com- 
modities shipped from United States ports to Oslo, Copenhagen 
and Gothenburg are: flour, 40c per 100 pounds; provisions, 50c 
per 100 pounds; syrup, 40c per 100 pounds; sugar in bags, 40c 
per 100 pounds; general cargo, 50c per cubic foot, or $1 per 
100 pounds, ship’s option. 

There is no conference in this trade but, as a rule, the same 
general level of rates is maintained by all of the companies. The 
principal lines are the Swedish American, Norwegian American, 
Scandinavian American, and the American Scantic, operated 
for the account of the Shipping Board by Moore & McCormack. 

It is reported that the rates from the Pacific Coast, U. S. A. 
and Canadian ports, have been-:advanced 10 per cent, and that 
copper, grain, etc., have been subjected to flat increases. Pres- 
ent tariffs to the United Kingdom, Scandinavia and other 
European ports do not mean much except as a minimum basis 
which the lines are obliged to observe in that respect but 
without regard to a maximum or higher figure than the tariff. 

An illustration of this is the fact that, while there has been 
no definite action by the Conference as a whole since the hori- 
zontal increase, some of the more prominent lines to the United 
Kingdom have independently made flat increases in the rates 
on certain articles, which, while they are not now subject to 
the surcharge, are sufficiently higher than the recent rates to 
be 20 or 25 per cent over the tariff which obtained before the 
general advance. 

For instance, some of the lines which formerly protected 
a rate of $5.50 per 2,240 pounds on copper and lead, also $6.00 
on tin plate, are now asking $7.00, which is more than a 15 per 
cent increase. Some of the lines are now quoting 40 cents to 
London and Liverpool on flour, 2c higher per 100 Ibs., to Glasgow. 

Cotton has also been advanced in some instances to $1.00 
and $1.15 per one hundred pounds, high and standard density, 
while cottonseed oil and oil cake are 55c and 40c per one 
hundred pounds respectively. As high as $6.50 per 2,240 pounds 
is being asked on pig iron and $8.50 on scrap brass. 

While the British coal strike may be settled in the near 
future it will be months before the prevailing abnormal condi- 
tions will be fully rectified. In the meantime coal cargoes are 
commanding such high rates which are almost free to the ship, 
with a nominal cost for trimming, that the ocean freight market 
in trade routes other than European will continue to advance or 
at least remain very firm at the present figures. 

Trans-Atlantic-Continental Conference—While the present 
tariff is reported to have been extended until the end of the 
year, shippers should remember that the lines in this Conference 
regard the tariff figures as a minimum but not necessarily as 
a maximum; therefore, if a shipper desires protection, definite 
contracts should be taken out as early as possible. 

Scandinavian and Baltic Ports—Changes; tin plate, steel 
and copper now $8.00 per 2,240 lbs. to Copenhagen, Oslo and 
Gothenburg; same to Helsingsfors, Reval, Riga and Libau, $9.00 
per gress ton. 


West Coast Italy (Genoa, Naples and Leghorn)—For clear- 
ances after November 30 a general increase of approximately 15 
per cent, will be effective from the United States North Atlantic 
ports to West Coast Italy. 

Levant, Black Sea and Adriatic—On clearances after De- 
cember 31, 1926, seaboard bill of lading date to govern, rates 
will be increased approximately 15 to 20 per cent, for the first 
quarter of next year. On flour a new conference agreement is 
being formulated for a like period providing for a base rate 
of 40c per 100 lbs. with varying arbitraries to outports in this 
group. Base ports in this conference are Alexandria, Constan- 
tinople, Piraeus and Salonica; also Venice and Fiume on the 
Adriatic. 

Dutch East Indies—Changes; burlap bags in bales reduced 
from $20 to $16, weight or measurement; caustic soda was $10 
weight, now $10 weight or measurement; tobacco, which was 
$1.30 per 100 lbs., now 238c per cubic foot; newsprint and print- 
ing paper changed from $16 weight to $16 weight or measure- 
ment; wrapping paper was $15 weight, now $15 weight or 
measurement; zinc dust was $18, now $20 weight or measure- 
ment. 

Far East—China, Japan, Manila, Straits Settlements, Indo 
China—No changes in rates and while the tariff has been gen- 
erally extended until June 30, 1927, this Conference may also 
construe these rates as a minimum basis and increase rates on 
certain commodities or where conditions might warrant such 
action. 

South and East Africa—No changes in rates, nor is there 
likely to be any major change until January 1 or March $1. 
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Argentine and Uruguay-River Plate—Changes; flat Writing 
paper, also waxed and glazed paper, $13 and $11.50 per 2,249 
pounds; rice $13.20 and $12 per 2,240 pounds; dried fruit, $145) 
and $13 w/m, passenger ships and freighters respectively. Rails 
in lots of 200 tons or over, one shipment, will be open unt 
June 30, 1927. 

Mexico-Vera Cruz, Tampico and Progreso—Changes; empty 
iron barrels to Tampico and Vera Cruz now 10c per cubic foot o 
$1.10 per 100 lbs.; same to Progreso 13c per cubic foot or $1.33 
per 100 pounds; to Progreso add 25 per cent to the Tampico 
rates. Empty wooden barrels or kegs now 8c per cubic foo 
or $1.20 per 100 Ibs. to Tampico and Vera Cruz—add 25 per cent, 
to make rate to Puerto Mexico, same to Progreso, 10c per cubic 
foot or $1.50 per 100 pounds. 


BIDS REJECTED 


Bids for allocation of the American Republics Line, the 
American Dispatch Line, and the American Delta Line were 
received by the Shipping Board Nov. 10 in response to its adver. 
tisement for proposals for purchase of those services. Chairman 
O’Connor announced at the close of a special meeting called for 
the receipt of bids that all had been rejected because they diq 
not comply with the terms and specifications contained in the 
advertisement. 

The Munson Steamship Line offered to operate both the 
American Republic Line as a unit and the American Dispatch 
Line and the American Delta Line as a combined service. The 
proposal guaranteed that a saving of $100,000 would be effected 
in the first year of operation of the Republics Line and that 
during that period the operator would make an offer to buy. 

The only other communication was received from Moore and 
McCormack, present operators of the Republics Line. This 
communication stated that the bidder desired to submit a pro- 
posal other than such as was described in the advertisement for 
bids. The Mississippi Shipping Company, present operator of 
the American Delta Line, was not represented in the bidding. 


BIDS FOR U. 8. LINES 


The Trafic World Washington Bureau 


The Shipping Board opened bids November 8 for the pur- 
chase and charter of the United States Lines and the American 
Merchant Lines. Chairman O’Connor announced that the board 
would go to work on the offers at once and indicated that a 
decision might be reached in two or three days. Leading 
steamship operators and owners of New York attended the ses- 
sion at which the bids were opened. 

Bids for purchase of the American Merchant Lines, the fast 
combination freight and passenger service between north At- 
lantic ports and United Kingdom ports, and for charter of the 
United States Lines, which includes the Leviathan, were sub- 
mitted by J. H. Winchester & Co., Inc., of New York, and Gibbs 
Bros., Inc., of New York; W. F. Kenny, of New York; and Ker- 
mit Roosevelt, of New York. 

J. H. Winchester & Co., Inc., and Gibbs Bros., Inc., offered 
$200,000 each, or a total of $1,000,000, for the five vessels of the 
American Merchant Lines which the Winchester company now 
operates for the Shipping Board as managing operator. These 
vessels are the American Trader, American Banker, American 
Merchant, American Farmer and American Shipper. These ves- 
sels are carried on the board’s books at an appraised value of 
$386,800 each. The Winchester company and Gibbs Bros., as a 
part of their bid, also offered to charter the vessels of the United 
States Lines. Under the charter terms proposed, the companies 
would pay charter hire of $5,000 a month and 50 per cent of the 
net profits of the operating corporation (to be formed) derived 
from the operation of the purchased and chartered vessels, as 
well as from the operation of two new passenger vessels which 
the bidders propose to build at a total cost of at least $30,000,000, 
after the deduction and allowance of depreciation and 6 per cent 
per annum on the invested capital of the corporation. The offer 
as to construction of two new passenger ships is conditioned on 
the bidders receiving a satisfactory mail contract and upon the 
Shipping Board lending two-thirds of the cost of constructing 
the vessels from the construction loan fund created by the mer- 
chant marine act. A certified check for $100,000 accompanied 
the bid. The proposal was made on behalf of the bidders and 
associates who, if awarded the ships, proposed to organize a 
corporation with a paid capital of not less than $5,000,000, and a 
liquid working capital of not less than $1,500,000. All the stock 
will be owned by American citizens. J. B. Smull, formerly pres- 
ident of the Fleet Corporation, is an official of J. H. Winchester 
& Co. The bidders said that, briefly, under their proposal, the 
following results would be attained: 


First: The government will reduce its present loss suffered in 
the operation of the United States Lines and American Merchant 
Lines by at least $500,000 per annum. 

Second: The government will receive $60,000 annually and an 
equal share in the future profits of the vessels to be purchased, char- 
tered and constructed. 

Third: We will invest over $15,000,000 in the purchase of the 
American Merchant Lines, in the operation of the present United 
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Lines, and in the construction of two express transatlantic 
gtstes passenger liners as companion ships for the Leviathan. 
mail earth: The permanent maintenance and development of a first- 
tase American-flag service in the North Atlantic will be assured. 
c 


William F. Kenny, of New York City, on behalf of himself 
and associates who were not disclosed, offered to buy the five 
vessels of the American Merchant Lines for $200,000 each or a 
total of $1,000,000, and to charter the United States Lines, the 
frst part of the offer being conditioned on the chartering of the 
United States Lines to the purchaser of the American Merchant 
Lines. He also agreed to buy the America, now laid up, when 
reconditioned, for $2,000,000. His proposal contemplated that 
the purchaser and charterer would get 37% per cent of the 
gross revenues from operation of the United States Lines and a 
number of qualifying provisions. 

The Atlantic Transport Company, by P. A. S. Franklin, 
president, offered to buy the Leviathan for $4,000,000. Should 
the board wish the company to operate the other vessels of the 
United States Lines, the company said it would guarantee a re- 
duction in operating costs. 

Kermit Roosevelt, of the Roosevelt Steamship Company, in 
his offer for the American Merchant Lines and the United States 
Lines, was associated with H. H. Raymond, of the Clyde Mallory 
Line; H. D. Newsome, of the United Fruit; E. P. Farley, for- 
merly chairman of the Shipping Board; E. J. McCormack and 
A. V. Moore, of Moore & McCormack, Inc., steamship operators. 
Mr. Roosevelt bid $252,000 each for the five American Merchant 
Line ships, conditioned on allocation for operation of the United 
States Lines to the new company to be organized in the event 
the offer was accepted. The company would have a capital of 
not less than $1,000,000, the bid said. 

The Potter Steamship Company, Inc., of New York, offered 
$1,505,000 for either the President Harding or the President 
Roosevelt of the United States Lines. All the bids were accom- 
panied by checks as required by the board. 

The Barber Steamship Lines said that, in the event that no 
offer made was accepted, it would submit an offer under revised 
terms and conditions. 

The Shipping Board announced it would not consider the 
bids of the Atlantic Transport Company for the Leviathan and 
of the Potter Steamship Company for one of the “535” President- 
type ships of the United States Lines. The board asked for 
bids on the vessels as parts of the United States Lines and 
the American Merchant Lines. 

Opposition to sale of the lines was expressed in a state- 
ment issued to the press by Benjamin C. Marsh, secretary of 
the Peoples’ Reconstruction League. The names of several 
railroad brotherhood officials, including D. B.. Robertson, presi- 
dent of the Brotherhood of Locomotive Firemen and Enginemen, 
and of representatives of the Farmers’ National Council and of 
the Farmer-Labor Union of America, appeared on the statement. 


“CONTRACT” RATE HEARING 


The Trafic World Washington Bureau 


Power of the Shipping Board to require steamship lines to 
appear as respondents and testify in a proceeding initiated 
under section 22 of the shipping act, with respect to “contract” 
and “non-contract” rate practices, without the filing of formal 
charges against the lines, was challenged at the hearing held 
by the board November 10 on the subject of such rate practices. 

Commissioner Smith, presiding, announced that the “prac- 
tice of certain carriers of charging ‘contract’ and ‘non- 
contract’ rates, whereby shippers agreeing to ship exclusively 
via said carriers are charged lower rates than shippers who do 
not so agree has come to the attention of the United States 
Shipping Board.” The proceeding, he continued, had been 
instituted by the board, under authority vested in it by section 
22 of the Shipping act, to determine the facts and to hear argu- 
Ment on the “contract” and “non-contract” rate practices. 
Ninety-two steamship lines having membership in nine ocean 
conferences were named as respondents. 

Roscoe Hupper, counsel for the North Atlantic-United King- 
dom Freight Conference, said that, under section 22 of the 
shipping act, the board had the authority to investigate any 
violation of the act. 

“We are entitled to know what violation of the act is 
charged,” said he, adding, in effect, that the steamship lines 
should not be required to give testimony “in favor of a lot of 
people who haven’t seen fit to file a formal complaint.” 

J. N. Teal, for the Columbia Pacific Company, and Ira 
Campbell, for the Dollar, Munson and other steamship lines, 
took similar positions in their arguments. 

Cc. O. Arthur, director of the board’s bureau of regulation, 
argued that the board had complete authority in the matter and 
that it was proceeding in a proper manner. 

Mr. Teal said he did not contend that the board did not have 
the power to investigate the practices referred to or anything 
else within its jurisdiction, but that he did say that, under 
section 22, the board was without authority to act unless a 
written complaint was filed. 
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“If this is an investigation, you are under the wrong sec- 
tion,” Mr. Teal, a former member of the board, told the members 
of the board. 

Mr. Teal asserted that, under Anglo-Saxon law, every man 
was entitled to know with what he was charged. 

The board took an adjournment until 2:30 p. m. to consider 
what it would do. 


At the beginning of the afternoon session, November 10, 
Commissioner Smith made the following statement: 


Out of consideration of the point of view expressed by the attor- 
neys of the respondents this morning it is ruled that no orders will 
be entered in or as a result of this hearing having in view declaring 
any contracts the respondents or any of them may have made with 
shippers as illegal. 

This statement is not to be understood as conceding in any degree 
that the procedure we have here followed was not within the powers 
of the Board. Statements now made need not be under oath but the 
hearing will be continued for the pereese of receiving information 
from the respondents relative to the subject of the resolutions on 
which this hearing is based. ; 


Cc. S. Belsterling, representing the Isthmian Steamship 
Lines, said that company was not making contract rates, and 
also stated for the record that the Argonaut Steamship Com- 
pany, Inc., was not a party to such contracts. 

Commissioner Smith said the purpose of the statement read 
by him was to liberalize the hearing to the extent desired. There 
was considerable discussion by counsel for the steamship lines 
with respect to putting in testimony under the circumstances. 
Mr. Campbell said he thought the board should proceed as the 
statute prescribed if it was going to investigate violation of the 
law. <As the representative of American lines, he said, he was 
willing to lay before the board the inner secrets as to how their 
business was going on, but that he would not discuss them in 
a public conference. 


Mr. Hupper said it seemed to him that the object of the 
hearing had been abandoned by the statement read by Commis- 
sioner Smith. He said that, under section 22, the board intended 
to investigate violations of the act, but that now the board said 
it wished to obtain information. He said he was happy to assist 
the board but that he wished to enter a protest in the record 
against the change in procedure. He then said it would facilitate 
matters of someone who had objection to “contract” rates would 
be called on to make a statement. This resulted in W. Z. 
Duncan, of the Maple Leaf Milling Company, taking the floor 
and telling of the experience of that company with the “contract” 
rate practice of steamship lines. He ‘said his company was 
a Canadian company exporting Canadian flour in substantial 
volumes through American ports. He said the company did not 
object to any ocean conference, but that it did object to the 
discrimination against it as a result of action of the North 
Atlantic, Adriatic, Black. Sea and Levant conference, in its 
efforts to eliminate the Columbus Marine Corporation, an Italian 
flag line, in the service to Levant ports. He said this line was 
able to carry flour three to five cents less per 100 pounds than the 
conference lines, and that his company took advantage of that 
situation to compete with domestic millers at the foreign ports 
to which shipments were made. He said the conference lines 
requested all millers in the United States and Canada to sign 
a contract guaranteeing a certain rate which he thought was 
about 33 cents per 100 pounds, and that a majority of the millers 
signed the agreement, but that his company did not. 

Mr. Duncan said his company did not sign the agreement 
because counsel advised that it would not be legal to do so, and 
that as a result it had paid 7144 cents per 100 pounds moré than 
the contract rate. Mr. Deming, counsel for the Export Steam- 
ship Corporation, asked whether it was not a fact that Mr. 
Duncan was invited to file a complaint with the board as to 
the matter in issue, and that he did not do so. Director Arthur 
said that was a fact. Mr. Deming said the contract was of 
benefit to the shippers and carriers, and that it enabled them 
to look ahead. He said the Columbus Marine Line was now in 
the Levant conference, and that the rate at which the lines had 
agreed to carry flour was causing them a loss. Mr. Duncan, in 
answer to questions, denied that the purpose of his company 
was to charter tramp yessels. He said it preferred to deal with 
regular lines, and did not make a practice of chartering tramp 
vessels. 


Mr. Deming said the rate contracts did not compel shippers 
to ship, but that they agreed that if they did ship, they would 
ship by conference lines. Mr. Duncan indicated that if the board 
would hold legal the practice, he would sign a rate contract, as 
the others had. 

W. H. Chandler, representing the Merchants Association of 
New York City, the Shippers Conference of Greater New York, 
and the National Industrial Traffic League, said he was present 
as an observer. He said he thought there was a great deal of 
misunderstanding about “contract” rates. He said some ship- 
pers did not know that when contract rates were made they 
were open to all shippers of the same commodities on the same 
terms. He said he came to the hearing hoping to get informa- 
tion as to the propriety of the practice, and that he was not 
taking a position one way or the other. He had only heard one 
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complaint about contract rates, but had heard a number of ship- 
pers express approval of the practice. 

Thomas L. Stitt, of the Neew York Freight Forwarders and 
Brokers Association, said he also was there as an observer. 
He believed that it was to the advantage of the small manufac- 
turer who was in the exporting business to have fair and equit- 
able contract rates established. He said it developed that the 
nub of the proceeding was the complaint of the Maple Leaf 
Company, and he indicated a belief that it would have been 
better if the issues had been confined to that proposition. If 
that had been done, he said, many at the hearing could have 
stayed at home and attended to their business, but that they 
did not dare do it, as it was. He believed that the board should 
assist in ironing out differences between shippers and the steam- 
ship lines, and that shippers should file complaints with the 
board, but that if they did not, the board should protect ship- 
pers by issuing citations against steamship companies in par- 
ticular cases. 

Steamship company representatives denied that the purpose 
of the “contract” rate practice was to freeze out non-conference 
lines. 


INTERCOASTAL RATE DECISION 


The Shipping Board, by resolution, has adopted the report 
prepared by C. O. Arthur, director of the board’s bureau of 
regulation, finding unlawful the “maximum” rates filed by inter- 
coastal steamship lines with the board and requiring each of 
the lines, within 60 days, “to publish and keep posted and on 
file in compliance with said section 18 (shipping act, 1916) and 
said tariff regulations, tariffs showing the maximum rates in 
fact currently held out and/or charged by it for the perform- 
ance of freight transportation service.” The title of the pro- 
ceeding is Ex Parte 3, Intercoastal Rate Investigation. 

The report was transmitted to the board by former Com- 
missioner Walsh, while he was still a member of the board, with 
a memorandum which said: 





I am attaching for the board’s attention proposed decision and 
memorandum to me prepared by the bureau of regulation regarding 
intercoastal rates. 

Section 18 of the shipping act requires carriers by water in 
interstate commerce to file with the board and keep open to public 
inspection their maximum rates. The finding of the bureau of regula- 
tion from the evidence obtained by it through examination of wit- 
nesses for the intercoastal lines is that the so-called ‘“‘maximum 
rates” on file with the board on behalf of such lines are mere figures 
bearing no relation to any rates, in fact, maintained or charged. For 
example, the ‘maximum rate” per 100 pounds on file for westbound 
shipments of agricultural implements is $3.08%, whereas the highest 
rate, in fact, observed is 90 cents. It seems that in 1920 and 1921 
when the “maximum rates’? were filed there may have been in- 
stances in which they were used as the carriers’ highest rates. At 
the present time, however, it is evident they mean nothing. 

After considering the attached report and the order directing the 
carriers to file tariffs of the maximum rates which they actually ob- 
serve, I believe adoption thereof by the board would be proper and I 
make recommendation accordingly. 


Explaining the effect of the decision, Mr. Arthur, in a memo- 
randum to Mr. Walsh, said: 


In brief, it is found from the facts that the so-called ‘maximum 
rates’”’ recorded with the board by the intercoastal carriers are not 
such, but mere figures bearing no relation to any rates in fact held 
out or applied. Rates contained in the so-called ‘‘conference mini- 
mum rate lists’’ are determined to be in actuality the maximum 
rates of the conference lines; and the highest rates of the non- 
conference carriers based generally on the conference ‘‘minimum”’ list 
rates are shown to be in fact the maximum rates of such non- 
conferenge carriers. The so-called ‘“‘maximum rates” now of record 
with the board are declared unlawful for the future for non-compli- 
ance with section 18 of the act, Each of the carriers is ordered to 
publish, post and file in conformity with the board’s tariff regulations, 
within 60 days, tariffs showing the maximum rates in fact currently 
held out and/or charged. 


The carriers named in the board’s order follow: 


American-Hawaiian Steamship Company, Argonaut Steamship 
Company, Inc., Arrow Line, California and Eastern Steamship Com- 
pany, Dollar Steamship Line, Garland Steamship Corporation, Inter- 
Ocean Steamship Corporation, Isthmian Steamship Lines, Lucken- 
bach Steamship Company, Inc., Munson-McCormick Line, Pacific- 
Caribbean Gulf Line, Inc., Panama Mail Steamship Company, 
Panama-Pacific Line, Transmarine Corporation, and Williams Steam- 
ship Company, Inc. : 


Mr. Arthur explained that, since the hearing in the inves- 
tigation, which was held in New York June 24, the United Ameri- 
can Line had been succeeded by the Arrow Line. He said the 
latter was not technically a respondent in the proceeding, but 
that, as successor to the other company, it had been named in 
the order. He said if the Arrow Line objected, a perfunctory 
supplemental hearing would be necessary to make it directly 
amenable. 

The report of the board follows: 


4 By the second paragraph of section 18 of the shipping act, 1916, 
every common carrier by water in interstate commerce” as defined 
in section 1 to that act is required to ‘file with the board and keep 
open to public inspection, in the form and manner, and within the 
time prescribed by the board, the maximum rates, fares, and charges 
for or in connection with transportation between points on its own 
route, and if a through route has been established the maximum 
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rates, fares, and charges for or in connection with transportat; 
between points on its own route and points on the route of any tion 
— by —. aoe Other 
onformably with the above provision of the act the 

April 30, 1920, promulgated its tariff regulations governing be On 
lication, posting and filing of maximum rates, fares, and chargen 
tariff form. At various times the fifteen carriers now operating . 
regular routes between Atlantic and Pacific Coast ports and/or 4 
tween Gulf and Pacific Coast ports of the United States via the 
Panama Canal have recorded with the board’s bureau of regulatio, 
either directly or by formal concurrence pursuant to these ta; if 
regulations, schedules of charges for freight tansportation designain 
“Tariffs of Maximum Rates.’’ Whether the charges thus recorded 
are maximum rates as contemplated by section 18 and the boarg’ 
tariff regulations has been a question repeatedly presented to Pi 
attention, and is the subject of inquiry in the instant proceeding 
The proceeding was enlarged to permit evidence of the existence : 
carriers other than those having charges recorded to which the requie 
ments of section 18 have application. As no facts were presenteg 
regarding any such carriers, however, consideration herein respect 
ing such additional inquiry will not be given. ; 
y The testimony of respondent carriers’ witnesses is that the 
maximum rates” recorded with the board are not charged, that they 
greatly exceed the rates actually observed, and that they give no 
information to shippers or to the board as to any rates applied. As 
shown by examination, they are, in most instances, higher than 
the present transcontinental rates via rail. One of the schedules 
in which they are contained is plainly made up of pages clipped 
from a rail tariff in effect in 1921, since which time rail rates have 
been materially reduced. 

Seven of the lines here respondent are members of the Uniteq 
States Intercoastal Conference, an organization designed to promote 
commerce in the intercoastal service ‘“‘by establishing reasonable rates 
and charges for the transportation of merchandise and providing 
just and economical co-operation between the steamship lines 
operating in such trade.’’* As developed at the hearing this con- 
ference issues what are known as “Minimum Rate Lists’ contained 
in which are rates westbound and eastbound, respectively, purporting 
to govern the services of the member carriers. These lists are 
comprehensive in scope and, together with supplements as issued 
are furnished by the conference secretary to subscribing shippers 
and others at an annual charge of $3.50. They are not filed with 
the board, nor does it appear that they are in any manner “posted” 
with the contemplation of the board’s tariff regulations. Shippers 
not subscribers to the so-called minimum rate lists, as testified on 
behalf of one of the conference lines, are informed of rates charged 
“by correspondence, through the medium of interior offices of coast 
offices, or by personal contact with our freight solicitors, and in a 
variety of ways.’’ The following comparison is illustrative of the 
“maximum rates’? brought in question in this proceeding and the 
rates shown in the conference carriers’ rate lists referred to: 


WESTBOUND 
‘““Maximum Rate”’ Conference List 

Recorded Rate 
Agricultural Tmplementa ......... cece cccce $3.0814 $ .75 
eee Gee meee, Be ©... Baise cc cisicicscwsvecawes 5.738% 2.00 
INI, I 0 cl Seo osu ern we oie: Vise Wisin stb fs coe 2.42 1.00 
Cotton, in bales, compressed ............... 2.00 75 
MN GN I NS = 6s rcs oy a:sas gheverorexers 418-0 ¥ral'vi rein Ores ate 4.16% 1.00 
NS Oe TD Sia se 54.0 ececarwincainin orecerd dha e acaleeiocas 1.14 50 
NN sods coca cen rahak gids: -aicalcoh ola ekela erie: wie aen doy oe 3.20 1.00 
Pee, WGN. TO, Ge Gs ook ceesecicwassvese 1.92 .65 
Roofing Material, prepared ................. 1.92 -60 
Tobacco, unmanufactured .............-00. 3.08% -70 

EASTBOUND 
‘“‘Maximum Rate’’ Conference List 

Recorded ate 
I INES Ss ies code occtice tate eeiemeemene $1.42 $ .45 
I CIEE © og, oc Verein ou rwelesinnavecea een 1.20% 45 
OO ae ere rere re Ce 4.16% 1.20 
DN (TI. aire. Sarscmcrwciae ey wemee cieneenes 1.75 .33 
NUNS TM 66. ood) alia 50. cis oi gt biieceso1steeya/alolwerscoeal ens 1.83% 75 
NR RMN ainda oie e005 a eistw vi oiend ol byerearore eieaieteisvete 2.161% 1.40 
NE Wl Oe a e's, csieraieee Sisco si cmmseee 2.08% 1.00 
ge Re eee 2.33% 1.00 
Stone, Marble, Onyx, rouQh.....ccccccccces 1.15 .55 
Wool, in grease, L Bias: acoxske' araceleea sare aalare 1.66% 1.00 


Carload rates per 100 Ibs., except as indicated. 


According to the record, the respondent carriers not members of 
the conference follow generally the rates of the conference lines,’ in 
the main either observing the same or differentially lower rates. In 
illustration, it was testified by witness for one of the non-conference 
carriers that in rare instances his company might exceed the con- 
ference rate on a particular commodity, due to a difference of opinion 
as to classification. Ordinarily, however, his rates are affirmed to 
be from 5 to 15 per cent below conference rates. No lists or other 
schedules containing rates held out and/or charged of the character 
of the conference ‘‘minimum rate lists’? are indicated to be published 
by any of the non-conference lines. Testimony on behalf of one of 
such carriers is that it is a subscriber to the conference rate lists 
and quotes its rates by letter and verbally by using the conference 
rates as a basis. ) : 

Frora the foregoing it is manifest that each of the carriers re- 
spondent in this proceeding is in practice governed by a standard or 
scale of rates which it recognizes and observes. It is further estab- 
lished by the record that the carriers from time to time diverge from 
their respective standards or scales, by lowering their rates to meet 
competitive conditions. In no instance is there any indication that 
rates higher than those thus recognized and observed are in fact 
held out or charged at the present time. 

At the hearing and upon briefs submitted on behalf of two of the 
respondents the contention is urged at length by counsel that the 
charges recorded with the board are maximum rates and that they 
furnish complete compliance with the requirement of the statute. 
Nothing is advanced in this proceeding, however, which persuades 
us that a maximum rate is anything other than that which the plain 
significance of its name implies. Our view is that a rate is a car- 
rier’s compensation for the performance of a transportation service. 
A maximum rate is a carrier’s highest compensation for the per- 
formance of such service. Moreover, no uncertainty attaches to 
the term ‘‘maximum rates’’ as used in section 18 when considered in 
connection with the remainder of that section, or with any of the 
other regulatory provisions of the act. The requirement that carriers 
should file with the board and keep open to public inspection, in the 
form and manner prescribed by the board, their ‘maximum rates,” 





* Conference agreement, paragraph 1. 
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der penalty for misdemeanor as provided by section 32 of the 

unde te, is in all respects consistent with and in furtherance of the 
statu 2 of congress to regulate carriers by water engaged in inter- 
purpose mmerce. It definitely imposes upon carriers the obligation 
tate wing available in approved form information for use by ship- 
of ee others in connection with the substantial item of transporta- 
pers ood involved in the purchase and sale prices of articles of inter- 
tion “commerce. The compliance by carriers with this obligation is 
sae ary to the administration of regulatory duties of the board, 
"te practice, is conducive of adjustment as respects rate diffi- 
anlties of the carriers themselves. While at the time they were 
= rded with the board the charges here brought in question may 
— represented the carriers’ highest compensation for servie, it 
hav vident that as of the present time such charges are in no sense 
ve rates of the respondents. Upon the record before us it is clear 
pol they are mere figures bearing no relation to any rates in fact 
held out or applied, and that they signally fail to comply with the 
satiety instances, so far as the present record discloses, the rates 
ontained in the so-called “‘minimum’’ rate lists are in actuality the 
oxisting highest or maximum rates of the conference carriers which 
cnould be on file with the board and open to public inspection as 
directed by section 18 and the board’s tariff regulations. As evidenced 
upon the record it appears also that the highest rates observed by 
the non-conference lines are those generally based by them upon 
the conference carriers’ maximum rates as here determined. Such 
rates are, under section 18, the present maximum rates of such non- 
conference lines which should be published, filed and posted in pur- 
suance of the statute. 

Objection was indicated to change in the respondents’ present 
manner of recognizing the requirement of section 18 here involved 
upon the ground that the filing and posting of the highest charges 
in fact held out and/or applied would establish such charges as 
maximum rates, and that higher rates could not under the statute 
be assessed by them as opportunity_availed except after approval by 
the board and notice to the public. In this connection the third para- 
graph of section 18 directs that no carrier within the purview thereof 
“shall demand, charge or collect a greater compensation for such 
transportation* than the rates, fares, and charges filed in com- 
pliance with this section, except with the approval of the board 
and after ten days’ public notice in the form and manner prescribed 
by the board, stating the increase proposed to be made, but the board 
for good cause shown may waive such notice.” 

Our tariff regulations accordingly provide that “the board in 
exceptional cases and for good cause shown will permit tariffs 
naming increased rates . .. to become effective on less than ten 
days’ notice,”” and prescribed the form of application to be ad- 
dressed the board by carriers to that end.t Even if, as apparently 
conceived by the carriers, the securing of board approval and the 
giving of public notice occasion inconvenience and possible detriment 
to them in advancing rates, these requirements are nevertheless the 
law as expressly set forth by congress in the regulatory statute. 

After consideration of all the facts, circumstances and conditions 
of record, we conclude and decide that the charges now recorded 
with the board pursuant to section 18 of the shipping act, 1916, by 
intercoastal carriers respondent in this proceeding are not maximum 
rates within the meaning of that section; that the schedules of said 
charges thus recorded are not tariffs of maximum rates within the 
meaning of the board’s tariff regulations, and that as maximum rates 
and tariffs said charges and schedules will for the future be un- 
lawful for non-compliance with the statute. Each of the respondent 
carriers will be directed to publish, post, and file in compliance 
with section 18 of the act and the tariff regulations of the board 
tariffs showing the maximum rates in fact currently held out and/or 
charged by it for the performance of freight transportation service. 
An order will be entered accordingly. 





*Transportation between points on its own route, and between 
points on its own route and points on the route of any other carrier 
by water. 

tTariff regulations, Rule 23. 





BOARD TO SELL TANKERS 


Advertisement for sale of eleven tankers owned by the Ship- 
ping Board and now in lay-up has been authorized by the board. 
With the exception of seven others held in reserve for operation, 
sale of these vessels will mean disposal of all but two of the 
tankers owned by the board. 

The tankers to be advertised for sale are: Dannedaike, 
Darden, Inspector, Kishacoquillas, Kehuku, Romulus, Cabrille, 
Lilmae, Gladsbee, Dartford and Kekoskee. Three of the ships 
are laid up at New York, one at Philadelphia, and the rest at 
Mobile. All these ships are of 7,500 tons deadweight each, ex 
cept the Dannedaike, which is of 6,000 tons. 





SELLS THREE SHIPS 


An offer of Stanley Hiller, Inc., of San Francisco, to pur- 
chase the three steamers, Lake Gano, Lake Gatun and Lake 
Ganado for $25,000 each has bene accepted by the Shipping 
Board. The purchaser agrees to perform certain repairs on the 
vessels, consisting in adapting them into a fishing and reclama- 
tion unit. The three vessels are typical deep-draft, lake-built 
ships of 4,336 deadweight tons each. Each is equipped with a 
triple expansion engine of 1,450 I. H. P., and two Wickes water- 
tube boilers, designed to steam 914 knots on 20 tons of oil a day. 


DENIES REROUTING PLAN 


The Shipping ‘Board has refused permission asked by the 
Columbia Pacific Steamship Company, which operates the Ore- 
gon Oriental Line for Shipping Board account out of Portland, 
Ore., to reroute its vessels in the South China trade on their 
eastbound voyages. In a statement with reference to the case, 
the board said: 


The operators requested that the six ships running between 
Portland and South China ports be allowed to return by way of 
Southern California and thence up the coast to Portland. Repre- 
sentatives of the operators stated to the board that such a step would 
result in placing the service on a paying basis, indicating that it 
might serve to make the line salable for private operation. It 
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was also contended that oil for fueling the vessels could be pur- 
chased at 30 cents a barrel less at San Pedro than at Portland. 

The board refused the request on recommendation of President 
Dalton, of the Emergency Fleet Corporation. The principal reason 
for the refusal was the expectation that the ships of the Oregon 
Oriental Line might cut seriously into the trade of the South Pacific 
services. In addition it was pointed out by the Fleet Corporation 
that the differential in oil prices at Portland and San Pedro was 16 
cents a barrel and not 30 cents, the Portland rate being $1.20. 


VESSEL DECLARED LOST 


The Shipping Board has approved a recommendation of the 
Fleet Corporation that the freighter Haleakala, which left Nor- 
folk September 2 with lumber and other cargo and was due at 
Montevideo October 6, be declared a total loss as of October 27. 
This action was necessary, President Dalton said, on account 
of insurance claims. The vessel was last heard from on Sep- 
tember 8. It was in the path of the West Indian hurricane which 
did severe damage in Florida, and is believed to have gone down 
in that storm. The vessel had a crew of 35, including Capt. 
John Pratt. It was operated by the American Republics Lines. 
Its cargo was valued at from $600,000 to $700,000. 





U. S. WATER-BORNE COMMERCE 


“If the commodities moved in the water-borne commerce 
of the United States in the fiscal year ended June 30, 1926, 
were stored on the Sesqui Centennial grounds at Philadelphia, 
that entire 1,000-acre tract would be covered to a depth of 
over 85 feet, and it would be necessary to provide an extra bin 
17 acres in area and 85 feet deep to hold the wheat flour shipped 
to foreign countries,’ says the Shipping Board. “In addition 
to that great flour bin, 530 acres of the main tract would be 
covered by the exports of other American products, the remain- 
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Complete Practical and Personal Instruction 
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POSITIONS WANTED OR OPEN 


RATE AND CLAIM MAN—Now employed, seeks change; 10 years’ 
industrial experience; familiar with conference rulings, Interstate 
Commerce Commission decisions, preparing exhibits and handlin 
same at Interstate Commerce Commission hearings. Address H. H. H 
969, care Traffic World, Chicago, Ill. 








TRAINED TRAFFIC MAN—Education: twenty-four lessons of La- 
Salle course in traffic management and three years high school; thor- 
oughly versed in rate construction, compilation and publication of 
tariffs; age 20; single; good health; salary open. Address T. I. R. 
971, care Traffic World, Chicago, Ill. 





FOR SALE—Fairly complete set of tariffs and 200 practically new 
Tingwall binders. Could be used to good advantage by any traffic 
organization. Located at Chicago. Reasonable. Write A. T. H. 968, 
care Traffic World, Chicago, Ill. 





TRAFFIC MANAGERS and men familiar with transportation 
rates wanted, to lease our loose leaf freight rate ide. Traffic 
managers now employed can make good money on their spare time. 
Liberal cash commissions and continuous renewals paid. All corre- 
spondence strictly confidential. Getzler’s Guide, Inc. (Established 
1912). Rochester, N. Y, 
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- ing 470 acres being required to hold the imports from foreign 
lands. 

“The water-borne foreign commerce of over 94,100,000 tons 
for the year exceeds by more than 500,000 tons the highest total 
in any previous annual period since the beginning of 1921, 
according to the records of the Bureau of Research, United 
States Shipping Board, and is nearly 900,000 tons greater than 
the 1925 fiscal year total. The export total of 50,600,000 tons is 
1,500,000 tons less than the exports of the fiscal year 1925, but 
the import total of 43,500,000 tons is 2,400,000 tons greater than 
the 1925 import total.” 


TRAINING SCHOOL SHIP 


The Shipping Board has approved the loan of a ship to the 
New York State Nautical School for training purposes. The 
ship, which will be selected from the laid-up fleet, will be 
released on a bare-boat charter entered into at a nominal rate, 
the board assuming no responsibility for reconditioning expenses. 

The school has already in operation the U.S.S. Newport, 
loaned by the Navy, and this second vessel will complete its 
requirements, according to Chairman O’Connor, who said: 


This particular school, in common with the state nautical schools 
generally, is performing service which is of direct value to the mer- 
chant marine, and therefore well deserves whatever assistance the 
board can render it. To permit this school to utilize one of the 
board’s otherwise idle boats would seem to be directly in line with 
the board’s organic function of promoting the best interests of the 
merchant marine. It is difficult to see how a better use could be 
made of one of the units of the laid-up fleet than to have it serve 
as a training-ship for a responsible state organization which has re- 
ceived the endorsement and active support of both congress and the 
navy department. 


LIGHTERAGE CHARGES AT NEW YORK 


The Traffic World New York Bureau 


Information that the Merritt, Chapman & Scott Corporation, 
one of the largest lighterage firms in New York Harbor, has 
filed an application with the Trunk Line Association for an in- 
crease of about 100 per cent in charges for lighterage in this 
port, and is heading a movement to obtain this advance, was 
made known at the meeting this week of the Shippers’ Confer- 
ence of Greater New York through a letter written by the cor- 
poration to W. H. Chandler, manager of the traffic bureau of the 
Merchants Association and chairman of the legislative commit- 
tee of the conference. 

After discussion, the conference decided to continue the 
matter on its docket and to withhold action until the question 
comes before the Trunk Line Association or Interstate Com- 
merce Commission for decision. Several shippers indicated that 
they would not oppose the suggested increase, but believed the 
margin should be absorbed by the railroads. 

The Merritt-Chapman Corporation said it had made an ap- 
plication to the Trunk Line Association for an increase in the 
allowance now included in the railroad tariff for the handling 
and delivery of shipments of heavy articles in and about New 
York Harbor and expected early opportunity to submit figures 
showing that the traffic handled by the company on these rates 
has resulted in a loss to it over an extended period. 

In a statement by J. L. Ackerson, president of the corpora- 
tion, it was said that “the charges collected for the services (of 
the handling and delivery of shipment of heavy articles) are 
those prescribed by the Interstate Commerce Commission tariff 
containing rules governing deliveries to New York Harbor which 
provide ,that the carrier should absorb out of its own rates up 
to 3 cents per 100 pounds for pieces weighing up to three tons 
and superimpose additional charges of 50 cents a ton over three 
tons and up to twenty-one, and $1.76 per ton for pieces weigh- 
ing over twenty tons and up to thirty-five. Above thirty-five 
tons charges are determined by agreement according to merit 
of service in each instance. 

“Inasmuch as these rates for most part have been in effect 
for perhaps a quarter of a century, during which time great 
economic changes have taken place, as the result of which the 
general level of all prices has been more than doubled, this cor- 
poration finds these old rates are unremunerative, and for this 
reason it has been its custom to avoid handling deilveries for 
common carriers unless the particular shipment was unusually 
heavy or contained a large number of pieces, so that the aggre- 
gate revenue at this rate provided would compensate us for the 
time of our men and equipment devoted to the service. 

“As we understand the situation, this corporation is not 
bound in any way by the public rates and is therefore at liberty 
to charge compensatory rates, which will certainly not be less 
than double those contained in the tariff above referred to.” 

The corporation suggested that the matter be taken up by 
the Trunk Line Association “‘unless the I. C. C. will approve of 
the increasing of the lines’ rates sufficient to provide for the 
absorption of a part or the whole of the stipulated increase in 
charges.” 

Such proposed increase is likely to affect the charges ulti- 
mately imposed on imports and exports. 

The conference rescinded its action of last month, whereby 
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it had opposed any interference with conference shipping freight 


rates by contract, and left the matter open for further investiga. 
tion and fact finding before acting since a hearing was to be 
held by the Shipping Board. 

Another resolution formally disapproved failure of the ex. 
press companies to comply with the formula laid down by the 
Commission in the fixing of rates in block territory expres 
rates in excess of rate ordered by the Commission. 

It was voted to instruct the committee on freight service to 
investigate the need of a publication showing package car gery. 
ice via all lines serving New York. 


BARGE-RAIL RATE CONFERENCE 
The Trafic World Washington Buregy, 


Representatives of shippers of Minneapolis and St. Paul, of 
northwestern railroads, and of the Inland Waterways Corpora. 
tion conferred November 6 with Chairman Eastman, Commis. 
sioner Esch and Director Hardie of the Commission’s bureau of 
traffic with reference to a request of the shippers that joint rajj 
and barge rates be established between the Inland Waterways 
Corporation and the rail carriers connecting with the barge line 
at Dubuque, Iowa. An effort was made to get the rail carrier 
representatives to agree to establishment of such rates, but 
their position was that such rates would result in a reduction of 
revenues and that under existing conditions they could not vol- 
untarily agree to the proposal. The upshot of the conference 
was that it was agreed that a formal proceeding should be 
brought by the shippers and the Inland Waterways Corporation. 
A complaint is to be prepared at once. In a statement issued by 
the shipper group it was declared that the shippers were disap- 
pointed “in the attitude of the rail carriers in not co-operating 
with the governmental agency that Congress had created for 
the purpose of providing relief in the Mississippi valley.” 

“The policy of Congress to foster water transportation is 
very clearly set forth in the transportation act,” the shippers’ 
statement said. “Water transportation, like rail transportation, 
cannot exist without joint traffic arrangements. No railroad line 
could exist without joint arrangements with other carriers. Con- 
gress, foreseeing this, conferred special authority upon the Inter- 
state Commerce Commission to require rail carriers to enter into 
joint water-and-rail rates. The carriers now have joint rates 
among themselves notwithstanding the fact that they have to 
short haul themselves in order to do so. This is true in Min- 
nesota. There was no reason given why similar arrangements 
should not be entered into with the barge line. Furthermore, 
by reason of the previous action of the Interstate Commerce 
Commission, the lower Mississippi valley is now enjoying joint 
rail and water rates and we cannot understand why the upper 
Mississippi valley should not also have the benefit of these joint 
rail and water rates and this cheaper transportation. The con- 
tention of the rail carriers that these joint rates, by giving 
cheaper transportation, would reduce their revenues was an- 
swered by the statement of the shippers that the industrial wel- 
fare of the northwest demanded cheaper transportation and that 
the railroads whose prosperity was closely identified with the 
prosperity of the northwest would share in the increased pros- 
perity that would follow from the benefits to be derived from 
cheaper rates.” 

Representatives of the carriers expressed willingness to co- 
operate in facilitating the procedure in the formal proceeding 
that will be instituted. . 


The representatives of the shippers included Representative 
Newton, of Minnesota; Frank B. Townsend, director of traffic of 
the Minneapolis Traffic Association; Herman Mueller, traffic 
director of the St. Paul Association; E. J. Ellertson, general 
chairman of the shippers’ committee, Minneapolis; Col. George 
C. Lambert and R. P. Warner, of St. Paul. The representatives 
of the rail lines included C. E. Spens, vice-president in charge of 
traffic of the Burlington; H. E. Pierpont, of the C. M. & St. P.; 
V. D. Fort, of the Illinois Central; T. E. Sands, of the Soo Line; 
A. F. Cleveland, of the Chicago & North Western; and Arthur 
MacKenzie, of the Chicago, Rock Island & Pacific. Brig. Gen. 
Ashburn and Theodore Brent represented the barge line. 

A thought among well informed traffic men is that when the 
formal complaint is filed by shippers at the Twin Cities and 
other points with a view to having the Commission establish 
joint rail-and-barge rates, the railroads will raise a question as 
to whether there is a foundation for the impression, created by 
the decision of the Commission in the Mississippi-Warrior barge 
line case, that 80 per cent of all-rail rates was the proper basis 
for joint rail-and-barge rates. While the description of the joint 
rail-and-barge rates basis is usually “80 per cent of the all-rail 
rates” that is really not an accurate description. 

The method may result in the making of some rates that 
happen to be 80 per cent of the all-rail rates but that is not the 
invariable result. For instance, the present all-rail rate from 
Chicago to Twin Cities is 98 cents first class. The rate from 
Dubuque to Twin Cities is 90 cents. The barge-line rate, when 
established, will be 80 per cent of the all-rail rate, or 72 cents. 
Under the proposed rule for the making of rail-and-barge 
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tes from Chicago to Twin Cities via Dubuque, 18 cents, the 
iifference between the all-rail and barge-line rates from Dubuque 
to Twin Cities would be deducted from the all-rail rate of 98 
ents, making a rate of 80 cents, first class. Eighty per cent 
of the all-rail rate would be 78.4 cents. The joint rates would 
wr considerably from the so-called 80 per cent of all-rail basis, 
the variation being due to the quantity of the all-rail rate from 
which the difference of 18 cents was to be deducted for the barge 
haul from Dubuque to Twin Cities. 


Those who have disagreed with the Commission in the mat- 
ter of joint rail-and-barge rates via the lower Mississippi barge 
line and its rail connections have always been inclined to ques- 
tion whether there is a record showing a real foundation for 
the 80 per cent rule. Their thought has been that that was an 
almost arbitrary selection, without much testimony to show 
that the barge line could perform the service for rates made 80 
per cent of the all-rail rates. 


As to the route from Chicago to Twin Cities via Dubuque it 
js pointed out that via the Burlington the freight has traveled 
about half the distance to the Twin Cities when it is handed to 
the barge line at Dubuque, but is not much if any nearer the 
Twin Cities than it was when it left Chicago. It therefore must 
be transferred to the barge, supposed to be an expensive opera- 
tion, and then hauled by barge almost, if not altogether, as far 
as it would be hauled in making the all-rail trip from Chicago to 
the Twin Cities. When the barge gets it to Minneapolis, it must 
be transferred, in many instances, to cars and switched to final 
point of delivery. 

The point is made that after it gets on the barge at Dubuque 
it has to be hauled about as many miles as if it were then only 
leaving Chicago, with two expensive terminal services before it 
in addition to the road-haul, whereas if it had been left in the 
cars in which it was placed at Chicago and taken directly to the 
Twin Cities there would have been only one terminal service. 

A suggestion is that if the barge line could really perform 
the service for less cost than the railroads, there would be real 
reason for establishing such a relatively circuitous service in- 
volving two river transfers in addition to all the rail terminal 
services in many instances that would have to be performed 
on an all-rail haul between the two cities. The thought is that 
in the formal case to be initiated, the railroads will make an 
effort to force the barge-line to show that it really can save the 
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shipper something and that for that reason there would be joint 
rates. 

Railroad traffic men involved in this matter are inclined to 
regard the move in this instance as a bit of strategy on the 
part of shipper traffic men to avoid an increase in class rates in 
western territory, even as the shipper traffic men regarded Ex 
Parte 87, initiated by the railroad men, as a strategic move to 
head off reductions which shippers, they thought, were insisting 
should be made in accordance with the Hoch-Smith resolution. 


Plea for Upper River Barges 


Secretary of War Davis this week heard the plea of rep- 
resentatives of shippers and business men of Minneapolis and 
St. Paul and other upper Mississippi river cities for addition 
of one tow boat and 45 barges to equipment now in course of 
construction for use by the Inland Waterways Corporation on 
the upper Mississippi. Present plans provide for three tow boats 
and fiften barges. Representative Newton, of Minnesota, headed 
the delegation and urged the Secretary of War to provide the 
additional equipment. Four tow boats and sixty barges must 
be provided for the upper river service if it is to prove suc- 
cessful, the secretary was told. 

Secretary Davis said it was his ambition to make the upper 
river barge line a great success. He asked Representative 
Newton whether Congress would provide the funds for the ad- 
ditional equipment. The representative said he would urge 
favorable action before the house committee on appropriations. 
Congress has authorized purchase by the government of $3,000,- 
000 of capital stock of the Inland Waterways Corporation. The 
maximum capital stock that may be issued and sold to the gov- 
ernment, under the inland waterways corporation act, is $5,000,- 
000. It was said that, with an additional appropriation of $2,000,- 
000, the additional equipment could be obtained and money be 
made available for contingencies. It was estimated that the 
equipment asked for would cost about $1,200,000. 

Representative Newton said, in effect, that the shippers of 
the northwest were suffering on account of rate burdens as the 
result of rate increases and the results of operation of the 
Panama Canal. He said the shippers of the Twin Cities and 
the northwest were looking to waterway development to relieve 
them, in part, of the rate burdens referred to. Other members 
of the delegation also addressed the secretary along similar 
lines. The shippers desire a five-day schedule on the upper 
river. The secretary did not indicate what his decision would 
be. In addition to Mr. Newton, the delegation included the fol- 
lowing: C. C. Webber, president, Deere & Webber Co.; Ber- 
nard Bros, president, Wm. Bros. Boiler & Mfg. Co., and rep- 
resenting Manufacturers’ Association of Minneapolis; W. W. 
Morse, president, Security Warehouse Co.; Geo. H. Partridge, 
president, Wyman, Partridge &-Co.; A. R. Rogers, preidsent, 
Rogers Lumber Co., president, Minneapolis Civic and Com- 
merce Assn.; H. R. Weezner, president, Wabash Screen Door 
Co., president, Minneapolis Traffic Assn.; H. Davey, traffic man- 
ager, Minneapolis Steel & Machinery Co.; Frank B. Townsend, 
director of traffic, Minneapolis Traffic Assn.; H. B. Utley, vice- 
president, International Harvester Co.; T. F. Cunningham, presi- 
dent, Mississippi Shipping Co., New Orleans, representing lower 
Mississippi business interests; R. P. Warner, vice-president, 
Griggs, Cooper & Co.; E. J. Ellertson, assistant secretary, Rus- 
sell Grader Manufacturing Co.; E. B. Ober, president, Minnesota 
Mining & Manufacturing Co.; Geo. C. Lambert, receiver, Equity 
Cooperative Exchange; B. F. Peek, vice-president, John Deere 
& Co., ‘Moline, Ill.; Arthur E. Stewart, city attorney, St. Paul, 
Minn.; Herman Mueller, traffic director, St. Paul Assn.; Roy A. 
Young, governor, Federal Reserve Bank, Minneapolis, Minn.; 
John Mitchell, federal reserve agent, Minneapolis, Minn.; and 
A. C. Wiprud, secretary, Upper Mississippi Barge Line Co. 


RATES ON WOOD PULP 


The Traffic World Ottawa Bureau 


The Board of Railway Commissioners has dismissed the ap- 
plication of the Canadian Shippers’ Traffic Bureau for an order 
disallowing alleged unlawful rates charged by the Candian Na- 
tional Railways on carloads of woodpulp from Bathurst, N. B., 
Port Arthur, Ontario, and other points to Toronto in excess of 
rates contemporaneously in effect to Columbus, Ohio, and other 
United States destinations. A declaratory order will be issued 
on the question of the legality of the rates concerned. 

In his judgment Commissioner McLean pointed out that the 
lack of power of the board under the railway act to order re- 
funds had been many times set out. The situation under the rul- 
ing of Chief Commissioner Killam and under decisions of Chief 
Commissioner Mabee, upheld by the Supreme Court and the 
Privy Council, is that the board has no power to order refunds, 
and that it has power to make a declaratory order in respect of 
what is the legal rate. In view of the fact that the question was 
raised in the present application, he said it might be well to 
summarize the situation under the railway act. 


Under date of March 5, 1907, Chief Commissioner Killam ruled 
in re Complaint of the Dominion Concrete Co., Ltd., Report Board of 
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Railway Commissioners, 1908, pp. 124, 125, that the Board 
empowered to make a retroactive alteration in a tariff w 
not contrary to any of the provisions of the Railway Act, s 
apply the alteration to past transactions. He also ruled in re 
E. B. Eddy Co.’s Complaint, Ibid. p. 127, that the Railway Act gave 
the Board no power to permit a departure from the lawfully existing 
tariffs in respect of past transactions, or to legalize rebates from 
the previously earned tolls specified in such tariffs. 

The next step in connection with the definition of the power of 
the Board in this regard will be found in the decision rendered in 1999 
by the late Chief Commissioner Mabee in British American Ojj Co 
vs. G. T. R., 9 Can. Ry. Cas., 178. Here, the following words wer. 
used at p. 190: 

“We find that the legal toll chargeable upon the shipments jp 
question was 20c per 100 lbs., and that that toll is still in forge. 
and the respondents should be at liberty to refund the differenc 
between that sum and the sum collected.” 

In 1911, the same subject matter was before the Board in British 
American Oil Co. vs. C. P. R. Co., 12 Can. Ry. Cas., 327. At p. 33 
Chief Commissioner Mabee used the following language: ; 

“Of course, the Board has no power to order any refund; it can 
only declare what the lawful rate was or should have been; and the 
parties are left to whatever redress they may be entitled to conse. 
quent upon that declaration.” 


On June 4th, 1912, decision was rendered by the Supreme Cour 
in G. T. and C. P. R. Cos. vs. Canadian & British American Oil Cos. 
14 Can. Ry. Cas., 201. This decision upheld the power of the Board 
to make a declaratory order. 


In C. P. R. Co. and others vs. Canadian Oil Cos., Ltd. (1914) 
A. C., 1022, the Privy Council held that the Board had jurisdiction 


to make a declaratory order as against the carrier that rates exacted 
by it between certain dates were illegal. 


is y 
hich t 
O a8 ty 


Commissioner McLean then cited a long list of decisions 
where the board held it had no power to “order” a refund, and 
that if the railways did not adjust on the basis of the difference 


in excess of the rate found to be illegal, the parties were left to 
their own redress. 


With regard to the question of rates, there was a reduction 
from 40% cents to 37 cents, and the applicant claimed adjustment 
on the lower basis. On this point Commissioner McLean said: 


: The hitherto existing rate of 40%c has not been found to be 
illegal; it has not been found to be unreasonable; and no ruling has 
been made as to what should be a reasonable rate for the future. 
The voluntary filing by the railway of a rate on a lower basis than 
that hitherto existing creates no presumption that the hitherto 
existing rate was unreasonable. No submission has been advanced 
justifying the application of the 37c-rate as a maximum in the case 
of the past rates. 


The applicant made various comparisons between rates in 
Canada and those in the United States for approximately similar 
distances. Reference was made to the rate from Bathurst to 
Toronto as compared with the rate from Bathurst to Buffalo. 
Bathurst to Toronto has a mileage of 856 and the rate is 34% 
cents. Bathurst to Buffalo, over the route in which the Cana- 
dian National is interested, has a mileage of 959 and a rate of 
33. Rates were cited from Berlin, N. H., to Rittman and Cleve- 
land, Ohio; Bangor to Cleveland; Mount Desert, Maine, to Cleve- 
land, Toronto and Windsor, Ontario; and from New London, 
Conn., to Thorold, Ont. Applicant contended that, inasmuch as 
there was a rate of 29% cents in effect between the points above 
cited for hauls of equal or greater mileage than from the Cana- 
dian shipping points to Toronto that would be a proper measure 


by which to establish a 20% cent rate to Toronto. Commis- 
sioner McLean said: 


The rates which applicant desires to build up to Toronto are 
proposed to be built on mileage, but at the same time the United 
States rates with which comparison is made include group rating 
arrangements. Group or blanket arrangements being made on aver- 
ages of distance and producing average conditions do not afford any 
necessary criteria of what is a reasonable rate on a mileage basis. 
The rate to Columbus as compared with the rate to Toronto having 
simply a one-cent difference shows a factor of blanketing. Aside 
from the fact that from Detroit there is a blanket rate which is 
not under the Board’s jurisdiction, it may be noted that there was 
nothing advanced to show that this blanket rate was unreasonable 
in itself. Manifestly it is illogical to attempt to build up a mileage 
structure on the basis of comparison with grouping arrangements. 

With regard to the rates on woodpulp from points in Canada to 
the United States, it is stated by the railway company that the 
situation is altogether different. It is stated that the great growth 
of the industry in recent years has resulted in a production very 
much greater than the consumption within Canada, and conse- 
quently to assist the Canadian producer to find a market in the 
United States and compete with the United States mills, also impor- 
tations from foreign countries, it was necessary to establish com- 
petitive rates from Canada to the United States somewhat relatively 
lower than the rates within Canada. From Bathurst to Buffalo, 
959 miles, the rate is 33c. At Buffalo, there is competition from 
New England mills, also with the Scandinavian countries. 

The fact that the Canadian National gives a 33c rate to Buffalo 
over its long route from Bathurst as compared with the 34%c rate 
to Toronto was made the subject of analysis by the Deputy Chief 
Commissioner in the course of the hearing. Reference was made to 
the mileage location of various producing points shipping into Buffalo 
and with which the Canadian National is in competition. The con- 
trolling effect of these groups, however, would appear to be in the 
short distance mileage and the rate attaching thereto. In order that 
the shipment from Bathurst to Buffalo over the Canadian National, 
with a distance of 959 miles, may get into Buffalo, it has to compete 
with the rate from Woodlawn, Me., which is controlled by the short 
mileage of 823 miles and the rate attaching thereto of 32c. The 
Canadian National movement, 67 miles longer than the long distance 
mileage to Woodlawn, Me., is charged one cent more. 


In the submissions placed before the Board from time to time, 
it has been contended that American rates shall be the criteria of 
reasonableness, where such rates are lower than Canadian rates. 
In Manitoba Dairymen’s Assn. vs. Dominion & Canadian Northern 
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Express Cos., 14 Can. Ry. Cas., at p. 149, the following language was 
used: 


““Ag I construe the Railway Act, the Board must find its criteria 
of the reasonableness of the Canadian rates within Canada.” _ 

At p. 148 of the same Judgment, in dealing with the question of 
deetmeineiian. it was pointed out that the Board had already held— 

“that where the traffic compared moves over two different routes, 
this precludes the mere reference to difference in mileage rates being 
taken as prima facie evidence of discriminatory treatment, and that 
this held with especial force where comparisons are made with the 
rates of railways which are not subject to the Board’s jurisdiction.’ 


Riley vs. Dominion Express Co., 17 Can. Ry. Cas., 112, at p. 115, 
it was said: 


“Rates as arrived at in the United States are not the criteria 


of reasonable rates in Canada unless the circumstances in both cases 
are on all fours.”’ 


In re Telegraph Tolls, 20 Can. Ry. Cas., 1, at p. 6, it was said: 
“The comparisons between rates in the United States and those 
in Canada are informative but not conclusive. They have no neces- 
sary conclusive bearing on the reasonableness of rates in Canada.” 


CANADIAN CAR LOADING 


Car loadings for the week ended October 30 were 84,081, this 
being the third week to exceed 80,000 cars. Grain loading in- 
creased 911 cars over the previous week, but was 4,445 cars 
heavier than last year, when the weather was very unfavorable 
in October. Live stock increased 339 cars over the previous 
week, coal was slightly lighter, all forest products showed small 
increases, and miscellaneous freight increased 168 cars. Mer- 
chandise and coal showed small decreases. 

Compared with the corresponding week in 1925 the total in- 
crease was 10,572 cars. Besides the large increase in grain, 
merchandise increased 1,345 cars; miscellaneous freight, 2,240 


cars; coal 402 cars, lumber 410 cars, pulpwood 436 cars and ore 
777 cars were other increases. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


—For the Week Ended— 



























































Oct. 30, Oct. 23, Oct. 31, 
Commodities 1926 1926 1925 
Grain and Grain Products............. eos 4,638 4,095 4,414 
MEE tacusictacsdeaecodees iehetelecees, “ee 1,546 1,437 
Mi Hand nieonenendevienegees ees eeebesus “we 5,525 5,776 4,765 
EE Gide badetecotocevedusmenevewnn teens 434 386 392 
EE ss. wo aid Saige ddierns cece toddlers 2,886 2,669 2,664 
| EES Oe oS CREASE 1,553 1,476 1,096 
EEE 2,128 2,011 1,953 
Other Forest Products.........ccccccces ee 1,546 1,541 1,303 
i EES a ne on + «es eee 1,287 930 
meee, Ba ©. Bs. ccsvievcccnccovecwaes 12,967 13,290 12,454 
rere neh pre aka ececre's 13,560 13,379 11,794 
BOUNs GOP GOON oie csecdiccicvesecs 48,491 47,456 43,202 
Total Cars Received from Connections 37,089 36,318 30,768 
WESTERN CANADA 
Grain and Grain Products......scccccccce 17,472 17,084 13,231 
Oe OS ee ae weecedeuwsde sasceee ele 1,614 2,008 
SEL decedeebercsevnseooenioe “ ,504 3,495 3,862 
ee . 59 80 22 
Lumber ...... ° ne ee « A067 939 849 
Pulpwood ae wes 34 68 55 
Pulp and Paper........... sevwens = nee 147 127 155 
Other Perest. Products. ..occcccccccccccs e 1,669 1,471 1,695 
cicE MP ENUEMREEE RECS Cheer Oeenoescinneos 789 821 660 
DI. Be, Cy Eps cciccccccccccocceeses 4,887 4,666 4,055 
PENS KG'bbee re meticeweewsneeeooeens 4,189 4,202 3,715 
TOC Came TOROOG oiocvvicicciocesiccccese 35,590 34,567 30,307 
Total Cars Received from Connections 3,537 3,545 3,497 
TOTAL FOR CANADA 
Grain and Grain Products............. ese 22,090 21,179 17,645 
BVO BiG cc cccccccesse Cocccccccece eccccce 3,499 3,160 3,445 
DD Musecreaetins Contedaaegacvanacmmaedane oe 9,029 9,271 8,627 
Coke ..... ii RSA OCE MEN RKe hee Cer eOREenee aCe 493 466 414 
I iad wale ures Wares a wudreekinacetne eae’ nue Sa 3,608 3,513 
Po are Ceerneeencenes coves “Sat 1,544 1,151 
PED GRE PORE. ccccccccccccccces eoecccoes mente 2,138 2,108 
Other Forest Products..........cceee0. “so Gee 3,012 2,998 
DU CRRSUAASe Cond cebacdneecceneeeeueed cease See 2,108 1,590 
oo SS eee seco Benes 17,956 16,509 
IN, a aidy-o0 conveiees iesdaeoeeceaes 17,749 17,581 15,509 
po ee re 84,081 82,023 73,509 
Total Cars Received from Connections 40,626 39,863 34,265 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products...........se0-. 368,795 346,830 
BU Bc cc cccccccccsstccdveseéoeusiovcces 93,647 102,850 
. eee ES RES SR 253,853 174,035 
ES ctweehess0hecqescuamneweoee ee 6ee ce Guse 15,870 12,399 
CS EET er bekeeseee 157,487 154,776 
EE cnncaceuanecne beer esieviodees ina ah 114,480 109,659 
Pulp and Paper........... mageuene a a: 102,454 87,785 
Other Forest Products...... Wiecasisavewsen 133,367 121,305 
Da ctidubcwndawereDneeewrieesennesiare 75,744 60,948 
I Ba, Cy, Dace cnrcccasancecectence 706,264 660,626 
I. Knees veeccbcgewambansenmenaet 619,949 556,361 
Total Cara Loaded.....cccccccccccsccs 2,641,910 2,387,574 
Total Cars Received from Connections 1,607,291 1,431,682 
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ALBERTA APPEAL EXPECTED 


Notice of the appeal of the government of Alberta to the 
Governor-in-Council in the discrimination rate case is expecta 
daily. The appeal grows out of a hearing in which the Boarg 
of Railway Commissioners divided evenly and, as the PFOvinees 
of Alberta and Saskatchewan were the applicants in the cag 
their application failed. The point at issué was whether th, 
eastbound grain rates in the northern parts of Alberta and 
Saskatchewan were discriminatory in that they were higher 
than the rates on the main line of the Canadian Pacific Railway 
in those provinces. Counsel for Alberta and Saskatchewan 
asked the Railway Commission to hold that they had made , 
prima facie case, and that the burden of proof that the djs. 
crimination did not exist was on the railways. On this questioy 
the Board divided evenly and the application failed. 


The object of this application by the provinces was to ge 
a decision from the Railway Commission on the eastbound rates 
on grain and flour before the decision is given on that point ip 
the general equalization rate case. On the settlement of this 
issue not only eastbound rates but westbound rates depen 
as existing westbound rates are themselves based on the east. 
bound tariffs. The attitude of Alberta and Saskatchewan jg 
that the only true Crows Nest Pass rates are those on the main 
line of the Canadian Pacific Railway. They asked the Railway 
Board to disregard the rates on the northern branches of that 
railway to Prince Albert, Saskatchewan, and Edmonton, Alberta, 
although those were recognized as Crow rates before the war, 
and again ever since the Crow rates were restored in 1922. The 
reason given by the western provinces for their demand igs 
that the higher rates on the northern branches are discrimina- 
tory, and they argue that this discrimination is forbidden by 
the act passed last June. The reply of the railways is based, 
first, on the general recognition of the existing rates over a 
period of more than twenty years, and, second, on the ground 
that, as the question of discrimination was to be considered, it 
should in fairness to the rest of Canada be treated as part of 
the general rate case which all interests, concerned would have 
a chance to be heard. 

When the case was before the Board, both sides had closed 
their argument and the question has remained for decision in the 
general equalization rate case. The final argument in this case 
will take place this fall, but the Alberta government probably 


hopes to secure an earlier decision through the Governor-in- 
Council. 


FREIGHT RATE INQUIRY 


The Dominion-wide inquiry into freight rates which has 
been pursued at intervals by the Board of Railway Commis- 
sioners for months past is to be terminated in three months. 
The Board will meet at Ottawa for “final hearing and argument,” 
according to a notice just issued. According to present plans, 
the commissioners will work on the case until shortly before 
Christmas, adjourn over the holidays, and resume early in 
January. 

No more sittings of the board in the general inquiry will 
be held at Ottawa. Evidence has been taken throughout the 
country, and huge masses of reports, recommendations and 
analyses of traffic conditions are before the Board. The Board 
has heard from private individuals, manufacturers, board of 
trade, and provincial government representatives, applications 
dealing not only with the rates on specific commodities, but the 
general basic tariff. Dozens of applications are filed for con- 
sideration at the final hearing and the arguments by the numer- 
ous interests represented are bound to be lengthy. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
August, 1926: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 


August, 


August, July, 
1926 1925 1926 
_ Provinces: Tons Tons Tons 
Prince Edward Island........... 5,640 5,607 7,266 
Co eer 666,225 326,129 646,870 
INOW TTUNBWIGCE 6.0 ccciccccceeses 185,527 184,470 203,250 
clay oo esixn. 5 caciernseosientns 1,586,757 1,536,089 1,848,868 
OE OE aes 4,021,648 3,873,002 4,015,162 
er eee ee ae 375,330 322,907 396,823 
PPP UNUTOOTD ow 5 ise ss: s:c tne cbse 225,999 185,159 346,985 
ID as ctnieia Wits « asetyiare ach amreteaecie 465,068 396,368 443,235 
Rese COMME 2.06 ccccscvceces 621,601 485,513 564,662 
Total for CANAAR. «066.6088 8,153,795 7,315,244 8,473,121 
Products: 
TONG, 6.5.6 Kove oonesesvdeves 871,508 794,160 1,115,271 
ern er - 280,200 293,929 283,726 
DN fs. Niicwresekeanscinncienewemmed - 3,501,030 3,020,111 3,413,216 
NE, Sbnciectundeasccumnwaneaena 1,108,007 1,041,581 1,277,913 
Manufacture and Miscellaneous. 2,393,050 2,165,463 2,382,995 
GS ROME og ocicid vvceiceiviences 8,153,795 7,315,244 8,473,121 


yas 


ses 
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Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 







O. G. Parsley 
Assistant Freight Traffic Manager 
MISSOURI PACIFIC RAILROAD CO. 
Railway Exchange Building 
St. Louis, Mo. 
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Loaded 
at Sta- 
tions in 
Canada 

Commodities Tons 
SE alcibicacc nn eeedaedwawhedennes 197,055 
MEE Re waKRiclesincsweecpeaeeudie ti 30,172 
ala rex cts Rca: Stan Sgrwroheh hvala SiG ITS 66,593 
Earley Peaialee Gull neme wemneawde ede os 

Ee wpwishawecnemnmadveswsiomen celein z 
Flax ied eGuak tm waee bere. othe ecacnedok 2,168 
EE Es giidieihiedibice-e e's ahenigiecer 4,635 
SE cacenaatneets diuusew sake wie 111,911 
Other Mill Products............ 83,079 
BP GN CROW oc cccesccveteces 27,386 
EE Cnet ga weld ein he eek arse.e G4: 0rs 837 
eran 6,106 
Gener Fruit Ciresh).....cccccecs 15,155 
I ot ial alrtnine nidianarniee a ee 6,545 
Other Fresh Vegetables......... 7,816 
Other Agricultural Products.... 7,794 

WN wae pekewanvetns eunenee 609,657 
UR a cu cc dsdennedcisewoenesine 7,139 
CSeNe GNA CRIVES.....< cccccscccecs 72,795 
ac de ae eh awuy Aue nciglane gala 4,505 
DT cht wekwawh @acaaawe dt veils oeee 23,186 
Dressed PEGGLE CITEGI) .ccccsccces 8,121 
Dressed Meats (cured or salted) 5,789 
Other Packing House Products. 3,116 
DME eaicenuidcencetecveveucee 188 
a a woes 1,081 
MGCCOP ENE CHEESES. 2.0 ccccvecces 15,147 

ee ae enewne 3,273 
EIGeOS ORG LeGthET......cccccscs. 5,123 
Other Animal Products......... 3,850 

NN Suis we a orale owtace ee 153,313 
MmOBCNTECItS Coal.......cscceccccvs 21,637 
ST rrr 734,322 
Cs cacees ceseeradeucee 141,485 
I lea cie bb siclccia scieaestoooe ence 36,228 
SS eee ees 1,768 
Other Ores and Concentrates... 274,572 
Base Bullion and Matte........ 14,003 


Clay, Gravel, Sand, Stone (ersh.) 765, 182 
Slate—Dimension or Block Stone 16,094 
Crude Petroleum 


pew viclaee welewmers 5,362 
EMI oo cv aindins cinciade-dusese * 40,868 
DEY aie caalen a Gadde xs eitiweéve 11,434 
Other Mine Products........... 41,189 

EE  haivctbatieind nediiiidesean 2,104,144 
Logs, Posts, Poles, Cordwood... 195,825 
i ‘wiwnennewee Gis ennumewacedwed 12,336 
NOI nc cGidciccnvewwiewweeecs 250,766 
Lumber, Timber, Box Shooks, 

Staves, Heading norenetaeeaarain 481,939 
Other Forest Products.......... 32,780 

EE Had Giawyeouwninecadite 973,646 


Refined Petroleum andits prods. 148,726 


RE | 25,397 
ZeOn, DIS ANG HlOeM......cceeece 22,545 
Rails‘ and Fastenings........... 6,880 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe......... 45,322 
Castings, Machinery and Boilers 2 868 
ren soe 69,188 
Brick and Artificial Stone...... ts 024 
Lime and Plaster............00- 36,964 
Sewer Pipe and Drain Tile..... 9,889 


Agricultural Implements and 
Vehicles other than Autos.. 33,760 
Automobiles and Auto Trucks... 15,115 


MROURGROIR GOOGB eo... cccccccecces 3,592 
IN ad nwiadbteeeerweswwees 3,562 
Liquor Beverages. ..........-00. 25,692 
Fertilizers, all kinds............ 15, 649 
Paper, Printed Matter, Books.. 128, 556 
eee 125, 998 
Fish (fresh, frozen, cured, etc.). 6, 918 
Canned Meats.................. 248 
Canned Goods (all canned Food 
Products other than Meat). 15,491 


Other Manufactures & Miscel.. 308,528 


DEE cvcccceeesrensweeee 269,144 
er ee 1,527,056 
GRAND TOVAL:. 200000000008 5,367,816 


*Decrease. 
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Received 
from Foreign 


Connections Destined to 





-Total Freight Originated-———\, 


Cumulative Total 


Canadian Foreign For To 
Points Points Month Date 
Tons Tons Tons Tons 
1,496 31,050 229,601 4,998,635 
10,409 7,306 47,887 445,460 
2,617 15,730 84,940 1,215,707 
373 3,014 34,520 449,794 
i 1, 394 12,666 110,458 
1,237 28 3,433 77,632 
438 2,062 7,135 114,560 
1,510 48,267 161,688 1,454,510 
2,218 44, 791 130,088 1,144,084 
234 1,340 28,960 663,070 
1,791 3,225 5,853 81,796 
2,530 2,015 10,651 85,961 
30,280 19,848 65,283 290,041 
338 1,336 8,219 337,385 
1,438 3,510 12,764 155,461 
8,506 11, 520 27,820 387,546 
65,415 196,436 871,508 12,012,100 
ANIMAL PRODUCTS 
109 72 7,320 63,641 
185 1,526 74,506 446,680 
18 392 4,915 26,920 
hacia 1,517 24,703 237,346 
4,785 29,193 42,099 324,609 
3,689 14,414 23,892 217,305 
8,012 13,052 24,180 158,765 
sean 7,434 7,622 44,517 
75 10,142 11,298 122,380 
ineeiaia 14,995 30,142 207,781 
667 5,139 9,079 43,744 
1,980 5,127 12,230 103,771 
1,123 3,241 8,214 64,767 
20,643 106,244 280,200 2,062,226 
MINE PRODUCTS 
379,067 189,051 589,755 3,414,811 
473,314 16,855 1,224,491 9,052,330 
eaace o+veeee 1,485 959,486 
61,591 158 97,977 914,816 
85,465 31 87,264 359,912 
8,966 3,758 287,296 2,167,210 
isicnipte 771 14,774 73,289 
31,822 36,539 833,543 3,925,656 
2,031 11,234 9,359 218,514 
53,342 77 58,781 378,650 
3,146 4,535 48,549 139, 384 
11, "192 8,797 31,423 242,197 
10, "855 4,289 56,333 307,680 
1,120,791 276,095 3,501,030 22,153,935 
FOREST PRODUCTS 
760 12,123 208,708 2,350,080 
400 1,786 14,522 »144 
347 439 251,552 3,047,912 
35,154 72,913 590,006 4,641,224 
3,831 6,608 43,219 391,092 
40,492 93,869 1,108,007 10,538,452 
MANUFACTURE AND MISCELLANEOUS 
58,317 11,603 218,646 1,256,793 
3,345 30,709 59,451 439,848 
6,456 5,249 34,250 267,571 
765 694 8,339 89,377 
46,527 39,272 131,121 1,080,410 
10,344 24,226 57,438 443,238 
1,235 4,335 174,758 782,745 
11,629 4,082 102,735 591,707 
2,286 2,230 41,480 274,326 
651 590 11,130 69,687 
10,983 14,486 59,229 325,776 
12,448 119,103 146,666 1,293,153 
458 374 4,424 53,965 
269 5,205 9,036 61,707 
512 1,411 27,615 180,677 
3,473 1,268 20,390 253,549 
1,799 32,205 162,560 1,339, "347 
2, 257 »729 133,984 1,077,639 
36 766 7,720 60,746 
30 85 363 8,008 
1,439 14,703 31,633 234,260 
74,137 189,017 571,682 4,511,681 
25,465 83,791 378,400 2,792,039 
274,861 591,133 2,393,050 17,488,249 
1,522,202 1,263,777 8,153,795 64,254,962 


Increase 
Over 
1925 
Tons 

1,329,548 

»746 
17,688 
57,826 

*62,485 
*25,786 
24,078 
91,245 
127,396 
208,383 
*1,130 
10,660 
60,392 
5,285 
*2,722 
66,617 


1,992,741 


5,703 
5,458 
24 
*54,152 
*26,064 
11,606 
*40,219 
1,849 


*85,739 


*545,312 
1,605,613 
769,845 
244,894 
122,384 
658,363 
*2,669 
878,746 
10,398 
105,136 
17,863 
11,242 
*35,626 


3,840,877 


417,475 
*25,801 
163,752 


231,182 
*3,894 


782,714 


104,669 
*89,919 

45,953 
*23,293 


210,094 
90,409 
66,924 
10,958 

*14,995 

4,653 


132,351 
*33,729 
4,983 
963 


30,012 
470,412 
267,491 

1,655,776 


8,186,369 


REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF AUGUST, 19% 


AGRICULTURAL PRODUCTS 
Originated 





RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (PER CENT) 


Commodity Group 
Agricultural 
Animal 
Mine 
Forest 


ee 


COPS HCC H Cee Sees eeeeerereseeeeesereses 
ae | 
COC CCH eee eee eee eee ee eEeeerereseseses 


Total 


Freight 
Carried 
Seats 10.69 






eeeee 


Loaded at 
Stations in Canadian 

Canada Points 
7.48 .80 

1.88 .25 

25.81 13.74 
11.94 -50 
18.73 3.37 


65.84 


Received from Foreign Connections— 
———Destined to———, 
Foreign 
Points 


18,66 
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Terminated 
Unloaded Deliv. 
at Sta- ered to 
tions in Foreign 
Canada Connections 
Tons Tons 
122,697 72,5 
12,890 33,969 
56,883 33,628 
21,290 5,050 
6,990 1,558 
3,595 ) 
4,050 3,684 
73,768 97,84) 
63,625 66,024 
18,498 0,417 
2,481 2,53 
5,871 2,109 
47,275 25,018 
5,036 3,615 
8,159 3,918 
12,746 13,597 
ee ss 
465,854 375,215 
7,013 204 
66,270 4,735 
4,333 529 
23,989 1,760 
7,707 30,712 
2,685 24,983 
2,892 18,699 
109 6,174 
1,108 10,142 
11,131 16,054 
1,443 41158 
4,317 7,590 
1,715 4,827 
134,712 129,852 
363,471 188,376 
1,174,678 48,289 
75,383 5,388 
95,254 3,371 
86,880 283 
261,268 21,832 
3,458 1,216 
748,877 68,315 
18,594 11,783 
54,605 vi 
38,767 4,686 
20,368 14,109 
18,210 24:079 
2,959,813 391,810 
187,694 37,204 
9,845 3,605 
137,042 117,617 
349,976 243,241 
24,585 11,693 
709,142 413,360 
197,100 14,007 
33,540 34,450 
24,937 5,498 
6,887 1,298 
76,688 44,659 
33,962 25,774 
160,924 5,108 
92,104 5,889 
52,663 2,870 
13,511 605 
38,522 23,902 
22,499 125, "759 
4,036 "699 
3,916 5,393 
23,909 3,405 
16,076 5,255 
21,394 151,623 
27,247 81,380 
3,843 4,481 
327 262 
11,239 16,868 
339,660 261,145 
307,769 91,632 
1,512,753 911,957 
5,782,274 2,222,194 
Delivered 


Unloaded at to For- 
Stations in eign Con- 


Canada 


5.71 
1.65 
36.30 
8.70 
18.55 


70,91 














188,376 
48,289 
5,388 
3,377 
283 
21,832 
1,216 
68,315 
11,783 
7 
4,686 
14,109 
24,079 


—__——. 


391,810 


37,204 
3,605 
117,617 
243,241 
11,693 


413,360 


14,007 





November 13, 1926 THE TRAFFIC WORLD 1137 
a aa i aaa aaa nin sa 
TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


JACKSONVILLE, FLA. ST. JOSEPH, MISSOURI 





WIESENFELD WAREHOUSE COMPANY barnes 
General merchandise storage and distribution. DISTRIBUTORS 
Prompt and intelligent service. : 
References: Any jobber, banker or transportation man in the city. DISTINCTIVE WAREHOUSE 
DEEP WATER AND RAIL CONNECTIONS AND a 








INDIANAPOLIS, IND. 


WAREHOUSE 
“Service That Will Satisfy” 


THE MERCHANDISE STORAGE CO. 


U. S. BONDED 


COLUMBUS, OHIO Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 
Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 
““Service That Satisfies’’ 











DENVER, COLORADO UNCLE 


SAM 
KNOWS 


which is the quickest route between the Orient and 
the United States. The ADMIRAL ORIENTAL 
LINE is one of the official government Mail Carriers 
across the Pacific. Seapost Clerks (ocean counter- 
parts of railway mail clerks) are carried on each 
A.0O.L. ship to sort mails at sea. Express, Passen- 
ger and Cargo Service. Sailings every twelve days, 
from Seattle, to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 





paki oe ta 
FIREPROOF hag agree my ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company 






L. L. BATES, General Freight Agent, Seattle, Wash. 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia. ..Wednesdays and Saturdays 
From Houston........ Mondays and Thursdays 






ORIENTAL 







Other Offices at New York, Beston, Philadelphia, Detreit, Chieage, 
Portland, Ore., Tacoma, Wash., Vanceuver, B. C., Victoria, B. C. 


SEATTLE, WASH. 


CHICAGO, ILL. 


LOCATED NEAR LOOP 


40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 
Space for Rent 
Representative 
NATIONAL WAREHOUSING, INC. 


296 Broadway, New York, and 
37 Drumm St., ‘San Francisco 





Low Rates Quick Dispatch Thru Package Cars 





GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


S00 TERMINAL WAREHOUSES 


Storers and Distributors 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 









Cool Temperatures 


“THE ECONOMICAL WAY” 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts \ 
"praateaiaalreayreteces eee km 






(District Court, E. D., New York.) Showing that charterer, 
on receiving vessel, towed it to another place, loaded it with 
cargo, but returned it, with hole two feet in diameter in its 
bottom, coupled with charterer’s admission of some damage, held 
sufficient to entitle owner to interlocutory decree in libel for 
damage.—King vs. Petterson, 14 Fed. Rep. (2d) 532. 

Warranty of seaworthiness is implied in oral charter of 
vessel,—Ibid. 

In libel of charterer for damages to vessel, burden of proving 
negligence is on libelant.—Ibid. 

Proof of failure of charterer to return boat in same condi- 
tion in which she was received, as agreed, makes out prima facie 
case of negligence, in libel for damages.—Ibid. 


CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National Railways for the 
ten days ended October 31 were $9,296,935, as compared with 
$9,118,336 for the same period of 1925, an increase of $178,599. 
Earnings of the Canadian Pacific for the same period were 
$6,864,000, an increase of $1,105,000. 


CANADIAN RAIL WAGES 


Acceptance of the majority award of the board of con- 
ciliation, which decided against an increase in wages to Canadian 
railway men, has been declined by representatives of the 
workers. Following meetings of the Brotherhoods of Railway 
Carmen and Trainmen and the Order of Railway Conductors 
held in Montreal and Winnipeg the taking of a strike vote was 
begun on November 7. “Are you in favor of a peaceful with- 
drawal from the service if you are not conceded the same 
rates of pay as have already been granted on the railways of 
the United States?” is the question put to the 15,000 conductors 
and trainmen affected. 

The referendum which the employes are now being called 
on to take is in the nature of an authority to the executive. 
A vote in the affirmative to the above question would not neces- 
sarily mean that a strike would follow, but that the executives 


would be authorized to call out the men if it were deemed wise 
to do so. 


CANADIAN BOARD ORDER 


The Board of Railway Commissioners has issued orders 
authorizing the Canadian National to open for traffic that portion 
of its Dunblane Central Butte branch from junction at Dunblane 
to junction at Central Butte, Saskatchewan, directing Canadian 
National and Canadian Pacific to establish interswitching facil- 
ities at Melfort, and directing that, on completion of track con- 
nection between Canadian National and Canadian Pacific at 


Red Deer, Alberta, interswitching facilities be established forth- 
with. 


NORTHERN PACIFIC ASKS REVIEW 


The Northern Pacific, in law No. 72242, Northern Pacific vs. 
Interstate Commerce Commission, has applied to the supreme 
court of the District of Columbia for a writ of certiorari, 
addressed to the Commission, directing the latter to send to the 
court for review, the papers in the matter of the certificate is- 
sued to the Secretary of the Treasury to the effect that it had 
found the treasury owed the Northern Pacific $7,000,000 under 
the guaranty section of the transportation act. The Northern 
Pacific has raised the question whether the Commission, under 
section 212, has the power to correct a certificate setting forth 
that the government owes a carrier a definite sum. 

There is no dispute about the prior certificate for $5,000,000 
issued. The question has arisen only in connection with the 
certificate for $7,000,000, and the attempt of the Commission to 
correct it and say that the original certificate issued by it was 
for about $1,300,000 more than the government owed. 


ALBERTA TAKES M. D. AND B. C. 


Premier Brownlee, of Alberta, announced that the province 
would take over the operation of the Edmonton, Dunvegan & 
British Columbia Railway on November 10, when the operating 
agreement with the Canadian Pacific Railway expired. A last- 
minute offer was made by Vice-President Coleman,.of the Cana- 
dian Pacific, which was $80,000 better than President Beatty’s 
offer of last May, but both offers were rejected and an agreement 
is completed with the Canadian National Railways for the han- 
dling of the traffic. 

The chief points in Premier Brownlee’s statement are: 
Continuation of the existing freight rates into the Peace River 
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country; the use of the Canadian National depots and term; 
by both the Edmonton & Dunvegan and the Alberta & (req 
Waterways Railways; no impairment of service. 

Other points of importance not mentioned in the statey, 
include serioous consideration by the provincial government 
the providing of extensions nerth and south of the Peace Riv» 
from the present end of steel at Whitelaw to Waterhole op the 
north side of the river, and from the present end of stegj at 
Wembley on the south, to Beaver Lodge. John Callaghan, Dro. 
vincial deputy Minister of Railways, will be appointed Benen 
manager of the railways, succeeding James A. McGregor, Who 
has been general manager under C. P. R. operation. 

The statement said nothing as to any period of time ty 
which the agreement with the Canadian National is to be 
force, which presumably leaves the question of an outright ga, 
of the road still open. 


HEARING IN COAL CASE 


Hearing in No. 18025, Old Ben Coal Corporation against th 
Alabama & Vicksburg and others, was ended in Chicago befor 
Examiner Satterfield this week. 

H. A. Tuohy, traffic manager, Springfield, Ill., Chamber of 
Commerce, intervener for the defense, put a number of oper. 
ators from the Springfield district on the stand to present facts 
concerning the operating and market conditions affecting the 
mines there. They ask that corresponding reductions in rate 
be made from the Springfield district, should the complainants 
request for lower rates be granted from southern Illinois. 

L. G. Reymiller, assistant manager, statistical bureau, west. 
ern lines, presented facts on the earnings of the carriers and 
the revenue derived from coal, claiming that the present rate 
level on coal was reasonable and that reductions would mean 
a further impairment of the already low earnings of the westem 
lines. He was followed by F. L. Johnson, assistant to the vice. 
president in charge of operation, of the Burlington, who de 
scribed in detail the transportation conditions of the lines of that 
system in the territory involved, bringing out the point that 
economy of operation does not necessarily mean using the short- 
est route to any given point, in that manner justifying the 
circuitous routes complained of. With respect to complainants’ 
request for a route from southern Illinois to Kansas City via 
the Burlington to Mexico, Mo., and thence via the Wabash, he 
pointed out that there was no connection between the two lines 
at that point, the Burlington coming into Francis, a station two 
miles out of Mexico on the C. & A., and any interchange between 
the Burlington and the Wabash at that point involving the use 
of the C. & A. tracks for that distance. It was stated that 
there was not the necessary equipment to provide for an inter- 
change at that point. 

Other carrier appearances were as follows: C. A. Redden, 
assistant general freight agent, Frisco; Thomas R. Farrell, 
assistant general freight agent, Wabash; P. J. Neff, general su- 
perintendent, Missouri Pacific; R. B. Battey, coal traffic man- 
ager, C., B. & Q.; J. A. Behrla general freight agent, C. & A; 
and W. I. Jones, coal traffic manager, Missouri Pacific. 

They presented facts of operating conditions of the carriers 
in the territory involved, and detailed information with reference 
to coal moved by them and other pertinent matter. It was 
shown that coal from southern Illinois was moving in consid- 
erable quantities to the destination territory in question, which, 
it was maintained, was refutation of the charges of prejudice 
and disadvantage. It was the opinion of the carrier representa- 
tives that changes in the present rates, as asked by the com- 
plainant, would result in the necessity for further changes in 
rates to other destination territory. Also, it was held, that 
the complainants’ proposals failed to take into consideration the 
transportation situation as a whole from the southern Illinois 
district and that rates had been asked over specific routes that 
would mean that competing routes would have to put in similar 
rates. It was maintained that such matters would affect the 
reasonableness of any adjustment. It was held that present 
rates were reasonable and considerable material was presented 
to substantiate that. Mr. Battey, for the Burlington, did say 
that his line was not seriously opposed to the rates proposed 
to Kansas City, saying that it was willing to try it as an ex- 
periment, and that some such adjustment as was asked would 
be necessary if southern Illinois were to be enabled to move 
coal to the Kansas City market. But he objected to the pro 
posed routing of coal from that district via the Burlington to 
Mexico and there changing to the Wabash, stating that there 
would be no economy in such a change and that his line would 
want the haul for the entire distance. 


Representatives of other producing areas who intervened 
in behalf of the defense were: G. W. Reed, vice-president, Pea- 
body Coal Company, with thirteen mines in the Springfield dis- 
trict; C. E. Warner, traffic manager, Southwestern Interstate 
Coal Operators’ Association; A. H. Gould, Midland Coal Com- 
pany; and G. L. Parsons, general sales manager, Central Coal 
and Coke Company, Kansas City. They requested that the 
Commission grant corresponding reductions from their fields 
should the complainants’ prayer be answered favorably, but 
were opposed to changing the present adjustment. 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 








Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


| May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 


a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of rein- 
forced concrete and is located in the 
heart of the wholesale and retail districts. 

The insurance rate is 1|7c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 
1340-1356 East Sixth Street 


LOS ANGELES 





FEDERAL 
Compress & Warehouse Co. 


SPECIALISTS IN 
Merchandise Storage 
Pool Car Distribution 


Warehouse located in the 
heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 


MEMBER A.W. A. 


Warehouse, 589 South Front Street 
Office, Falls Bldg., P.O. Box 1025 


MEMPHIS, TENN. 
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follow: 


Total—Roads reporied: 


New England Region: 
Boston & Maine— 
1926 
1925 


1926 
1925 
Great Lakes Region: 
Delaware & Hudson— 
1926 
1925 


926 
25 


i 
Erie (including coe & 
26 


1925 
Lehigh Valley— 

1926 

1925 
Michigan Central— 

1926 

1925 


1925 


1926 
1925 


— 

25 

Pittsburgh & Lake Erie— 
1926 
1925 


Pere Marquette— 


Wabash— 
1926 
1925 
Central Eastern Region: 


Baltimore & Ohio— 
1926 
1925 
Central of New Jersey— 
1926 
1925 


1926 
1925 


1925 

Elgin, Joliet & Eastern— 
’ 1926 

1925 
Long Island— 

1926 

1925 
Pennsylvania— 

1926 

1925 
Reading— 

1926 

1925 


Pocahontas Region: 
Chesapeake & CMe 


1926 
1925 
Norfolk & Western— 
1926 
1925 
Southern Region: 
Atlantic Coast Line— 
1926 
1925 
Central of Georgia— 
1926 
1925 
Illinois Central— 
1926 
1925 
Louisville & Nashville— 
1926 
1925 


Seaboard Air Line— 
1926 
1925 
1926 


925 


Southern— 






oe 





1925 


1 
Yazoo & epee = Valley— 


BIG ROAD FIGURES 


Class I roads with annual 
$25,000,000 each had an aggregate net railway operating income 
of $122,526,939 in September as compared with $113,488,306 in 
September, 1925, and of $749,009,444 for the nine months ended 
with September as compared with $672,435,204 for the corre- 
sponding period of 1925, according to the monthly statement 
prepared by the Commission’s Bureau of Statistics on operating 
revenues and operating expenses of large steam roads. 

The detailed figures with respect to operating revenues, 
operating expenses, net railway operating income and operating 
ratio of the individual roads for September, 


Operating 
revenues 


1926 $498,526,202 
1925 479,413,812 


New York, New Haven & Hartford— 


New York, Chicago & St. Louis— 


Chicago & Eastern Illinois— 


Cleveland, Cineinnatl, Chicago & St. 


operating 


Operating 


expenses 


$337,047,746 
329,665,530 


Delaware, Lechewnnes & Western System— 


New York Central ete Boston & Albany)— 


7,171,053 5,413,427 
7,226,883 5,213,952 
11,824,620 8,273,411 
11,626,695 8,281,632 
4,275,711 2,859,162 
3,373,168 2,748,400 
8,012,908 5,385,063 
6,154,704 4,916,098 
Erie)— 
12,026,317 8,445,384 
10,306,830 7,342,962 
7,265,399 5,340,407 
5,572,689 4,684,799 
8,623,204 5,687,373 
8,297,265 5,096,005 
35,393,370 25,126,506 
34,422,645 24,269,842 
4,851,370 3,480,455 
4,808,329 3,190,370 
1,363,364 2,822,644 
3,972,098 2,667,366 
2,963,208 2,250,329 
2,618,559 2;144,961 
6,371,815 4,610,746 
5,997,619 4,251,669 
22,751,234 15,962,059 
21,502,631 15,291,455 
5,623,027 3,878,170 
4,423,109 3,272,281 
2, 519,815 1,784,423 
2,292,411 1,787,240 
Louis— 
8,476,689 6,018,059 
8,248,569 5,706,364 
2,173,822 1,408,888 
2,054,216 1,317,219 
3,759,688 2,266,775 
3,459,545 2,215,813 
63,040,729 45,495,795 
60,031,150 43,850,390 
8,501,634 5,959,588 
7,138,847 5,315,658 
11,841,665 7,586,187 
11,048,095 8,053,534 
11,015,880 6,164,941 
10,133,044 5,916,925 
6,954,487 5,782,425 
7,642,841 5,247,918 
2,854,468 1,930,613 
2,844,716 1,940,650 
13,555,765 10,360,203 
13,200,825 9,981,555 
12,343,277 9,305,185 
12,594,939 9,231,259 
5,102,841 3,683,365 
5,489,334 3,991,031 
13,437,933 8,648,683 
13,411,557 8,570,511 
3,000,591 2,014,391 
3,248,268 2,106,568 





THE 


revenues 


$122,526,939 
113,488,306 


1,271,157 
523,999 


1,995,506 
815,213 


2,882,948 
2,446,813 


1,463,784 
585,403 


2,325, 332 
2,569,379 


7,778,613 
7,701,524 


932,844 
1,224,929 


1,125,177 
996,585 


914,276 
662,828 


1,218,723 
1,201,105 


5,408,427 
4,803,054 


1,164,360 
728,361 
476,229 
323,114 


1,999,129 
2,022,121 


500,385 
459,140 


954,393 
840,958 


12,329,891 
11,213,863 


2,239,004 
1,663,784 


3,633,340 
2,908,180 


3,945,246 
3,668,624 


718,998 
1,752,111 


716,584 
670,178 


2,256,613 
2,243,756 


2,420,237 
2,825,818 


1,117,669 
1,089,561 


3,920,132 
3,887,349 


628,190 
862,887 


TRAFFIC 


above 


1926 and 1925, 


ratio 


Net Oper- 
railway ating 
operating 
income 


~1 
©: 
wr 


tote 


7 
~ 


o> oo 
o me 
7 ss 


~ 
_— 
i) 


83.1 
68.7 


67.6 
68.1 


76.4 
75.6 


75.4 
73.3 


72.2 
72.7 


64.4 
63.9 


67.1 
64.9 


Central Western Region: 


Southwestern Region: 


WORLD 


Operating 
revenues 


Northwestern Region: 


hicago & North Western— 
1926 14,484,267 
1925 14; 449, 080 
Chicago, Milwaukee & St. Paul— 
1926 15,460,555 
1925 16,123,515 


Chicago, St. Paul, Minneapolis & Omaha— 


2,451,365 
1925 2,631, 179 


1926 13,513,306 

1925 13,120,361 

Minneapolis, St. Paul & Sault Ste. 
1926 4,696,807 
1925 5,849,741 


1926 9,701,389 
1925 = 10,709,321 


Great Northern— 


Northern Pacific— 


Operating 
expenses 


10,294,660 
10,292,127 


10,960,847 
11,302,836 


1,796,729 
1, 915, 116 


7,130,466 
7,462,345 
Marie— 
3,114,608 
3,394,379 


5,587,040 
6,305,748 


Oregon-Washington R. R. & Navigation Co.— 


1926 3,103,40 
1925 3,000,004 


Atchison, Topeka & Santa Fe— 
1926 19,906,787 
1925 17 "$22,601 


1926 2,800,586 
1925 2,754,192 
Chicago, Burlington & Quincy— 
1926 14,770,124 
1925 14,979, 243 
Chicago, Rock Island & Pacific— 
1926 11,584,073 
1925 11, 286, 746 
Denver & Rio Grande Western— 
1926 3,516,986 
1925 4 463, 894 
Oregon Short Line— 
1926 3,856,301 
1925 3, 910, 160 
Southern Pacific (Pacific System)— 
1926 20,646,019 
1925 20, 744,124 


1926 13,094,990 
1925 12,290,704 


Chicago & Alton— 


Union Pacific— 


1,972,188 
2,088,781 


10,760,908 
11,191,929 


2,161,453 
2,001,824 


9,673,153 
9,878,044 


7,990,488 
8,025,231 
2,358,324 
2,412,878 


2,168,556 
2,306,739 


12,485,027 
12,562,584 


6,762,031 
6,746,360 


Galveston, Harrisburg & San Antonio— 


ies Wants 
Gulf, Colorado & Santa Fe— 
1926 3,049,194 
1925 2459432 
Missouri-Kansas-Texas— 
1926 3,187,734 
1925 3, 143, 340 
Missouri-Kansas-Texas of Texas— 
1926 2,117,499 
1925 1,867,439 


1926 12,237,548 
1925 11,577,707 
St. Louis-San Francisco— 
1926 7,978,771 
1925 8,111,961 


1926 3,068,315 
1925 3,278,279 


Missouri Pacific— 


Texas & Pacific— 


2,045,559 
1,970,715 


1,890,420 
1,634,766 


2,259,340 
2,046,658 


1,366,449 
1,399,587 


9,063,525 
8,658,388 


5,158,085 
5,291,236 


2,103,233 
2,172,832 
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Net 


railway Hs 


operating 


income ~~ 


3,095,087 


3,109,273 71 


3,242,745 7 
3,428,072 7 


434,189 7 


471,013 


1,006,046 

885,451 
1,292,749 
1,260,983 


6,060,628 
5,742,980 


5,017,961 
4,580,743 


933,431 
568,572 


927,597 
637,029 


716,331 
908,464 


501,352 
225,313 
2,231,158 
1,988,876 


2,377,309 
2,174,338 


740,680 
884,926 


The detailed figures for the nine months ended with 


tember, 1926 and 1925, follow: 
Total—Roads reported: 


1926 4,019,338,880 
1925 3,841,366,570 


New England Region: 


Boston & Maine— 
1926 60,783,602 
1925 60,651,896 


New York, New Haven & Hartford— 


1926 99,935,276 
1925 97,889,839 


Great Lakes Region: 


Delaware & Hudson— 
1926 34,049,890 
1925 34,417,879 


2,960,517,008 
2,885,137,359 


45,983,189 
47,372,664 


73,775,625 
72,791,909 


25,212,597 
26,605,133 


Delaware, Lackawanna & Western System— 


1926 65,346,182 
1925 65,165,370 
includin Coens & oe OE 
as . 1926 2,234,205 
1925 3° 807,132 
Lehigh Valley— 
» . 1926 59,447,152 
1925 58,387,171 
Michigan Central— 
1926 72,753,016 
1925 68,140,666 


New York Central Re aT, Boston & Albany)— 


297,179,118 
1925 284,300,351 
New York, Chicago & St. Louis— 
192 40,947,485 
1925 40, "333,391 


1926 33,957,588 

1925 30,690,893 
Pittsburgh & Lake Erie— 

19 24,961,793 

1925 23,836,690 


1926 52,862,556 
1925 50,904,532 


Pere Marquette— 


to 
oa 


Wabash— 


46,050,644 
47,972,832 


73,575,862 
70,316,056 


44,720,129 
43,606,559 


49,116,229 
45,893,831 


219,639,254 
210,593,350 


29,840,046 
29,032,451 


23,671,753 
22,694,586 


20,060,102 
19,187,855 


39,818,011 
38,475,855 


749,009,444 
672,435,204 


10,104,856 
8,725,028 


17,279,240 
16,813,488 


7,839,004 
6,988,422 


13,976,647 
12,203,147 


12,374,610 
13,755,570 


10,459,146 
10,852,411 


18,030,340 
17,797,906 


55,272,713 
51,918,291 


7,363,263 
7,841,873 


7,208,132 
5,762,551 


6,639,814 
6,333,998 


8,092,470 
8,733,898 


54.) 
62.8 


M2 
12.1 


65.5 
65.9 


69.0 
TL 


67.1 
69.7 


56.2 
59.0 


60.5 
60.6 


51.6 


413 ono 72 al 


on 
ooo 


Sep- 
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GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Low Rates. Send us your Merchandise 


THE GREAT LAKES WAREHOUSE CORP., Hammond, Ind. 


Poe EC, SEE he ht eth 
Dea PRMD SALES Oh Feo Say ne rk hel ss aay ha eae ea 


as: SS 
“* WILLIAMS LINE 


Ship by Water 


‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water Streets, New York, Telephone Bowling Green 7394 
Tae Sa ome ete. 
And at our Branch Offices at ports of call, etc. 











Complete record of all See mailed same day of 
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With our long experience in the warehouse business, we are familiar 
—— reports furnished, if desired. 


Your shipments can be financed through our negotiable warehouse recei 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco. From Los Angeles 


November 15 

December 13 

January 2 
hie vansier sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 

Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South American and European Ports 
OFFICES 

350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New "York, N.Y. 548 So. Spring St., Los Angeles, Cal. 








MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 





From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 
Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 

:dniohta, Mobil, New Orleans" 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 














Direct from ships’ holds to warehouse, by means electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and Me B Bom with automatic Ey oye ee = 12c per hundred dollars 


rements necessary to the proper tindiies of of your shipments. 
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Central Eastern Region: 
Baltimore & Ohio— 



































































































































1926 184,771,923 136,455,270 
1925 172,750,521 131,860,490 
f New Jersey— 
es 1926 44,761,870 31,989,084 
1925 , 42,978,093 31,203,821 
Eastern Illinois— 
ae 1926 20,617,956 16,865,211 
1925 ny — 
veland, Cincinnati, Chicago & . Louis— 
- 1926 70,287,206 52,223,112 
1925 67,645,599 49,259,046 
in, Joliet & Eastern— 
— 1926 20,028,273 12,907,721 
-1925 18,856,769 13,028,758 
ng Island— 
ae 1926 30,055,304 21,341,783 
1925 28,503,973 19,984,209 
nnsylvania— 
-_ ” 1926 521,390,880 404,252,561 
1925 494,468,246 388,274,710 
Reading— 
- 1926 71,935,772 54,283,102 
1925 69,778,399 52,048,315 
Posspentns pean 
esapeake o— 
’ “ 1926 97,661,341 67,425,487 
1925 89,992,423 65,929,487 
Norfolk Western— 
* 1926 87,251,093 52,367,886 
1925 176,197,924 50,257,671 
aay P gl u 
tlantic Coas ne— 
19 73,727,184 53,047,651 
a 1925 67,865,427 46,769,477 
Central o orgia— 
1926 23,911,398 17,972,573 
1925 22,040,822 16,888,416 
Illinois Central— 
1926 116,577,228 89,834,682 
1925 111,483,430 86,118,519 
Louisville & Nashville— 
1926 109,742,590 83,241,118 
1925 104,167,442 80,345,777 
Seaboard Air Line— 
1926 50,154,580 37,063,343 
1925 44,985,235 33,742,471 
Southern— 
1926 115,912,958 81,003,610 
1925 109,124,770 77,313,651 
Yazoo & Mississippi Valley— 
1926 22,660,248 18,064,716 
1925 23,378,512 16,964,512 
Northwestern Region: 
Chicago & North Western— 
1926 115,171,982 88,455,932 
1925 109,300,158 85,151,796 
Chicago, Milwaukee & St. Paul— 
1926 118,697,705 96,153,408 
1925 118,391,528 97,764,480 
Chicago, St. Paul, Minneapolis & Omaha— 
1926 19,532,541 16,025,822 
1925 19,909,647 15,971,155 
Great Northern— 
1926 82,551,079 56,328,195 
1925 80,837,814 56,852,938 
Minneapolis, St. Paul & Sault Ste. Marie— 
1926 34,809,430 27,051,601 
1925 35,987,968 26,916,105 
Northern Pacific— 
1926 71,062,690 51,865,912 
1925 69,582,737 53,158,465 
Oregon-Washington R. R. & Navigation Co.— 
1926 22,523,247 16,997,942 
1925 20,340,592 16,719,107 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1926 150,771,131 99,685,204 
1925 140,025,384 101,499,650 
Chicago & Alton— 
’ 1926 23,164,502 18,144,226 
1925 22,622,654 17,223,668 
Chicago, Burlington & Quincy— 
1926 117,487,674 85,179,020 
1925 115,933,612 86,113,860 
Chicago, Rock Island & Pacific— 
1928 91's6400872339°645 
91,564,005 72,229,645 
Denver & Rio Grande Western— 
1985 237441938 18016688 
5 23,744,938 18,016,688 
Oregon Short Line— , 
1926 26,807,576 19,132,115 
1925 24,376,136 18,535,503 
Squthern Pacific (Pacific System)— 
Be scans HAGE 
25 8 . 112,404,84 
Union Pacific— 
1926 82,508,527 55,587,952 
1925 76,212,311 51,686,057 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
; 1926 22,069,696 18,038,189 
1925 21,686,301 18,100,856 
Gulf, Colorado & Santa Fe— 
1926 22,697,867 16,851,788 
1925 20,809,501 16,417,719 
Missouri-Kansas-Texas— 
1926 26,067,065 17,484,215 
1925 25,866,064 16,337,776 
Missouri-Kansas-Texas of Texas— 
1926 15,844,261 11,913,604 
1925 15,749,249 12,633,809 
Missouri Pacific— 
1926 98,751,793 76,168,100 
1925 96,123,780 75,906,222 
St. Louis-San Francisco— 
1926 66,673,157 46,045,509 
1925 65,544,063 45,593,719 
Texas & Pacific— 
1926 25,468,114 19,506,255 
192 24,824,364 19,188,335 


37,579,515 
29,659,522 


7,922,022 
7,280,074 


1,446,232 
1,054,811 


13,416,154 
13,268,536 


4,585,462 
3,190,261 


5,102,762 
5,864,464 


77,077,662 
71,112,645 


14,984,661 
15,563,488 
26,540,689 
22,288,345 
29,429,514 
22,009,216 
13,567,530 
15,087,470 


4,330,543 
3,718,410 


18,972,363 
17,596,772 


20,753,993 
19,170,869 


8,535,939 
7,747,406 


26,066,023 
24,544,319 


2,189,935 
4,342,711 
18,052,168 
15,631,170 


12,502,717 
9,631,510 


2,033,917 
2,259,290 


18,764,154 
16,410,319 


4,683,556 
5,876,254 


15,599,674 
12,589,584 


2,933,734 
1,237,622 


37,139,065 
27,288,026 


2,497,539 
3,132,099 


21,262,670 
19,431,360 


14,123,572 
10,618,442 


6,846,149 
7,951,023 


1,882,837 
844,516 


14,565,127 
12,439,355 


16,996,870 
15,963,425 


3,856,791 
3,711,569 
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73.9 
76.3 


71.5 
72.6 


81.8 
84.8 


74.3 
72.8 


64.5 
69.1 
71.0 
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q Personal Notes 


G. S. Jenkins has been appointed traveling freight agey i 
Cincinnati, of the Atlantic Coast Line. He succeeds Harry [gy 
mead, resigned. 

S. D. Sparkes has been appointed assistant general frig, 
agent, St. Louis, of the Missouri-Kansas-Texas Railroad Compay, 

S. P. Safford has been appointed assistant general frejgj 
agent, St. Louis, of the St. Louis Southwestern Raily,, 
Company. 

J. F. Stenson has been appointed freight traffic agent ani 
A. E. Piedlow has been appointed freight traffic agent of ty, 
Nashville, Chattanooga & St. Louis Railway, at Chicago. 

R. J. Foreman has been appointed general foreign freight 
agent of the Canadian National Railways, at Montreal. He , 
succeeded as foreign freight agent by John A. Wright, who hy 
been assistant foreign freight agent. 

The New York, New Haven and Hartford Railroad Compan, 
the New England Steamship Company, and the Hartford aqj 
New York Transportation Company will open a traffic agency jy 
San Francisco November 15. P. E. Benjamin, Pacific coay 
agent, will be in charge. 

Arthur Hamilton was recently elected vice-president, 
charge of freight traffic, by the board of directors of the Centr 
Railroad of New Jersey. He succeeds T. B. Koons, retired 
Albert B. Craig has been appointed assistant general freigh 
agent. A.bert C. Giddes has been appointed division freight agen, 
New Jersey, southern division, with headquarters at New York. 
He succeeds Mr. Craig. Samuel S. Bretz has been appointej 
general freight agent. 

J. A. K. Marmion has been appointed assistant gener 
freight agent, Houston, Tex., of the Southern Pacific Lines (in 
Texas), succeeding J. C. Brasher, retired on pension. 

J. C. Gutsch has been appointed assistant freight trafic 
manager of the Chicago, Rock Island and Pacific, and F. 4 


Adams has been appointed assistant freight traffic manager, 
Chicago. 
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DOINGS OF THE TRAFFIC CLUBS * 


The Traffic Club of Kansas City held its weekly luncheon, 
November 9, at the Hotel Baltimore. 


The Foreign Commerce Club of New York will hold its 
monthly dinner, November 17, at the Hotel Astor. Norman F. 
Titus, chief, transportation division, Department of Commerce, 
will speak on “Fundamentals of American Foreign Trade” 
Final arrangements for the annual dinner dance, February 11, 


will be completed, and an elaborate vaudeville program is to be 
given. 


The Motor City Traffic Club, Detroit, will hold its monthly 
dinner-meeting in the grill room of the Commerce Restaurant 
November 15. E. W. Hotchkiss, assistant treasurer of the Grand 
Trunk-Canadian National, will talk on the subject of bills of 
lading. This is in accordance with the program adopted by the 


club to discuss subjects of interest to railroad and industrial 
traffic men at its meetings. 





The Railway Business Woman’s Association of Chicago will 
hold its first annual banquet, November 20, at the Palmer House. 
James E. Gorman, president of the Rock Island, and T. C. Powell, 
president of the Chicago and Eastern Illinois, will speak. About 
fifty guests from out of town are expected to be in attendance, 
including representatives of the Railway Business Woman's As- 
sociations of the Twin Cities, Boston, Little Rock, and Cleveland. 


The newly organized Chattanooga Traffic and Transportation 
Club held a dinner-meeting, November 3, at the Hotel Patten. 
A constitution and by-laws, recommended by a special committee 
and introduced by president Griffith, were adopted. Col. M. F. 
Sanders, of Nashville, presented an account of Mississippi River 
transportation in the days of Pilot Jim Bludsoe, and T. B. Curtis, 
vice-president, Associated Traffic Clubs of America, told of the 
progress and accomplishments of that organization. 





The Traffic Club of St. Louis held its weekly luncheon, No 
vember 8, at the Chamber of Commerce. Edward F. Flynt, 
assistant to vice-president and general counsel of the Great 
Northern, spoke on “Service.” 


The Transportation Club of St. Paul held its weekly lunch: 
eon, November 9, at the St. Paul Hotel. Dr. William C. Sains 
bury, pastor, Central Park Methodist Episcopal Church, spoke 02 
“Some Funerals I Would Like to Attend.” The delegates of the 
club who attended the meeting of the Associated Traffic Clubs 
of America at Milwaukee made a report of the proceedings. 


The Traffic Club of Chicago celebrated Armistice Day, No- 
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P ACI FIONN || New York—California 


wail CARIBBEAN ) Fastest Service by Sea 
_— ; 4U VI, ie *» SE, 1 5 days Passenger and Freight 


L freigiy Itinerary: New York—Havana—Panama Canal— 
Ompany Balboa—San Diego (Westbound)—Los Angeles—San 
freigh; Francisco. 
Railny Through Bills of Lading to or from other Pacific 
Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 
Passengers’ automobiles accepted uncrated as bag- 
gage at moderate charge. All steamers equipped for 
refrigerator cargo. 




























SAILING EVERY SECOND SATURDAY 


From 


MOBILE and NEW ORLEANS 









ent and 
Of the 



















who ha H b S F * Proposed Sailing Dates 
a n Westbound from New York Eastbound from San Franciseo—Los Angele 
OMpany. Los Angeles ar or, rancisco s+ Manchuria. = = 52. Finland “4 ies. ¥ Nov. 29 
d .S. Mongolia Co .S. Manchuria ec. ec. 
wd. Oakland, Portland, Seattle S.S. Finland Dec. Gh S.S. Mongolia Jan. 1 Jan. 3 
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and Tacoma 



























































lent, i) [ee Sar \ 
Centr | Through bills of lading issued to Hawaii, Australia, « (S 
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vember 10, with a patriotic luncheon and program in the Red 
Room of the Hotel LaSalle. The speaker was General Abel 
Davis. At the speakers’ table were about twenty officers of the 
regular army and navy and the national guard, in uniform. At 
another table were veterans of the Civil, Spanish-American, and 
World wars, a representative of the R. O. T. C., and a boy scout. 
R. A. Swemer, a member of the club, sang two solos. An or- 
chestra played patriotic music. The program was in charge of 


Major Neil Markle, chairman of the club’s army and navy 
committee. 





The Traffic Club of Atlanta held a meeting, November 9, at 
the Atlanta Athletic Club. Dr. M. L. Brittain, president, Georgia 
School of Technology, spoke on “American and European Rail- 
Way Systems.” Members of the general committee of the South- 


ern Freight Association, which was in session in Atlanta, at- 
tended the meeting. 





The Traffic Club of New York will hold its next meeting 
November 23, at which time there will be an election of officers. 
Aft the October meeting the nominating committee made the fol- 
lowing recommendations for office: president, H. C. Snyder, 
general freight agent, Erie railroad; vice-president, L. M. Porter, 
general traffic manager, Fruit Dispatch Company; vice-president, 
C. E. Harris, general eastern agent, Minneapolis & St. Louis; 
secretary, C. A. Swope, general eastern freight agent, Louisville 
& Nashville; treasurer, F. B. Fitzgerald, New York Belting and 
Packing Company; board of governors, W. S. Cowie, general 
traffic manager, Seaman Paper Company; B. L. Birkholz, assist- 
ant general agent, Southern Pacific; and G. M. Loeffler, traffic 
manager, Nestles Food Company. 





The first meeting of the newly organized Twin City Women’s 
Traffic Club was held in Minneapolis last week. The following 
officers were elected: president, Mrs. Mynoma DeGroff, Minne- 
apolis; vice-president, Mrs. Sarah O. Seamer, St. Paul; treas- 
urer, Mrs. Kathryn Brooke, St. Paul; 


secretary, Miss Emily 
Knutson, Minneapolis; and publicity secretary, Miss Marie 
O’Brian, St. Paul. 





The Traffic Club of Wichita will hold its next meeting No- 
vember 18. The regular luncheon of November 11 was not held 


because of Armistice day. Election of officers will be held De- 
cember 2. 





The Chicago Freight Rate Club held a meeting in the rooms 
of the Traffic Club of Chicago November 9. The following were 
elected: president, L. J. Kassel, Canadian Pacific Railway; 
vice-president, H. W. Hamilton, Western Electric Company; sec- 
retary, H. J. Bell, Elgin, Joliet & Eastern Railway Company; 
and treasurer, A. R. Mareno, Lehigh Portland Cement Company. 





The Transportation Club of Evansville will hold its next 


meeting November 17, in the Chamber of Commerce dining 
room. 





The Pacific Traffic Association held a meeting November 9 
at the Transportation Club rooms, Palace Hotel, San Francisco. 
Jack French, assistant production manager, Richfield Oil Com- 
pany, spoke on the subject, “Know Your Oil.” 





The ninth annual banquet of the Lansing Traffic Club was 
held November 10 at the Hotel Olds, with more than two hun- 
dred in attendance. Thurman (Dusty) Miller, president and 
editor of the Wilmington (O.) News Journal, and Capt. E. S. 
Evans, of Detroit, were the speakers. Captain Evans recently 
completed a round-the-world trip in slightly over twenty-eight 
days, in company with a newspaper man, Linton Wells. E. C. 


Nettels, general traffic manager, Postum Cereal Company, Inc. 
of Battle Creek, was toastmaster. 


REVENUE FREIGHT LOADING 


Revenue freight loading again broke all records the week 
ended October 30. The total number of cars loaded in that week 
was 1,216,432 cars—the largest number of cars loaded in any 
week in the history of the railroads, according to the car service 
division of the American Railway Association. Coal loading— 
236,776 cars—broke all previous records. 

Loading by districts the week ended October 30 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: 


Grain and grain products, 12,430 and 9,985; live 
stock, 3,374 and 3,759; coal, 55,479 and 33,528; coke, 3,639 and 4,174; 
forest products, 5,066 and 5,193; ore, 6,070 and 4,175; 


; merchandise, 
L., 78,726 and 75,574; miscellaneous, 113,447 and 110,589; total, 
1926, "278, 231: 1925, 246, 977; 1924, 249,198. 


‘all egheny district: Grain and grain products, 3,908 and 3,458; 
live stock, 2,964 and 2,980; coal, 62,329 and 46,265; coke, 5,636 and 


7,087; forest eee. 3, 501 and 3, 113; ore, 13, 131 and 8, 882; merchan- 
dise, "L. C. L., 


801 and 56,374; miscellaneous, 92,017 and 85, 600; total, 
1926, 242,287; ary 213,759; 1924, 208,429. 


Pocahontas district: Grain "and grain products, 296 and 233; live 
stock, 380 and 217; coal, 47,197 and 44,509; coke, 703 one g)} forest 
products, 1,702 and 1,815; ore, 106 and 88; merchandise, L C. , 7,816 


7,472: miscellaneous, 6,684 and 4,658; total, 1926, ‘64, 364; 1925, 
59. 13: 1934, 51,957. 
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Southern district: Grain and grain products, 4,304 and 4,353: ; 
stock, 2,081 and 2,349; coal, 30,996 and 27,660; coke, 842 and } ve 
forest products, 22, 930 and 21, 551; ore, 1, 220 and 1,377; mer 


2,528 and 42,509; miscellaneous, 64,777 and 56,959; chan 
169,678; 1928 157,869; 1924, 158,014. a) 
Northwestern district:' Grain and grain products, 15 035 and 149%. 
live stock, 11,985 and 11,284; coal, 11,293 and 11,137; coke, 1,926 's 
1,425; forest products, 18,380 and ‘18, 524; ore, 37,744 ‘and 18 : 


! 
chandise, L. C. L., 34,082 and 34,192: miscellaneous, 52.426 nq ‘One 
total, 1936, 182°8717 1935 150,107: 1924, 153,220. aM, 


Central Western district: Grain’ and grain products, 1 
10,731; live stock, 15,553 and 16,255; coal, 20,526 and 24, 366; coke, 4); 
and 315; forest products, 11,982 and ii, 577; ore, 3,991 and 3 ,669; 


chandise, | os 37,205 and 36,556; miscellaneous, 77,982 and 2 Dee 
total, 1926, 183, 919: 1925, 175,992; 1924, 170,686. 


Southwestern district: Grain and’ grain products, 5,794 and 459. 
live stock, 3,718 and 3,722; coal, 8,956 and 17,077; coke, 222 -” 25g: 
anny products, 9,309 and 8, 321; ore, 473 and 431; merchandise, Ly 


508 and 17,236; miscellaneous, 48, 582 and 45, 204; total, 1926, 94,569! 
1935, 86,777; 1924 81,870. 


Total, all roads: Grain and grain products, 58,042 and 47,564: 
live stock, 40,055 and 40,566; coal, 236, 776 and 194,542; ‘coke, 13,373 ang 
15,051; forest products, 72, 870 and 70, 094 ore, 62,735 and 37, 295° mer. 
chandise, ke CC. Bay Seay 666 and 269, 913; miscellaneous, 459 915 and 
416,129; total, 1926, 1,216, 432; 1925, 1,091, 54; 1924, 1,073,374 

“This unprecedented volume of traffic, which, since the be 
ginning of the year has surpassed all previous years, is being 
moved without transportation difficulties,” the car service (diyj. 
sion of the A. R. A. said with respect to the loading the wee, 
ended October 30. 

“The railroads also have handled this unsually heavy traffic 
without car shortage except in certain instances, for the most 
part of a temporary nature. 

“The record week of October 30 was an increase of 6,269 
cars over the previous high record established the week of Octo. 
ber 16 this year, when the total was 1,210,163 cars. It also was 
an increase of 91,994 cars over the record week prior to this year, 
which was that ended on August 29, 1925, when 1,124,438 cars 
were loaded. 

“The highest loading for any one week in each year since 


1922 with the highest loading so far this year follows: 
October 24, 1922 999,718 cars 


ee a ae eis cal rw lis aeraX ac eietieuey a: ¢'G7aisa/iab ater wearer orate et erbe inde gt 
oo ae: a 


‘ 1,113,053 cars 
EE. 5. sere boasted le sadsoaiee ane Ra anre ener: 1,124,438 cars 
EE et a accu ccameencnsoenaw aacieetinmiccegumuaeel 1,216,432 cars 

“The week of October 30 was the 23rd week this year that 
loadings have been in excess of one million cars a week and 
brought the total number of cars loaded with revenue freight for 
the first 44 weeks this year up to 45,257,913 cars, an increase of 
1,827,810 cars over the corresponding period last year and 4,100 
539 cars over the corresponding period of 1924. 

“Except for live stock and forest products which, over the 
cumulative period has shown a slight decrease, this record move- 
ment of freight has been due to the increased movement of all 
commodities compared with the preceding year, particularly 
coal, ore, miscellaneous freight, merchandise and less than car- 
load lot freight and grain and grain products. There has also 
been an increase in the number of cars loaded with coke. 

“The total for the week of October 30 was an increase of 
125,278 cars over the same week last year and an increase of 
143,058 cars over the same week in 1924.” 


Loading of revnue freight this year compared with the two 
previous years follows: 


6,275 ang 


“, 








1926 1925 1924 

Five weeks in January ........... 4,432,010 4,456,949 4,294,270 
Four weeks in February.......... 3,676,449 3,623,047 3,631,819 
Four weeks in March............. ,877,139 3,702,413 3,661,922 
BOUP WOGMS TH BMTi csc cccccccecs ,795,837 3,726,830 3,498,230 
co ee eS eee ,142,879 4,853,379 4,473,729 
BOUP WEGEE Ti JUNC... occ cccccecce 4,112,150 3,965,872 3,625,182 
BIvVe WEGES I DWI 0.0.00 sccvccccs 5,245,267 4,945,091 4,470,522 
Four weeks in August............ 4,417,780 4,321,427 3,898,384 
Four weeks in September......... 4,552,378 4,297,936 4,147,885 
Five weeks in October............ 6, 006, 024 5,537,159 5,455,431 

TEED. csc dhocueisaaticnnancnaes 45,257,913 43,430,103 41,157,374 


CONDITION OF EQUIPMENT 


Fewer freight cars were in need of repair on October 15 
than at any time in the last five years, the car service division 
of the American Railway Association has announced. Reports 
showed 145,327 freight cars in need of repair or 6.3 per cent of 
the number on line. This was a decrease of 2,935 cars under 
the best previous record established on December 15, 1923, when 
there was 148,262 cars or 6.5 per cent. It also was a decrease 
of 3,751 cars under the number in need of repair on October 1 
this year. Freight cars in need of heavy repair on October 15 
totaled 110,792 or 4.8 per cent, a decrease of 3,375 cars compared 
with October 1, while freight cars in need of light repair totaled 
34,535 or 1.5 per cent, a decrease of 376 cars compared with 
October 1. 

Class I railroads on October 15 had 9,290 locomotives in 
need of repair or 14.9 per cent of the number on line. This 
was an increase of 401 locomotives over the number in need of 
repair on October 1, at which time there were 8,889 or 14.2 per 
cent. Of the total number of locomotives in need of repair on 
October 15, 4,926 or 7.9 per cent were in need of classified 
repairs, an increase of 223 compared with October 1, while 4,364 
or seven per cent were in need of running repairs, an increase 
of 178 compared with the number in need of such repairs on 
October 1. Serviceable locomotives in storage on October 15 
totaled 4,242 compared with 4,680 on October 1. 
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/SHUPE TERMINAL CORPORATION 


Lincoln Highway and Passaic 
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River, South Kearny, N. J. 


The Gateway of Commerce to the Port of New York 


TERMINAL—A strictly modern Terminal, consisting of 73 

acres on which are erected 45 buildings. 

LOCATION—Lincoln Highway and Passaic River, South 
Kearny, New Jersey. 

FLOOR AREA—500,000 square feet, of which 215,000 feet 
have an unlimited load carrying capacity; 160, 000 square 
feet are on raised concrete ramps even with car floors. 

LAND—Available for open storage and new buildings, 28 acres. 

RAILROADS—Terminal located on Pennsylvania Railroad just 
east of Waverly Transfer, and within a quarter of a mile 
of their great Manhattan Produce Terminal. Through 
tariff rates via Lackawanna on inbound carload shipments, 
as well as Storage in Transit Privileges Westbound via 
Pennsylvania R. R. 
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TRACK STORAGE—Nine and one-half miles of sidings. 
WHARFAGE—1,400 feet of dock on Passaic River. 


We solicit your inquiries 


FACTORY SITES—We will erect buildings to suit your par- 
ticular requirements. 


EQUIPMENT—Large fleet of motor trucks, tractors and trail- 
ers. Steam crane service. 

HIGHWAYS—Located on the Lincoln Highway, the main 
artery of traffic from coast to coast, twenty-five minutes 
from Broadway. The new Hudson Tunnels will assure 
prompt deliveries to the Metropolitan District. 


LABOR—A thickly populated territory to draw from with no 
labor troubles. 

SERVICE—Daily trap car service for L.C.L. shipments via 
Pennsylvania Railroad to Waverly Transfer. Distributior 
and Warehousing. Daily truck deliveries within radius 
of 30 miles. We handle your shipments. Traffic service 
unsurpassed. Direct service to Boston via Port Newark 
& New England S/S Co. 


Rates quoted on application 
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nee | ihe, OF AMERICA Consolidated Car Service With Free Store Door Delivery | 


ADAMS 


Transfer & Storage Company ep 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 


Low Insurance Rates 
Prompt and Efficient Service 
| Ses or caer a 


TRAFFIC CLUB OF KANSAS CITY, MISSOURI 
Represented by American Chain of Warehouses 


260 West t Braeden naar 203 S. Dearborn . 
sodwom, How, ty St., Chicago, Ill 


Phone 
"Wete Us i Information and Rates 
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Modern Warehouses 
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Merchandise Distribution \ 


FREIGHT FORWARDERS | 


City Delivery Service Twice Daily to all Parts 
of Greater Kansas City 











Most Complete and Up-to-Date System of 
Stock Records and Reports 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 

oblems. We do not desire to take the place of the traffic man but to 
Ip him in his work. h . 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may “— to us unwise to answer 
or that involves a situation too complex for the kind of investigation | 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Carload vs. Less-than-Carload Shipments 


Wisconsin.—Question: A shipper in C. F. A. territory or- 
dered a car in which to load about 22,500 pounds of goods, for 
shipment to a point in this state. Actual weight and car number 
and initial were shown on the bill of lading, which the carriers 
signed. Shipment came through in original car and freight 
charges were assessed on minimum carload weight at carload 
rate. Consignees found each package tagged with a paper tag 
bearing their name and address. 


Under the circumstances as above, they reduced charges 
to basis actual weight at L. C. L. rate. 

The carriers are trying to collect more money, claiming the 
initial carriers could not lawfully accept payment of freight 
charges on basis of an L. C. L. rate on actual weight, stating 
that the Interstate Commerce Commission has ruled in several 
cases that where shipments are tendered as a carload, the car- 
load weight and rate must be assessed, giving as reference 
Passow & Son vs. C. M. & St. P., 37 I. C. C. 711. 

We fail to see how, when carriers accepted a properly 
tagged shipment on bill of lading weight of 22,500 pounds, they 
can insist that shipment was tendered as a carload, and insist 
on carload freight charges. 

If you agree with us, kindly give us authority to substantiate 
our contention that lowest charges are applicable. 

Answer: There are several cases in which the Commission 
has considered the question of whether or not the carload rate 
or the less-than-carload rate should be applied on a given ship- 
ment. See Klein-Simpson-Frank Co. vs. Director-General, 98 
I. C. C. 547; Rockwood Sprinkler Co. vs. Director-General, 73 
I. C. C. 277; Walter Zelnicker Supply Co. vs. T. & O. C. Ry. 
Co., 51 I. C. C. 133; Columbian Iron Works vs. Southern Ry. 
Co. 45 I. C. C. 173; Sam Kyle vs. M. K. & T., 42 I. C. C. 335; 
Sasson & Sons vs. C. M. & St. P., 37 I. C. C. 711. 

With the exception of the first two cases the fact that the 
shipper did not mark the shipment in accordance with the clas- 
sification requirements, was a factor which materially influenced 
the Commission’s finding that the carload rate was applicable to 
the shipment. 

In the instant case the individual package in the shipment 
were marked and packed in accordance with the classification 
requirements, but it does not appear that the initial carrier was, 
as the Commission stated in the Zelnicker case, 51 I. C. C. 133- 

-134, instructed to treat it as such. With the exception of the 
marking of the shipment it does not appear that the tender of 
the shipment to the carrier was such as to lead the carrier to 
believe that a less-than-carload shipment was intended. 

If the L. C. L. rate is to be applied on the shipment such 
as that described in your letter, the shipment must be tendered 
to the carrier as a less-than-carload shipment. 

Liability of Carrier for Error in Billing Order-Notify Shipment 
to Non-Agency Station as Open Shipment 

Louisiana.—Question: Will you kindly advise if carriers are 
liable for the value of a shipment under the following conditions? 

The carriers accepted a shipment of cottonseed consigned 
to the sihpper’s order-notify certain party, destination being a 
non-agency station. Through error, carriers overlooked the fact 
that the shipment was a shipper’s order and billed it open. Car- 
rier maintains a shed or warehouse at this particular station for 
protection of freight from the elements, but assumes no other 
responsibility such as notification or delivery. 

Several months after the shipment was made shippers filed 
claim against us for value of shipment supported by original 
shipper’s order bill of lading and, on investigation, we find that 
the shipment was never taken out and is still on hand at the 
non-agency station. Shipment is in good condition, but on ac- 
count of seed being intended for planting purposes and planting 
season over, they are practically worthless for the purpose they 
were intended. 

Consignee evidently knew that the shipment was on hand, 
as he received notice from the bank who held the draft and 
was also notified several times by the shipper when he failed 
to lift draft, which was deposited in a near-by town. He also 
could have, without any interference, lifted the shipment, in 
which case carriers would have been liable to shippers, but 
they in turn could have held consignee for the value of the goods. 
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Bill of lading contract provides that carrier’s liability gha 
cease when the shipment is unloaded at a non-agency Station 
and had this been an open shipment they could, of course, dis. 
claim any liability, but this shipment being a shipper’s Order 
shipment complicates matters, and will ask you to cite us to, 
court order or ruling which may have a bearing on the instay; 
case. 

Answer: Where goods are tendered to a carrier on an ord. 
notify bill of lading, the obligation is imposed upon the carrig 
to notify the party designated therein by the shipper, anq the 
carrier’s failure to do so must necessarily render the carrig, 
liable for such damages as result from its failure to comply 
with the terms of the bill of lading executed by it. : 

Furthermore, under the decisions of the courts, it ig th 
duty of a carrier to advise a shipper, within a reasonable time 
of the refusal or failure of the consignee to receive a shipment 
In the instant case, however, the carrier’s error in billing the 
shipment open, notwithstanding the fact that the shipment was 
tendered to it on a shipper’s order bill of lading, resulted jy 
the non-performance of its duty by the carrier, which failure, 
nothing else appearing, would render the carrier liable for the 
loss sustained by the shipper. This even though the order-notify 
party did not and perhaps would not have removed the goods 
from the carrier’s possession had notice been given by the car. 
rier in accordance with the terms of the order-notify bill of 
lading. 

In the instant case, however, the shipper had actual notice 
of the failure of the order-notify party to accept the shipment, 
and had the shipper acted with responsible prudence in calling 
the matter to the carrier’s attention, it is probable that the 
injury sustained by the shipper would not have been as great 
as it is. 

We are, therefore, of the opinion that the damages recover. 
able by the shipper should be limited to the difference between 
the value of the shipment at the time it reached destination and 
the value of the shipment at the time when, with reasonable 
prudence, the shipper should have made inquiry of the carrier as 
to the reason for the non-delivery of the shipment at destination. 

Tariff Interpretation—Suspension of Rates 

Illinois. —Question: Will appreciate your opinion on the 
following question: 

Missouri Pacific Ry. issues a cotton and cotton linter tariff, 
MOP 215-L, I. C. C. 6572, which became effective September 5, 
1925. Supplement No. 4 to the above tariff reduced the rate on 
cotton linter from Monroe, La., to Chicago, IIl., to 84144 minimum 
weight 20,000. This supplement was effective December 31, 1925. 
Supplement No. 5, which became effective December 31, 1925, 
suspended supplement No. 4, and supplement No. 7 contained 
further suspension. Supplement No. 16, which is the last in 
effect, to the tariff says that supplements Nos. 4 and 7 are yet 
in effect, but contain only suspended matter. 

I contend that a carrier can only suspend a tariff 120 days 
and an additional 30 days if the complaint has not been disposed 
of, authority for which is section 15, paragraph 7, of the act. 
If this is correct the reduced rate became effective at the ex- 
piration of the 150 days. The carriers contend that this reduced 
rate never became effective and was not applicable. Will greatly 
appreciate your idea of the above question. 

Answer: Supplements 5, 7, 13 and 17 to Mo. Pac. I. C. C. 6572, 
contain suspensions of the rate in question. You will observe 
that supplement 13, issued on one day’s notice under Special 
Permission 77161 of May 20, 1926, postponed the rates until Sep- 
tember 1, 1926, while in supplement 17, effective September 1, 
1926, issued on five days’ notice under Special Permission 78343, 
dated August 11, 1926, the rates were further suspended until 
December 1, 1926. These suspensions are, as you will observe, 
voluntary suspensions on the part of the carriers and not sus- 
pensions under orders of the Commission. 

Damages—Measure of—Released Valuation 

Illinois —Question: In January of the current year we for- 
warded via one of the standard boat lines operating between 
eastern seaport and Miami, Fla., a shipment consisting of three 
casks of chinaware, on order-notify bill of lading, weighing 1,860 
pounds. Value was declared to be under $20 per hundred pounds 
in order that we be able to obtain cheapest freight rate. 

The shipment arrived and, through some misunderstanding 
on the part of the carrier’s agent, delivered to the party to be 
notified upon surrender of a bill of lading covering an entirely 
different shipment consisting of one package, and after many 
repeated attempts on the part of the carrier’s agent, as well 
as ourselves, to make collection of the amount of our invoice, 
claim was presented and adjustment tendered on the part of 
the carrier on the basis of $20 per hundred pounds, which was 
declined. It later developed that the carrier’s agent removed the 
merchandise from the consignee, it now being on hand at the 
steamship dock at destination; they wish to return it to us at 
Chicago against cancellation of our claim. J 

However, as the merchandise was of a special nature, it will 
be impossible for us to dispose of same through the regular 
channel, necessitating a sacrifice sale, which would bring ap- 
proximately 60 per cent of the invoice value, which would mean 
a net loss of some $400, together with transportation charges, 
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Your copy of the new 
Gerrard Catalogue con- 
tains valuable packing 
and ship ping information. 
What is your address? 
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GERRARD 


helie That Binds 


Let Uni-Lastic Stowage 
Pay the Freight 


The true value of Gerrard Uni-Lastic Stowage can- 
not be measured, although the saving over wood 
bracing averages from $2.00 to $3.00 per car be- 
fore the shipment leaves your tracks—not includ- 
ing the savings in freight paid on heavy wood 
dunnage. 


Added to the dollars and cents savings are the 
satisfied customers who open the cars and find the 
contents in good order. 


The success of Uni-Lastic Stowage in the ship- 
ment of materials in barrels, drums, tierces, boxes, 
crates, radiators, roll paper and skid paper has re- 
sulted in a nation wide adoption of this better stow- 
ing method, which provides greater protection at 
lower cost. 


When your customers complain about bad order 
shipments—when claims mount up—when ship- 
ping costs are too high—send for a Gerrard engi- 
neer. He will study your problem and make his 
recommendations without obligation to you. 


GERRARD WIRE TYING MACHINES CO. 


1944 South 52nd Avenue 


33 $2 CHICAGO, ILL. 
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which carrier does not wish to allow. 


quote any opinions that might have been handed down in the 


past covering a transaction of this nature; also state, in your 


estimation, whether or not our stand as taken is correct. 

Answer: Contracts of carriage providing that a carrier’s 
liability for loss or injury to goods intrusted to it for shipment 
shall not exceed an agreed valuation, wren they are fair, open 
and reasonable, and made for the purpose of furnishing a basis 
of the liability assumed, and the rates to be charged for the 
transportation, are valid and will be sustained, whether or not 
the loss or injury is due to the carrier’s negligence. Kansas 
City Southern R. Co. vs. Carl, 227 U. S. 639; Wells vs. Neiman- 
Marcus, 227 U. S. 469. ; 

While it is frequently stated that a consideration is neces- 
sary to sustain a contract of this nature, there is a just and 
reasonaable consideration moving to both the carrier and the 
-shipper in such cases, the consideration for the shipper being 
the opportunity to ship at a lower rate than that called for by 
the unrestricted basis of shipment. 

Where a carrier delivers a shipment without requiring the 
surrender of the order-notify bill of lading covering that ship- 
ment, the carrier has converted the shipment and is liable in 
damages to the shipper or owner thereof. 

Notwithstanding the fact that in the delivery of a shipment 
without the surrender of the order-notify bill of lading covering 
that shipment there has been a conversion of the property, it 
is held in a number of cases that a court has the power to per- 
mit the party who has converted the goods to return the same 
to the owner thereof in mitigation of the damages. There are, 
however, other decisions of the courts which hold that where 
the wrongful conversion of property is complete, the owner ac- 
quires a vested right to recover its value from the party guilty 
of the conversion and the latter cannot, without the owner’s 
consent, return the property converted. See American Express 
Co. vs. Brunswick, 4 Ill. App. 606; Western Land & Cattle Co. 
vs. Hall, 33 Fed. 236; Plummer vs. Reeves, 102 S. W. 376; B. & 
O. R. Co. vs. O’Donnell, 25 N. E. 476; Baxter vs. Woodward, 158 
N. W. 137; Graham vs. Massellon Iron & Steel Co., 120 N. E. 
(Ill.) 467; Muncer & Zachary, 114 N. W. 525. 

The following statement in the decision in Carpenter vs. 
American Building & Loan Association, 56 N. W. 95 (Minn.), is 
an excellent review of the law upon this subject: 


It is well séttled, as a general proposition, that when an actual 
conservation of chattles has taken place the owner is under no ob- 
ligation to receive them back, when tendered by the wrongdoer. 
6 Bac. Abr. 677; 9 Bac. Abr. 559; 4 Am. & Eng. Enc. Law, 125 and 
cases cited. The right of action is complete and perfect when the 
conversion takes place, and the object of the action is to recover 
damages, not to regain possession of the thing itself. Even if the 
goods be returned by the wrongdoer, and are accepted by the owner, 
after the action is brought, damages, nominal or actual, may be re- 
covered. There is a class of cases when, in trespass or trover, the 
defendant may mitigate the damages by a timely and proper return 
of the property. The rules which govern in such cases seem to be that 
where the wrong lacks the element of wilfulness—has been committed 
in good faith—the court, in its discretion, may order a return, upon 
timely application by the defendant, accompanied by an offer to pay 
all costs, and a showing that no real injury will have been suffered 
by the plaintiff when possession is restored. The right of action is 
not defeated by the order of the ccurt, but damages are mitigated. 
The subject and the authorities are fully reviewed in Hart vs. Skin- 
ner, 16 Vt. 138. See also Reynolds vs. Shaler, 5 Conn. 323, and 
Churchill vs. Welch, 47 Wis. 39, 1 N. W. 398. 


We are also quoting from what is said by the court on page 


789 of the decision in G. F. & A. Ry. Co. vs. Blish Milling Co., 
82 S. E. 784: 


Exceptions are taken to the charge of the court on the subject 
of tender. It is true that actual return of the property or a tender to 
return goes in mitigation of damages, but the jury were authorized 
to find, from some of the evidence, that the entire property was 
never tendered, and for that reason, as well as because the one 
court did not expressly instruct them that evidence of tender would 
go in mitigation of damages, if they should find any, we deem a dis- 
cussion of this assignment of error unnecessary. According to the 
plaintiff’s evidence, 18 barrels of the flour had been sold prior to 
any offer to return the remainder. Under the undisputed testimony, 
there had been a deterioration in the condition and value of the 
flour subsequently to the shipment; and, in offering to return the 
flour to the Blish Milling Co., the railway company did not offer 
to make good the damage to the flour. This would have been essential 
to a good tender, even if the testimony, to the effect that none of the 


flour had been sold at the time of the tender, is in fact, the truth 
of the case. 


Freight Charges—Liability of Consignee 

Texas.—Question: The railroad companies are coming back 
on us from one to three years after shipments are made, de- 
manding further freight charges. 

On such shipments as the demands have been made upon 
us, the shipments are made pursuant to contracts for the grain 
or hay to be delivered to us at a certain definite price. 

The shippers have billed the cars to us deducting supposedly 
the correct rate from point of origin to destination. The rail- 
roads have in each instance collected either the amount as 
deducted by the shippers or an amount close to it, and in mak- 
ing returns to the shippers, we have charged them back with 
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In view of the fact that 
shipment was delivered without bill of lading by the carrier’s 


agent, we naturally feel that the loss should be borne by them 
and would like to know whether or not you are in a position to 


Vol. XXXVIII, No. 2 


the amount that we have paid. Also, with their draft, ayg 
credited them with the delivered price of the amount receiyeg 
thus closing our files on each and every shipment. 

The railroad companies are insisting that as consignee y,. 
are responsible to them for any errors in the freight charge, 
based upon either the rate or the weight. * 

As we see it, a demand of this kind which forces us to pay 
more freight charges is nothing more nor less than a vitiatio, 
of our contract with the original shippers to deliver us certajy 
grain or hay at a certain price. If the railroads could come 
back on us and demand that we pay further charges from one 
to three years after the shipments have been delivered and oy; 
contracts closed with the original shippers on the basis of the 
actual contract price, then this is tantamount to vitiating oy; 
contract and forcing us to pay more for the goods than we 
contracted. 

What we want to know is have we any legal defense or js 

there any rule of the Interstate Commerce Commission that yi] 
protect us in instances of this kind? 
In other instances we have had grain and hay consigned io 
us. These shipments were not purchased outright, but were 
handled on a consignment basis as an agent. In several ip. 
stances, years after we have rendered account sales to the ship. 
per, charged him with the freight as assessed by the railroad 
company, and remitting less these charges, the railroad con. 
panies are coming back and demanding further charges. Have 
not we the right to contend since we were not the owners of 
the goods, but simply handling same on consignment, that we 
are the agents of the original shippers, and therefore, are not 
responsible nor responsive to the railroad companies for any 
further charges than those assessed at the time the shipments 
were made. 

If we have not this legal right, then it seems to us that our 
relation as agent with the original shipper is vitiated and we 
then become the principal, liable under our agency for our prin- 
cipal’s debts. 

In other instances, also, tonnage has been applied on ship- 
ments and the bill of lading made no record so far as we can 
tell as to the application of tonnage and the origin of same so 
that we can actually figure the rate from the original plant of 
origin to the final destination and pay the railroad companies 
the correct rates simply because we have no means of deter- 
mining where the shipment originates when a shipment of hay 
or grain moves through Kansas City and tonnage is applied from 
some country point on the out-bound movement, and the freight 
deducted out of Kansas City by our shippers. In this case where 
we have paid freight as deducted by the shipper, rendered him 
account sales, and closed our files, the railroad companies are 
coming back on us and demanding further charges. 


What we want to know is it sufficient for us to disclaim 
responsibility upon the grounds that the railroad companies and 
the railroad companies alone could tell what the proper rate was 
from the original point of origin to final destination. That there 
was nothing in the bill of lading that would disclose the original 
point of origin to us as consignees that would enable us to check 
the rate and determine whether or not the deduction by our 
shipper was correct. Therefore, the railroad companies contrib- 
uting by inadequate information on their bill of lading to our 
inability to determine the correct rate should themselves stand 
any loss incident to an undercharge. 


There are three distinct propositions outlined above, each 
of which are the result of actual demands being made upon us 
from time to time by the railroad companies. For some time we 
declined to pay any charges under the conditions outlined above 
and the railroad companies took no further action but recently 
they have begun filing suits against us where the facts are as 
outlined in the three above propositions. 


Please advise what relief, if any, we have under the rulings 


of the Interstate Commerce Commission, or decisions of the 
courts and citing us to them. 


Answer: With respect to the liability of the consignee 
where goods are consigned to him as buyer, see the decision 
of the Supreme Court in P. C. C. & St. L. Ry. Co. vs. Fink, 250 
U. S. 577, in which case the court said: 


Examinations shows some conflict of authority as to the liability 
at common law of the consignee to pay freight charges under the 
circumstances here shown. The weight of authority seems to be that 
the consignee is prima facie liable for the payment of the freight 
charges when he accepts the goods from the carrier. 

Section 6 of the act to regulate commerce, which was in force 
at the time of this shipment, provides: ‘Nor shall any carrier charge 
or demand or collect or receive a greater or less or different com- 
pensation for such transportation of passengers or property, or for any 
service in connection therewith, between the points named in such 
tariffs than the rates, fares, and charges which are specified in the 
tariff filed and in effect at the time; nor shall any carrier refund or 
remit in any manner or by any device any portion of the rates, fares, 
and charges so specified in the transportation of passengers or prop- 
erty, except as are specified in such tariffs.’ It was therefore, unlaw- 
ful for the carrier upon delivering the merchandise consigned to Fink 
to depart from the tariff rates filed. The statute made it unlawful 
for the carrier to receive compensation less than the sum fixed by 
the tariff rates duly filed. Fink, as well as the carrier, must be 
presumed to know the law, and to have understood that the rate 
charged could lawfully be only the one fixed by the tariff. When 
the carrier turned over the goods to Fink upon a mistaken under- 
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And Now—tThe Modern Tank Car 


In previous advertisements of this series 
we have described various features of old 
time tank cars. This ad is devoted to the 
tank car of today— 


10,000 gallon capacity as against the 
40-barrel capacity of 1865; 


ALL STEEL construction—heavy 
steel, vapor-tight tank as against the 
wooden underframe and light tank of 
only a few years ago; 


Scientifically designed dome and safety 
valves as against the primitive expan- 
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sion chamber and fusible plug of old- 
time cars. 


But even yet the design of tank cars is 
changing. The one way to be sure of 
modern cars without paying the cost of 
obsolescence—of an ample supply of cars 
without the cost of seasonal idleness—of 
control identical with ownership—without 
taxes or interest charges, is to enter into 
an arrangement with a responsible lessor. 


Nineteen years of uninterrupted growth 
are your guarantee of the responsibility 
of this company. 


NORTH AMERICAN CAR CORPORATION, 327 So. La Sallie St, Chicago, Ill. 
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CAR LEASING SERVICE 


CHICAGO’STULSAS’ NEW ORLEANS 
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standing of the rate legally chargeable, both it and the consignee 
undoubtedly acted upon the belief that the charges collected were 
those authorized by law. Under such circumstances consistently with 
the provisions of the Interstate Commerce Act the consignee was 
only entitled to the merchandise when he paid for the transportation 
thereof the amount specified as required by the statute. For the 
legal charges the carrier had a lien upon the goods, and this lien 
could be discharged and the consignee become entitled to the goods 
only upon tender or payment of this rate. Texas & Pacific Railway 
Company v. Mugg, 202 U. S. 242. The transaction, in the light of 
the Act, amounted to an assumption on the part of Fink to pay the 
only legal rate the carrier had the right to charge or the consignee 
the right to pay. This may be in the present as well as some other 
cases a hardship upon the consignee due to the fact that he paid all 
that was demanded when the freight was delivered; but instances of 
individual hardship cannot change the policy which Congress has 
embodied in the statute in order to secure uniformity in charges for 
ey teen Louisville & Nashville R. R. Co. v. Maxwell, 237 


As to the liability of the party to whom goods are consigned 
for sale, see the decision of the Supreme Court of the United 
States in N. Y. C. & H. R. R. R. Co. vs. York & Whitney Co., 
256 U. S. 406. In this case the court said: 


Commission merchants often receive from strangers shipments of 
perishable articles for sale at market prices. Under a trade custom 
such things are promptly disposed of and the net proceeds remitted 
to the consignors. Successful conduct of the business requires prompt 
settlements. The court below held that whether York & Whitney 
Company impliedly agreed to pay the rates imposed by law was a 
question of fact to be determined upon the consideration of all the 
circumstances. It accordingly approved a judgment, entered upon a 
verdict, favorable to that company as to charges upon one carload 
(No. 280), and in behalf of the Railroad for those claimed on account 
of eight carloads (No. 281). 

We think the doctrine announced in Pittsburgh, Cincinnati, Chi- 
cago & St. Louis Ry. v. Fink, 250 U. S. 577 (November 10, 1919,), is 
controlling, and that the liability of York & Whitney Company was a 
question of law. The transaction between the parties amounted to 
an assumption by the consignee to pay the only lawful rate it had 
the right to pay or the carrier the right to charge. The consignee 


could not escape the liability imposed by law through any contract 
with the carrier. 


As to the third instance outlined in your letter, namely, ship- 
ments as to which you are unable to determine where the ship- 
ments originated, see the decision in J. C. Davis vs. Akron Feed 
& Milling Co., 296 Fed. 675, the principle of which case is in our 
opinion applicable. 

The opinion of the court in this case is set forth on page 
852 of the April 5, 1924, Traffic World. 

Tariff Interpretation—Publication of Rates Under Rule 77 

Massachusetts.—Question: As regards the publishing of 
rates under Rule 77 of Interstate Commerce Commission Tariff 
Circular 18-A, specific commodity rate is published between 
points A and B with point C being intermediate on a direct line. 
The class rate from point A to C is based on the short-line dis- 
tance via point B. Does the construction of the class rate basis 
govern the publishing of rate under Rule 77 or should this rule 
be applied when goods move to points on the “direct line” to the 
point at which the rate is specifically named? 

Answer: If, as we understand, Rule 77 is applicable in con- 
nection with the rate from A to B and C is intermediate thereto, 
the manner in which class rates are constructed from A to C has 
no bearing upon the application of the commodity rate applicable 
from A to B at point C under the provisions of Rule 77. 

Demurrage—Tidewater or Lake Ports 

Michigan.—Question: Where it is customary for carrier to 
load coal into ships at tidewater points at request of consignee 
the free time allowance for demurrage purposes is usually five 
days. *This is granted, as I understand it, that owing to the 
delay in the arrival of ships, consignee is granted the additional 
free time to overcome such delays. 

In the case of a warehouse located on the Great Lakes 
handling commodities for shippers for transshipment by lake 
and account of shortage of space material must be held in cars 
until boats arrive, is there any provisions of the Act permitting 
carrier to make the same five days free time allowance for the 
warehouse as they do for consignees at tidewater points? 

Answer: The question of the amount of free time to which 
a shipper is entitled prior to the accrual of demurrage at tide- 
water or lake ports is a matter for determination by the Com- 
mission, where discrimination between ports is involved, or the 
matter of the reasonableness of the period provided for in the 
carriers’ tariff is the subject of complaint. See the following 
cases: Hutchinson-McCandlish Coal Co. vs. B. & O., 16 I. C. C. 
360; New Orleans Board of Trade vs. I. C., 17 I. C. C. 496; 
Wichita Falls Joint Coal Rates, 26 I. C. C. 216 (227); Anderson- 
Tully Co. vs. M. L. & T. R. R. & S. S. Co., 30 I. C. C. 140; 
Plymouth Coal Co. vs. D. L. & W., 36 I. C. C. 76; Pittsburgh & 
Ohio Coal Mining Co, vs. B. & O., 40 I. C. C. 408, and Cabin 
Creek Consolidated Coal Co. vs. C. H. & D. Ry., 52 I. C. C. 181. 

The assessment of demurrage is dependent upon tariff pro- 
visions lawfully on file with the Commission. See Peale, Pea- 
cock & Kerr vs. C. R. R. Co. of N. J., 18 I. C. C. 25, 33. 
Refrigeration Service—Delay to Iced Cars at Loading Stations— 

Cost of Ice Furnished 

Illinois.—Question: In the issue of the Traffic World of 
October 23rd on page 958 an answer is made by you to a ques- 
tion propounded as to cost of ice furnished a car delayed at 
loading station under Rule 215, Perishable Protective Tariff No. 
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3, which is quoted in part, special reference being made to the 
note under paragraph (a) of the above referred to rule: 

Your answer, as I read it, is not strictly in accordance with 
the provisions of the rule, and if you will permit me, desire to 
give you my interpretation of same. 

Cars are initially iced to capacity before set for loading 
the average initial icing being about 10,000 pounds. Carriers are 
not obligated to perform any icing while cars are being loaded 
no matter how long a time may be consumed in loading. Th, 
detention charge of $3.75 applies to each 12 hours after the 
expiration of the 24 hour free time and is a charge to be assessed 
on the period of time cars are held rather than computed on the 
amount of ice melted, but the maximum is provided for in the 
note that the total charge under the time basis of $3.75 for each 
12 hours cannot exceed the actual cost of all ice and salt sup 
plied car prior to completion of loading. 

In the case in point the maximum amount of ice supplieq 
was 10,600 lbs. which, at the tariff rate of $4.50 per ton, would 
be $23.85. Therefore, rather than assessing a detention charge 
of $3.75 for each 12 hour period (thefe being 9 of same, which 
would make a charge of $33.75) the maximum charge that could 
be assessed would be $23.85, that being the total amount of ice 
supplied the car prior to completion of loading—this on the 
assumption that the 6,000 pounds of ice supplied the car on the 
date that the loading was completed was not supplied until 
after loading was completed. If this 6,000 lbs. was supplied 
prior to loading then the total amount of ice supplied prior to 
loading would have been 16,600 pounds, which at $4.50 a ton, 
would have amounted to $37.35, and in that instance would have 
been the maximum charge which could have been made under 
the rule above mentioned. 

I am Calling this to your attention as it did not appear to 
me your answer quite fully covered the situation. 

Answer: We have interpreted the note published in con- 
nection with paragraph (A) of Rule 215, Perishable Protective 
Tariff No. 3, as providing a maximum charge for ice furnished 
a car which is not loaded within 24 hours after being placed 
for loading. The question is, does the clause in Note 1 reading 
“exceed the cost of all ice and—or salt supplied car prior to 
completion of loading,” relate to additional icing or to all ice 
furnished, both under the original icing and ice furnished while 
the car is detained beyond the first 24 hours. It seems to us 
that your construction thereof is somewhat strained and that a 
a construction of the note is the one we have placed 
upon it. 
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| Digest of New Complaints | 


No. 18835. Grand Rapids Show Case Co., Grand Rapids, Mich., vs. 
Ann Arbor et al. 

Unjust and unreasonable rates and charges on store or office 
furniture in the white from Grand Rapids, Mich., to Long Island 
City, N. Y., and Baltimore, Md. Asks rates for future and rep- 
aration. 

No. 18836. Blayney-Murphy Co., Denver, Colo., vs. Santa Fe et al. 

Unreasonable rates and charges on fresh meats and packing 

house products from Denver and Trinidad, Colo., to points in New 
Mexico. Asks rates for future and reparation, 

18837. Chicago Veneer Co., Chicago, Ill., vs. Wrightsville & 
Tennille et al. : 

Rates and charges in violation of sections 1 and 3 of the act, on 
thin gum lumber from Dublin, Ga., to Los Angeles, Calif. Asks 
rates for future and reparation. 

No. 18838. Concord Construction Co., St. Louis, Mo., vs. C. B. & Q. 

Rates in violation of sections 1 and 6 of the act, on ground 
limestone from Quincy, Ill., to Centralia, Ill. Asks reparation. 

No. 18839. A. Weiskittel & Son Co., Baltimore, Md., vs. B. & O. et al. 

Charges in violation of section 6 of the act, on various carload 
shipments of enameled cast iron bath tubs, lavatories, pedestals, 
sinks, sink legs, etc., from Baltimore and Highlandtown, Md., to 








No. 


New York City and nearby points and Philadelphia, Pa. Asks 
reparation. ‘ 
No. 18840. Swift & Co et al., Chicago, vs. St. Louis-San Francisco 


et al. 

Rates in violation of sections 1 and 3 of the act, on soap, soap 
powders, washing powders and scouring and cleaning compounds, 
in straight or mixed carloads, from Chicago, Ill., Calumet and 
East Chicago, Ind., and South Omaha, Neb., to all destinations 
on the C. R. I. & P.; L. & A.; Mo. Pac.; Cotton Belt; Frisco; 
T. & P.; Guif Coast Lines; C. & S. F.; K. Cc. S.; L. R. & N. Co.; 
Southern Pacific; V. S. & P.; and Santa Fe, in Louisiana on and 
west of the west bank of the Mississippi River; to points in 
Missouri on and south of the south bank of the Missouri River; 
to points in Kansas on and south of the Santa Fe to Dodge City, 
Great Bend, McPherson, Emporia and Ottawa Junction; to all 
points in Oklahoma and Texas; and to points in New Mexico on 
and east of the line of the Santa Fe through El Paso, Tex. 
and Socorro, Albuquerque, and Raton, N. M. Asks rates which 
shall not exceed rates from St. Louis proper to same destina- 
tions by more than 8 cents per 100 pounds; rates from South 
Omaha, Neb., which shall not exceed the rates from Kansas 
City, Mo.-Kans., to the same destinations by more than 6.5 cents 
per 100 pounds; and, as a limitation upon said rates, rates which 
shall in no case exceed for the distances from said points of 
origin to said destinations the scale of rates prescribed by the 
Commissien for the transportation of soap in No. 14451; and rep- 
aration in the sum of $50,000. 

No. — F ss ce Cotton Seed Crushers Assn., Montgomery, Ala. 
vs. L, m 

Rates on cottonseed from all points on the L. & N. in Alabama 
to Louisville, Ky., unreasonably low and considerably less than 
the rates for corresponding lengths of haul in Alabama, in viola- 
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Chicago and Eastern Illinois Railway 


‘“‘The Service Railroad of America’’ 
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tion of sections 1, 3 and 13 of the act. Asks rates for the future 
from points in Alabama to Louisville. 
No. 18842. J. G. Curtis Leather Co., Ludlow, Pa., vs. Santa Fe et al. 

Charges in violation of section 6 of the act, on carload ship- 
ments of green salted cattle hides from points in Missouri, Illi- 
nois, Kansas, Iowa, and Nebraska to Ludlow, Pa. Asks repara- 
tion. 

No. 18843.. A. C. Ochs Brick & Tile Co. et al., Springfield, Minn., vs. 
Chicago & North Western et al. 

Rates in violation of sections 1 and 3 of the act, on brick, drain 
tile and allied clay products from Springfield and Heron Lake, 
Minn., to all destinations in North Dakota on lines of defendants. 
Asks rates for the future 

No. Rye ” me Company of America, Pittsburgh, Pa., vs. Santa 

e et al. 

Alleges violation of the first three sections of the act, on ac- 
count of ratings, rates and charges applied to aluminum in the 
form of ingot, pig, slab, plate or sheet, and scrap, in official, 
commern and western classification territories. Asks relief for the 
uture, 

No. 18845. DeRussy J. Bennett, Watkins Glen, N. Y., vs. Michigan 
Central et al. 

Unreasonable rates or charges in connection with a shipment 
of oats, barley and beans from Brampton, N. D., to Burdett, 
WH. Bes because of the charges assessed on the beans in the ship- 
ment. Asked rates on beans for the future, and reparation. 

No. 18846. Magnolia Petroleum Co., Dallas, Tex., vs. Chicago, Rock 
Island & Gulf et al. 

Unreasonable rates and charges on iron and steel tanks, k. d., 
from Navarro, Tex., to Gladney, Okla. Asks rates for the future, 
and reparation. 

No. wor Shambow Shuttle Co., Woonsocket, R. I., vs. New Haven 
et al. 

Rates in violation of section 1 of the act, on wooden bobbin 
blanks, wooden bobbin heads and wooden billets from Greenville, 
- C., to Woonsocket, R. I. Asks rates for the future, and repara- 
tion. 

No. 18848. Rinehart & Dennis Co., Charlottesville, Va., vs. Central of 
Georgia et al. 

Unreasonable rates on relaying rail from Bellwood and Hart- 
ford, Ala., to Hellams, S. C. Asks reparation. 

No. 18849. Syracuse Chamber of Commerce and Manufacturers’ Assn. 
of Syracuse, N. Y., vs. B. & O. et al. 

Rates on bituminous coal from mines in the Clearfield, Greens- 
burg, Westmoreland, Reynoldsville, Pittsburgh, Connellsville, 
Meyersdale, Cumberland, Fairmont and other groups in Pennsyl- 
vania and West Virginia to Syracuse and Solvay, N. Y., in viola- 
tion of section 1 of the act. Asks rates for the future. 

No. — , ~ ‘erencae Shoe Co., Manchester, N. H., vs. Illinois Cen- 
tral et al. 

Rates and charges in violation of the first three sections of 
the act, on green salted hides from the New Orleans group to 
Boston rate points in which latter group Manchester is included 
= eastbound movement. Asks rates for the future and repara- 

on. 

No. 18850, Sub. No. 1. Same vs. Northern Alabama et al. 

Rates on green salted cattle hides from Jasper, Ala., to Man- 
chester, N. H., in violation of sections 1 and 3 of the act. Asks 
rates for the future, and reparation. 

No. Se A ems Paper & Box Co., Inc., Boston, Mass., vs. A. C. 
: Y. et al. 

Rates and charges in violation of sections 1 and 2 of the act, 
on paper pan liners in L. C. L. lots between points in three classi- 
fication territories. Asks rates for future and reparation. 

No. 18852. E. I. duPont De Nemours & Co., Wilmington, Del., vs. 
Houston & Brazos Valley et al. 

Rates in violation of section 1 of the act, on crude sulphur from 
mines at or near Bryanmound and/or Hoskins, Tex., to Mooar, 
Ta. Asks rates for future and reparation. 


No. 18853. Tulloch Coal Co. et al., Topeka, Kans., vs. Santa Fe et al. 
Rates in violation of section 1 of the act, on coal from mines 
in Arkansas and Oklahoma to Topeka and Lawrence, Kans. Asks 
rates for future and reparation. 
No. 18854. Lone Star Gas Co., Dallas, Tex., vs. Santa Fe et al. 

Rates in violation of section 1 of the act, on wrought iron pipe 
and pipe fittings between points in Oklahoma and in Texas. Asks 
rates for future and reparation. 

a ra es A Engineering and Construction Co., Shelbyville, 

m_, V4 2. OC. Ee 

Charges in violation of first three sections of the act, on liquid 
asphalt from Tampa, Fla., to Temple Terrace, Fla. Asks rates 
for the future, and reparation. 

No. 18856. Pocahontas Fuel Co., Inc., New York City, vs. Virginian. 

Unreasonable detention charges on coal from points in West 
Quretnla for trans-shipment at Sewall’s Point, Va. Asks repara- 

on. 

No. 18857. Manassa Timber Co., St. Louis, Mo., vs. Blytheville, Leach- 
ville & Arkansas Southern et al. 

Rates in violation of sections 1, 4 and 6 of thé act, on piling 
—_ points in Arkansas and Missouri to Stolle, Ill. Asks repara- 

on. 

No. 18858. United Iron, Metal & Supply Co., Picher, Okla., vs. Chi- 
cago & Tllinois Midland et al. 

Rates in violation of section 1 and 4 of the act, on scrap iron 
from Picher, Okla., to Acme and Peoria, Ill. Asks reparation. 
No, 18859. Crook Son & Co., Hicksville, O., vs. Pere Marquette et al. 

Rates in violation of the first three sections of the act, on logs 
from points in Michigan to Hicksville, Ohio. Asks rate and mini- 
mum weight, and reparation. 

No. 18859, Sub. 1. Same vs. Same. 

Rates in violation of the first two sections of the act, on logs 
from points in Michigan to Hicksville, Ohio. Asks reparation. 
18860. Des Moines Elevator & Grain Co. et al., Des Moines, Ia., 
vs. C. B. & Q. et al. 

Rates in violation of sections 1 and 3 of the act, on grain. 
grain products and other articles taking the same or related 
rates from Des Moines, Ia., to points on the C. B. & Q. and 
Quincy, Omaha and Kansas City. Asks rates for the future. 
No. wares Los Angeles Soap Co., Los Angeles, Calif., vs. 

et al. 

Unreasonable rates and charges on cottonseed oil from Phoenix 
and other Arizona points to Los Angeles, Calif. Asks reparation. 

No. 18862. Simmons Co., New York City, vs. Staten Island Rapid 
Transit et al. 

Rates and charges in violation of sections 1, 2. 3 and 6 of the 
act, on cottonseed hull fibre or shavings from points in Alabama, 
Georgia, North and South Carolina, Illinois and Texas, to Bayway, 
N. J. Asks for reparation. 

No. 18863. James S. Bussey, Jr., trustee in bankruptcy of Hills Mix- 
ture Corp., Augusta, Ga., vs. Atlantic Coast Line et al. 

Unreasonable and unlawful rates on insecticide from Wheless, 


No. 
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Ga., to Texas common points and to points in Arkansas a 
Oklahoma. Asks reparation. nd 
No. ee - Maloney Tank Mfg. Co. et al., Tulsa, Okla., vs. Santa Fe 
e ’ 
Rates in violation of the first three sections of the act, on steg| 
originating at St. Louis, Mo., or points basing thereon, fabricateg 
at Tulsa, destined to points in Panhandle of Texas field. Ask 
through routes and joint rates. 3 
No. 18865. Purse Bros., Detroit, Mich., vs. B. & O. et al. 

Rates in violation of the first three sections of the act, y 
peaches from North Mountain, W. Va., to Cincinnati, O., diverted 
to Pittsburgh, Pa., and thence to Toledo, O. Asks rates ang di- 
version rules for future and reparation. 

No. 18866. Alcolu Railroad Co., Alcolu, S. C., vs. A. C. L. 

Alleges that dispute exists between complainant and _ defendan 
as to divisions out of joint through rates from Green Hill, §, q. 
that defendant has been attempting to reduce the divisions anq 
that if this is done complainant will be compelled to seek ay. 
thority to abandon operation. Asks just and reasonable divisions 

No. < _— Chamber of Commerce et al., Waco, Tex., vs. Santg 

e et al. 

Alleges that Waco Barrel Co. is subjected to payment of com. 
bination rates over Fort Worth or Dallas for the transportation 
of barrels into Oklahoma from Waco, Tex., as against mileage 
scale as shown in item 4094, Sup. 88, Southwestern lines’ tariff 
26-X, F. A. Leland’s I. C. C. No. 1590, from Dallas and For 
Worth, in violation of section 3 of the act. Asks rates for future 

No. 18868. G. A. Fulton, Eureka, Calif., vs. Northwestern Pacific et aj 

Charges in violation of first three sections of the act, on auto. 
mobiles from Milwaukee, Wis., to San Francisco and diverted to 
Eureka, Calif. Asks reparation. 

No. 18869. United States Cast Iron Pipe & Foundry Co., Burlington, 
N. J., vs. A. G. S. et al. 

Unreasonable rates and charges on pig iron from Mobile, Ala, 
imported, to Birmingham, Bessemer and Anniston, Ala. Asks 
rates for future and reparation. 

No. 18870. Globe Grain & Milling Co., Los Angeles, Calif., vs. Mo. 
Pac. et al. 

Unreasonable rates and charges on carload of barley from 

Wichita, Kans., to Los Angeles and diverted to Santa Paula, 


Calif. Asks order directing defendants to desist from attempt 
to collect alleged balance due in freight charges. 
No. 18872. The Brunswick-Balke-Collander Co., Chicago, IIl., vs, 


Michigan Central et al. 
Charges in violation of first three sections of the act on talking 
machines from Muskegon, Mich., to points in Ohio, Massachusetts, 
Illinois, ete., as result of defendants’ alleged failure to furnish 
cars as ordered. Asks cancellation of alleged undercharges. 


PROPOSED LINE DISAPPROVED 


The Commission has denied an application of the Southern 
Kansas Industrial Belt Railway Company for authority to con- 
struct a line of railroad in Wilson county, Kan. 


ANTHRACITE INVESTIGATION ARGUMENTS 


The Commission has set down No. 15006, the so-called an- 
thracite investigation and the cases joined with it for argument 
before the entire Commission on December 6. 


COAL SHIPMENTS HEAVY 


Coal shipments have been the greatest this fall that they 
have ever been for this season of the year except in 1918, when 
the movement was stimulated by the world war, according to 
the car service division of the American Railway Association, 
which says: 


From August 30 to October 23 this year, 1,960,381 cars have been 
loaded with both bituminous and anthracite coal. This exceeded by 
363,687 cars the corresponding period last — and was only 39,250 
cars below the corresponding period in 1918. 

The railroads are handling this heavy movement of fuel without 
transportation difficulties, having had on October 23 nearly 14,000 
surplus coal cars in good repair and immediately available for serv- 
ice. There have been a few reports of local car shortages in certain 
isolated cases but these have been of short duration. 

Of the total number of cars loaded with coal from August 30 
to October 23, loading of bituminous coal alone amounted to 1,646,680 
cars, the heaviest movement that has taken place in the fall of the 
year in the past six years. This exceeded by 60,152 cars the cor- 
responding period last year. 


Loading of anthracite from August 30 to October 23 amounted to 
a ears, the largest number loaded in the fall of the year since 


For the week of October 23, reports filed by the carriers with 
the car service division of the American Railway Association showed 
a total loading of 264,020 cars of coal, an increase of 49,751 cars over 
the corresponding week last year. Of the total number of cars, bi- 
tuminous coal loading amounted to 223,545 cars, an increase of 9,538 
cars over the same week last year and the heaviest movement for 
any corresponding week since 1920. Loading of anthracite for the 


week amounted to 40,475 cars, the greatest for that week in recent 
years. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended October 30 was 
estimated at 13,430,000 net tons by the Bureau of Mines of the 
Department of Commerce. This was the highest weekly output 
ever recorded. Because of the observance of Mitchell Day, 
October 29, production of anthracite fell off to 1,805,000 net tons 
the week ended October 30. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 30 totaled 732,665 net tons of which 
172,547 tons were for New England delivery. 

Tidewater bituminous coal shipments from Charleston, S. C., 
the week ended October 30 totaled 12,390 tons. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended October 31 totaled 735,212 tons. Anthracite 
shipped from Lake Erie ports totaled 99,528 tons. 
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“Mid-West Limited” — ‘“The West Virginian”’ 






Write } T. H. GURNEY, General Passenger Agent t for Literature 
Richmond, Va. 











Note, items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


peovemae? 15—Chicago, Ill—Commissioner Cox and Examiner Bard- 
well: 
* 17021—Investigation of Chicago, MilWaukee and St. Paul Ry. 
November 15—Ft. Worth, Tex.—Examiner Disque: 
18495—-Dallas Oil & Refining Co. et al. vs. Ft. W. & D. C. Ry. et al. 
November 15—Portsmouth, N. H.—Examiner Jameson: 
Finance No.*5700—Application of York Harbor & Beach R. R. for 
authority to abondon a line of railroad in York County, Me. 
November 15—Fresno, Calif.—Examiner Barron: 
18477 (and Sub. No. 1)—California Peach & Fig Growers vs. A. T. 
& S. F. Ry. et al. 
November 15—New Orleans, La.—Examiner Brennan: 
1. oe 2752—Manure from New Orleans, La., to points in Ala. 
an ss. 
1. & S. No. 2782—Estimated weights on carrots, from Louisiana to 
Northern, Eastern and Western points. 
November 15—Albany, N. Y.—Examiner Williams: 
18545—Edward G. Bailey et al. vs. B. & M. R. R. et al. 
November 15—Chicago, Ill.—Examiner Walsh: 
= ae Se No. 1)—Tomahawk Pulp & Paper Co. vs. Can. Natl. 
y. et al. 
November 15—Washington, D. C.—Examiner Quimby: 
Valuation No. 866—In re tentative valuation of the property of the 
G. M. & N. R. R. 
November 15—Washington, D. C.—Examiner Norman: 
Valuation No. 121—I1n re tentative valuation of the property of the 
Pine Bluff Arkansas River Ry. 
Valuation No. 129—In re tentative valuation of the property of the 
Shreveport Bridge & Terminal Co. 
Valuation No. 132—In re tentative valuation of the properties of 
St. Louis Southwestern Ry. of Texas et al. ° 
Valuation No. 136—In re tentative valuation of the property of 
Dallas Terminal Ry. & Union Depot Co. 
Valuation No. 142—In re tentative valuation of the properties of 
St. Louis Southwestern Ry. et al. 
November 15—Argument at Washington, D. C.: 
17238—H. H. Cary Co. vs. Mich. Cent. R. R. et al. 
16358—Federate Metals Corp. et al. vs. Penna. R. R. et al. 
17414—Indian Creek Valley Lumber Co. vs. B. & O. R. R. et al. 
Valuation No. 445—In re tentative valuation of the properties of 
the Grand Trunk Ry. of Canada et al. 
Valuation No. 478—In re tentative valuation of the properties of 
the Grand Trunk Western Ry. et al. 
Valuation No. 512—In re tentative valuation of the properties of 
the Detroit, Grand Haven and Milwaukee Ry. et al. 
Valuation No. 517—In re tentative valuation of the property of the 
Pontiac, Oxford and Northern R. R. 
Valuation No. 535—In re tentative valuation of the property of the 
Toledo, Saginaw and Muskegon Ry. 
Valuation No. 544—In re tentative valuation of the property of the 
International Bridge Co. 
Valuation No. 545—In re tentative valuation of the property of the 
Grand Trunk Milwaukee Car Ferry Co. 
Valuation No. 546—In re tentative valuation of the property of 
the Detroit and Huron Ry. 
Valuation No. 550—In re tentative valuation of the property of the 
St. Clair Tunnel Co. 
November 15—Washington, D. C.—Examiner Brinkley; 
Valuation No. 149—Mobile & Ohio R. R. et al. 
November 16—Washington, D. C.—Examiner Norman: 
* Valuation No. 741—In re tentative valuation of the property of the 
Fort Worth Belt Ry. (further hearing). 


November 16—Ft. Worth, Tex.—Examiner Disque: 


1. &sS. 2767—Stopover transit privilege on cranberries at points in 
Texas. 


November 16—Chicago, Ill._—Examiner Walsh: 

18710—Manufacturers’ Assn. of Chicago Heights, on behalf of Stand- 

oe — Co. of Ill., vs. Chicago Heights Terminal Transfer R. 
- et al. 
November 16 —New York, N. Y.—Examiner Trezise: 

18721—Federated Metals Corp. vs. Penna. R. R. et al. 

18426—Federated Metals Corp. vs. Ill. Cent. R. R. et al. (further 
hearing). 

November 16—Washington, D. C.—Examiner Boat: 

Fourth Section Applications Nos, 1563, B. & O. R. R.; 1747, C. & O. 
Ry.; 2045, Ill. Cent. R. R.; 1952, L. & N. R. R.; 2138, M. & O. R. R.; 
1561, N. & W. Ry.; and 1548, Southern Ry.—In re transportation 
of green tomatoes, wrapped, in C. L., from Hazelhurst and Terry, 
Miss., Sitka, Gibson and McNairy, Tenn., to Washington, D. C., 
Baltimore, Md., Pittsburgh and Philadelphia, Pa., and New York, 
N. Y., and points taking same rates which are lower than rates 
contemporaneously in effect on like traffic to Lynchburg, Va., and 
other intermediate points. 

November 16—New Orleans, La.—Examiner Brennan: 

18594—E. C. Palmer & Co., Ltd., New Orleans, La, vs. New Eng- 
land S. S. Co. et al. 

November 16-17—Argument at Washington, D. C.: 

vee cone - No. 1)—Illinois Coal Traffic Bureau vs. A. & 8. 

> ae CG GE 

17509 (and Sub. No. 1)—Indiana Bituminous Coal Operators Assn. 
va A T. @& DG. FF. Ry. & al. 

17563—Illinois Coal Traffic Bureau vs. A. T. & S. F. Ry. et al. 

November 17—Washington, D. C.—Examiner Boat: 

Fourth Section Application No. 12932—Filed jointly by Charles Bar- 
ham, H. Wilson and Frank Van Ummersen—In re rates iron and 
steel articles via all-rail, rail-and-water, and rail-water-and-rail 
routes from points in Ala., Ga., Tenn., and Miss., to points in 
Eastern Trunk Line and New England territories. 

Fourth Section Applications Nos. 4309, 600, 601 et al. 


November 17—Los Angeles, Calif.—Examiner Barron: 
17886—-Nevada Lime and Rock Co. vs. A. T. & S. F. Ry. et al. 
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November 17—Washington, D. C.—Examiner Peterson: 
17468—The Philip Carey Co. et al. vs. A. T. & S. F. Ry. et ai. 
November 17—Schenectady, N. Y.—Examiner Williams: 
— pee Sub. No. 1)—Rinella Battaglia & Co. vs. A.C. L. Rp 
et al. 
November 17—New Orleans, La.—Examiner Brennan: 
18407—Louisiana Farm Bureau Federation et al. vs. 
Co. et al. 
November 17—Washington, D, C.—Examiner Kephart: 
Valuation No. 857—In re tentative valuation of the propertie 
Detroit, Toledo and Ironton R. R., and Toledo-Detroit R, R. 
November 17—New York, N. Y.—Examiner Trezise: 
18531—Williams Traffic Service, Inc., et al. vs. A. C. L. R. R. et a) 
November 17—Chicago, Ill.—Examiner Walsh: 
18621—Wheeler Publishing Co. et al. vs. A. T. & S. F. Ry. et al, 
November 17—Atlanta, Ga.—Examiner Keeler: 
18458—Ra*es on petroleum and petroleum products within the terri. 
— on and east of the Mississippi River and south of Ohio Rive 
and east of the Indiana-lIllinois State Line, and from ponts with. 
out to points within said territory. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al, 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—-Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 
18253—-The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al, 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 
18061 (Sub No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
i +” ee No. 1 and 2)—The Pure Oil Co. et al vs. A. & R. RR 
al. 
November 17—Washington, D. C.—Examiner Gray: 
Valuation No. 862—In re tentative valuation of the property of 
the Lake Superior Terminal and Transfer Ry. 
November 18—Harrisburg, Pa.—Public Service Commission of Pa. 
Finance 5847—Joint Application of Allegheny & Western Ry. and 
Buffalo, Rochester & Pittsburgh Ry. for authority to acquire con- 
ba rd lease of the railroad and property of the Allegheny Term- 
oO. 
November 18—Cincinnati, O.—Examiner Jewell: 
1. & S. No. 2750—Coal from Virginia, West Virginia and Kentucky 
Mines to Cincinnati, Ohio. 
November 18—Los Angeles, Calif.—Examiner Barron: 
18695—Butler’s Feed Mills et al. vs. Ariz. Eastern R. R. et al. 
November 18—Los Angeles, Calif.—Examiner Barron: 
18310—Alfalfa Growers Exchange et al. vs. Ariz. Eastern R. R. et al. 
November 18—Mitchell, S. D.—Examiner Cheseldine: 
18561—-Mitchell Chamber of Commerce vs. C. M. & St. P. Ry. et al. 
November 18—Dallas, Tex.—Examiner Disque: 
18739—Butler Bros. et al. vs. A. & R. R. et al. 
November 18—Chicago, Ill.—Examiner Walsh: 
18498—Lackawanna Cold Storage Co. vs. D. L. & W. R. R. et al. 
November 18—Argument at Washington, D. C.: 
17020—American Fruit Growers, Inc., of Calif., et al. vs. Southern 
Pacific Co. et al. 
17082—California Farm Bureau Federation et al. vs. Southern Pa- 
cific Co. et al. 
17839—Alamo Packing Co. et al. vs. Southern Pacific Co. et al. 
17902—Caruso, Rinella, Battaglia Co., Inc., vs. Sou. Pac. Co. et al. 
November 18—Washington, D. C.—Examiner Woodrow: 
Valuation No. 831—In re tentative valuation of the properties of 
ag aeememnee and Eastern R. R. and Susquehanna Connecting 


La. Ry & Navi, 


of 


Valuation No. 832—In re tentative valuation of the property of the 
New York, Susquehanna & Western R. R. et al. 

Valuation No. 845—In re tentative valuation of the property of the 
Avon, Geneseo and Mount Morris R. R 


Valuation No. 853—In re tentative valuation of the properties of 
the New Jersey & New York R. R. et al. 


Valuation No. 876—In re tentative valuation of the properties of 
Chicago and Erie R. R. 


November 18-19—Argument at Washington, D. C.: 
Valuation No. 368—In re tentative valuation of the properties of 
the Duluth and Iron Range R. R. 
Valuation No. 369—In re tentative valuation of the properties of 
the D. M. & N. Ry. et al. 
November 19—Omaha, Neb.—Examiner McChord: 
hs ay ee Bridge Supply & Lumber Co. vs. C. N. O. & T. P. 
; al. 
November 19—Chicago, Ill—Examiner Walsh: 
ee Potato Shippers’ Assn, et al. vs. A. T. & S. F. Ry. 
e 5 
November 19—New York, N. Y.—Examiner Trezise: 
18722—Frank Hewitt vs. N. Y¥. N. H. & H.R. R 
November 19—Dallas, Tex.—Examiner Disque: 
18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al. 


November 19—Washington, D. C.—Examiner Peterson: 
18762—Continental Rubber Works vs. N. Y. C. & St. L. R. R. et al. 
November 19—Argument at Washington, D. C.: 
*17138—Virginia Cellulose Co., Inc., vs. N. & W. Ry. et al. 
17148—J. Needy & Co. et al. vs. B. & O. R. R. 
17094—Elk River Coal and Lumber Co. vs. B. & O. R. R. et al. 
November 20—Jackson, Miss.—Examiner Brennan: 
18607—-Newton Oil Mill vs. A. & V. Ry. et al. 
November 20—Huntington, W. Va.—Examiner Jewell: 
18415—Jeffrey-Dewitt Insulator Co. vs. B. & O. R. R. et al. 
November 20—Argument at Washington, D. C.: 


17107—Charles Boldt Paper Mills Co. vs. A. & W. P. R. R. et al. 
17149—Holden Paper Co. vs. Erie R. R 
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Between 
New York 
Newark 
Philadelphia 

and 
Ithaca 
Rochester 
Buffalo 
Niagara Falls 
Chicago 


Ba Le A 








Direct Route 
To Niagara 
Falls 


This noted daylight train offers daily service between Penn- 
sylvania Station, New York, or Reading Terminal, Phila- 
delphia, and Chicago. 


Westward Eastward 


Lv. New York ..... 8.50 AM Lv. Chicago ....(*)3.10 PM 
Lv. Philadelphia ...9.20 AM _ Ar. Philadelphia ..8.08 PM 


Ar. Chicago ....(*)8.25 AM Ar. New York ....8.47 PM 
NEXT DAY NEXT DAY 


(*)—Via Michigan Central R. R. (Central Station, 12th Street). 


For reservations in New York, phone Wisconsin 4210; in 
Philadelphia, Rittenhouse 1140; in Chicago, Wabash 6570. 


Lehigh Valley Railroad 


Che Route of The Black Diamond 
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17180—Persinger Hardware & Furniture Co. vs. N. Y. C. R. R. et al. 
17216—Amicon Fruit Co. vs. L. V. R. R. et al. 
Valuation No. 363—In re tentative valuation of the properties of 
Chicago Great Western R. R. et al. 
November 22—Houston, Tex.—Examiner Disque: 
* 18600 Sub. Nos. 1 and 2)—The Texas Co. vs .A. T. & S. F. Ry. 
et al. 
18636—Houston Lighting & Power Co. vs. A. C. & Y. Ry. et al. 
18558 (and Sub. Nos. 1 and 2)—Southern Iron & Metal Co. vs. B. S. L. 
& W. Ry. et al. 
November 22—Washington, D. C.—Examiner Potter: 
be eon nen No. 313—Nevada County Narrow Gauge R. R. 
earing). 


November 22—Los Angeles, Calif.—Examiner Barron: 

17666—T. H. Wright, doing business under the fictitious name of 
T. H. Wright Mercantile Co. vs. Trona Ry. Co. et al. 

November 22—Omaha, Neb.—Examiner McChord: 

15511—Board of Trade of City of Chicago vs. A. T. & S. F. Ry. et al. 
(further hearing, as to rates from southwestern Iowa and other 
points taking the same rates). 
November 22—Argument at Washington, D. C.: . 
Valuation No. 365—In re tentative valuation of the properties of the 
B. & L. E. R. R. et al. 

Valuation No. 366—In re tentative valuation of the property of the 
Pittsburgh, Bessemer & Lake Erie R. R. 

Valuation No. 675—In re tentative valuations of the properties 
of the Midland Valley R. R. and Wichita & Midland Valley R. R. 

Valuation No. 589—In re tentative valuation of the property of the 
La. & Pac. Ry. 

Valuation No. 528—In re tentative valuation of the property of the 
Sibley, Lake Bisteneau and Southern Ry. 

Valuation No. 565—In re tentative valuation of the property of the 
Woodworth & Louisiana Central Ry. ; 

November 22—Boston, Mass.—Examiner Williams: 
18613—Shoe Polish Manufacturers’ Assn. of America vs. N. Y. N. H. 

& H. R .R. et al. 

November 22—Parkersburg, W. Va.—Examiner Jewell: 
17212—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 
18697—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 

November 22—Chicago, Ill—Examiner Walsh: 
18516—Western Shade Cloth Co. vs. A. & W. P. R. R. et al. 
18630—L. E. Myers Co. vs. Sou. Ry. et al. 


November 22—New York, N. Y.—Examiner Trezise: 
18672—Hoboken Manufacturers’ R. R. vs. A. T. & S. F. Ry. et al. 
November 22-23—Argument at Washington, D. C.: 
17170—American Tar Products Co. et al. vs. A. T. & S. F. Ry. et al. 
17328—Certain-teed Products Corp. vs. A. & W. Ry. et al. 
16637 (and Sub. Nos. 1 and 2)—The Newton Lumber & Manufactur- 
ing Co. vs. C. R. I. & P. Ry. et al. 
17358 (and Sub. Nos. 1, 2 and 3)—Higginbotham-Bartlett Co. et al. 
vs. A. & S. Ry. et al. — 
17208—Oklahoma Sash and Door Co. et al. vs. A. T. & S. F. Ry. et al. 
17123—Benson Bros. Lumber Co. et al. vs. A. T. & S. F. Ry. et al. 
17360—The B. F. Nelson Mfg. Co. et al. vs. A. & W. Ry. et al. 
November 23—Houston, Tex.—Examiner Disque: , 
ber 9 ee Sub. Nos. 1 and 2)—The Texas Co, vs. Midland Val. R. R. 
e ' 


(future 


November 23—Atlanta, Ga.—Examiner Brennan: 
1. & S. 2786—Fruits and vegetables from Mississippi Valley Terri- 
tory to Atlanta, Ga. 
* Portions Fourth Section Appliction Nos. 2176 of Agent Emerson; 
542 of A. G. S. R. R.; 972 of A. B. & A. R. R., and others. 
(In connection with I. & S. 2786, fruits and vegetables from 
Mississippi Valley territory to Atlanta, Ga.) 
November 23—Argument at Washington, D. C.: 
Valuation No. 650—In re tentative valuation of the property of the 
Akron, Canton & Youngstown Ry. 
November 23—Sioux Falls, S. D.—Examiner Cheseldine: 
1. and S. 2779—Grain and grain products from points in S. D. on C. 
St. P. M. & O. Ry. to Omaha, Neb. 


November 23—Chicago, IlIl._—Examiner Walsh: 
18564—The Cudahy Packing Co. et al. vs. B. & O. R. R. et al. 
November 23—Boston, Mass.—Examiner Williams: 
18665—Boston Wool Trade Association (for and on behalf of its 
members and other) vs. Androscoggin & Kennebec Ry. Co. et al. 
November 24—New York, N. Y.—Examiner Trezise: 
1. & S. 2784—Handling of newspapers on passenger cars between 
»Olean, Bradford and Salamanca Ry. stations. 
November 24—Galesburg, Ill.—Examiner McChord: 
18395—Purington Paving Brick Co. et al. vs. A. & W. Ry. et al. 
18562—Illinois Electric Porcelain Co. vs. C. B. & Q. R. R. et al. 
November 24—Boston, Mass.—Examiner Williams: 
18193—Boston Wool Trade Assn. (for and in behalf of its members 
and others) vs. Apache Ry. et al. 


November 24—Argument at Washington, D. C.: 

17186—Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Penna. R. R. et al. 

17293—-Federated Metals Corp. vs. Penna. R. R. et al. 

17320—Somerville Iron Works et al. vs. C. R. R. of N. J. et al. 

as yy eed Bedford Copper Co. vs. N. Y. N. H. & H. 

. R. et al. 

Finance No. 4723—In the matter of the application of the Grand 
Rapids & Indiana R. R. and the Pennsylvania R. R. for authority 
to abandon the Jennings Branch and the Michelson Branch of 
the Grand Rapids & Indiana R. R 

November 26—Galveston, Tex.—Examiner Disque: 
18428—Galveston Chamber of Commerce et al. vs. A. & S. Ry. et al. 
November 26—Phoenix, Ariz.—Examiner Barron. 

15084—Walter Mill et al. vs. A. T. & S. F. Ry. (further hearing, on 
question of reparation). 

November 26—Argument at Washington, D. C.: 

'17135—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 

‘17108—James B. Berry Sons’ Co. vs. B. & O. R. R. et al. 

17194—Robert Blank vs. C. R. R. of N. J. et al. 

November 26—Chicago, Ill.—Examiner Walsh: 

18596—Tonawanda Paper Co., Inc. (successors to the Daily News 
Paper Corp.), et al. vs. N. Y. C. R. R. et al. 

18597—The Ontario Paper Co., Ltd., et al. vs. Can. Nat’l Rys. et al. 

November 27—Phoenix, Ariz.—Examiner Barron: 

—— F. Barker Produce Co. et al. vs. Ariz. Eastern R. R. 
et al. 

November 27—Argument at Washington, D. C.: 

17204—Concrete Steel Co. et al. vs. B. & O. R. R. et al. 

17210—Hyman-Michaels Co. vs A. C. L. R. R. et al. 
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17257—American Cement Tile Mfg. Co. vs. A. & A. R. R. Corp 4. 
17263—Murphysboro Paving Brick Co. vs. M. & O. R. R. "etal 
Finance No. 5149—Application Detroit & Ironton R. R. for autho: 
to acquire control of the D. T. & I. R. R. and the Toledo-pan 
R. R. by purchase of stock. Ut 
Finance No. 4807—Application Detroit & Ironton R. R. for author 
to acquire and operate the lines of the D. T. & I. R. R. and 
Toledo-Detroit R. R th 


Finance No. 5150—Application Detroit & Ironton R. R. for auth 
to issue securities and assume certain obligations. Ort 


November 29—New Orleans, La.—Assistant Director Burnside: 
Finance No. 5809—Application of Texas & New Orleans R. Rt 
authority to acquire control, by lease, of the railroads of 7 
Louisiana Western R. R., Morgan’s Louisiana & Texas R Re 
S.S. Co., Iberia & Vermillion R. R., Franklin & Abbeville p° 
Lake Charles & Northern R. R., Houston & Shreveport p R 
Galveston, Harrisburg & San Antonio Ry., Houston ¢ Tex 
Central R, R., Houston East & West Texas Ry., Southern p: 
cific Terminal Co., and San Antonio & Aransas Pass Ry, “ 


November 29—Sioux Falls, S. D.—Examiner Cheseldine: 


1. & S. 2783—Class and commodity rates from Iowa and South 


kota to Colorado and Utah. 
18730—Board of Railroad Commissioners of the State of S. p, y, 
A. T. & S. F. Ry. et al. a 
18787—Board of Railroad Commissioners of the state of Iowg V3 
vy S. F. Ry. et al. 
November 29—Phoenix, Ariz.—Examiner Barron: 
15072—Maricopa County Farm Bureau et al. vs. A. & S. Ry. e¢ al 
Fourth Section Application 57i1—Filed by Southern Pacific (_ 
Atlantic §.S. Lines—In re continuance commodity rates fro, 
pts. in Atlantic Seaboard Territory to points in Mexica, vig No- 
gales, Ariz., as named in Trf. I. C. C. 767. ; 
ror Zee Application No. 4486, 4487 and 4491, filed by Mallory 
o. : 


Fourth Section Application 577, filed by Sou. Pac. Co.-Atlantic gs 


0. 

Fourth Section Application 12825—Filed by Agent Dearborn—in p 
refrigeration charges on fruits and vegetables from points jy 
Arizona via a newly constructed route of the Southern Pacific (), 

Fourth Section Application No. 12836—Filed by Agent Dearborn—} 
re refrigeration charges on fruits and vegetables from points i 
California, designated as Group B, to interstate points. 

November 29—Pittsburgh, Pa.—Examiner Jewell: 
18718—American Window Glass Co. vs. B. & O. R. R. et al. 


November 29—Providence, R. I.—Examiner Williams: 
18418 (and Sub. No. 1)—Manville Jenckes Co. vs. A. C. & Y. Ry. etal 


FREIGHT RATES ON WHEAT 


“America continues to be the granary for the world and is 
more than holding its own in the world’s wheat markets,” says 
the Bureau of Railway Economics as the result of a study in 
respect to wheat production and the relationship of wheat prices | 
received by the farmer to freight rates. ox. 

“Average annual exports of wheat for the past three years— 
1923 to 1925, inclusive—amounted to 173,500,000 bushels, accord. 
ing to the study, which is considerably greater than the annual F 
average for any of the pre-war years from 1902 to 1913. ae 

“The wheat crop, according to the study, constitutes the larg- 
est single commodity of all agricultural products transported 
by rail in the United States. Wheat tonnage averaged about 
27 per cent of the total tons of all agricultural commodities 
originating on the railways during the five years, 1921-1925. 

“While freight rates on wheat have remained virtually 
unchanged, the study shows that in the crop year 1925-1926,a F 
wide range of farm prices on wheat occurred. This range in B 
farm prices was in marked contrast to the stability of freight 
rates and indicates that freight rates do not contribute to fluc: 
tuations in wheat prices. 

“The study, which is based on information as to grades of 
wheat and prices obtained from country elevators, shippers or 
farmers at 146 origin points distributed through 20 states, pro- 
ducing 90 per cent of the total wheat production of the country, 
shows that the spread in farm prices during the season in 
nearly all cases was greater than the total freight rate to 
market. It also shows that higher prices were sometimes paid 
for the same kind and grade of wheat involving longer hauls 
and greater freight rates than were paid at points involving 
shorter hauls and lesser freight rates. Prices were frequently 
different for the same kind and grade of wheat at different points 
in the same general territory, which had the same freight rate 
to market. 

“The results of this study have confirmed and strengthened 
the general conclusion previously reached in other bulletins, 
namely, that there is no relationship between freight rates on 
wheat and fluctuation in the prices paid to the farmer for his 
wheat. 

“Freight rates from Jerseyville, Illinois, for instance, to 
St. Louis and Chicago remained stationary at 5.7 cents and 87 
cents per bushel, respectively, throughout the three seasons of 
1923 to 1926. During the same period, however, farm prices for 
Red Winter No. 2 wheat were fluctuating over a wide range; 
from 79 cents to $1.09 per bushel in 1923-1924; from $1.11 to 
$2.08 per bushel in 1924-1925; and from $1.45 to $1.86 in 1925 
1926. The price range over the three-year period was from 4 
low of 79 cents per bushel in 1923 to $2.08 in 1925. This three 
year spread of $1.29 was 14.8 times the stationary freight rate 
to Chicago and 22.6 times the stationary freight rate to St. Lous. 
It is evident from this that freight rates do not contribute t0 
fluctuations in wheat prices, and that the causes of the fluctua 
tions must be sought elsewhere.” 
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Map showing points 

reached in Central 

Electric Railway 
Territory. 


Dependable Electric Freight Schedules 


Have Given the Shipper 
CONFIDENCE IN OUR SERVICE 


Address L. E. EARLYWINE Chairman 


Central ‘Electric Traffic Association 
308 Terminal Building, INDIANAPOLIS, IND. 
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aterials 
0 Empire 


Bees and soil which yield a varied and abundant harvest— 
timber—rich minerals—water power—these are among the raw 
materials of empire in the South. 


The richness and variety of nature’s gifts, and the hands in which 
fortune has placed them, have made the growth of the South inevi- 
table. Possessed of the best in American traditions, hard-working, homo- 
geneous and contented, the Southern people are superimposing a 
new industrial empire upon a proven agricultural one, giving it rank 
with the most prosperous regions of the earth. 


Fortunate those who share in the achievements of Southern enterprise 
in these eventful years. 


Operating economies achieved by the Southern Railway System enabled 
it to operate last year on freight charges that averaged 16% lower than 
those of 1921. These reductions applied to last year’s traffic meant a 
saving of $27,000,000 to shippers on the Southern. 


Washington, D. C., will gladly aid in securing indus- 
trial locations, farms and home sites in the South. 


OUT 


RAILWAY 


The Development Service of Southern Railway System, tO 






SYSTEM 


SOUTHERN 





1160 

















































Louisville & Nashville Railroad. 


and Related Companies 
Owning and Operating 
International Harvester 
Automotive Equipment 


American Railway Express 

Atchison, Topeka & Santa Fe 

Baltimore & Ohio 

Boston Elevated 

Canadian National Express 

Canadian National Railway 

Canadian Pacific 

Chicago & North Western 

Chicago, Burlington & Quincy 

Chicago Junction Railway 

Chicago, Milwaukee & St. Paul 

Chicago, Rock Island & Pacific 

Denver & Rio Grande Western 

Dominion Express 

East Mass. Street Railway 

Elgin, Joliet & Eastern 

Gary Railways 

Great Northern 

Illinois Central 

Illinois Traction Co. 

Indiana Service Corporation 

Interstate Public Service Co. 

Louisville & Nashville 

McCormick Steamship Co. 

Milwaukee Electric Railway 

Minneapolis & St. Louis 

Missouri, Kansas & Texas 

Missouri Pacific 

Monon Route 

New York Central Lines 

New York, New Haven & 
Hartford 

Nickel Plate Road 

Norfolk & Western 

Northern Ohio Traction Lines 

Northern Pacific 

Norton Lilly Steamship Co. 

Pennsylvania System 

Pittsburgh & Lake Erie 

Pullman Company 

St. Louis Southwestern 

Soo Line 

Southeastern Express 

Southern Pacific 

Southern Railway 

Texas & Pacific 

Union Pacific 

Wabash 


International Speed Truck in mail service of the 


Some of the Railroad, Express, 
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Louisville & Nashville 
Wabash 


Denver & Rio Grande Western 


have lately added their names to 
the imposing list of railroads 
using International Motor Trucks, 


International 14-ton Heavy-Duty 
truck used on the Pan Handle 
Division of the Pennsylvania. 


INTERNATIONAL 
HARVESTER 


Trucks—Coaches—Tractors 


International Harvester automotive products are so generally used by 
the railroads because of the assurance of performance and service that 
goes with them. International truck reputation has been building consist- 
ently since the first International truck was made, back in 1904. 


Rail operation reaches everywhere, but so does International service. 
We are proud to say that International trucks are served by the largest 
Company-owned truck service organization in the world. We now 
own and operate 122 branches in the United States. The railroads 
know that is an important factor in motor truck operation. 

The full International line ranges from the %4-ton “Special Delivery” 
to the 5-ton Heavy-Duty Trucks. International Speed Trucks for 1% and 
1%2-ton loads are provided in 4 and 6-cylinder models. Chassis and body 
styles for all requirements. International 6-cylinder Motor Coaches. 
McCormick-Deering Industrial Tractors. Write for detailed information. 


INTERNATIONAL HARVESTER CoMPANY 


606 So. Michigan Ave. Of America 
(Incorporated) 


Chicago, Illinois 









International long-low 
Speed Truck working for 
the Stores Department of 
a New York Central 

Subsidiary. 
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‘Three more Roads ~ \ 
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_|Great Northern Railway 


Offers 





An Unsurpassed Transportation Service 
Between 


St. Paul, Minneapolis, Duluth, Superior, 
Sioux City, Billings and North 
Pacific Coast Points 


With Rail and Steamer Connections to and 
from Points Beyond 


The New Oriental Limited 


The Finest Train to and from the Pacific Northwest 
No Extra Fare 


G. H. Smitton 
Freight Traffic Manager 
St. Paul, Minn. 


A. J. Dickinson 
Passenger Traffic Manager 
St. Paul, Minn. 


M. J. Costello 
Western Traffic Manager 
Seattle, Wash. 


H. G. Dow 
Assistant General Freight Agent 
New York City 


Great Northern Railway 
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=m a 
< — . . e — 
me 3 AKE TAHOE, one of the world’s largest and The photograph above shows a fair disciple of 
as pA L4 most beautiful mountain lakes, has many attrac- Izaak Walton whipping the waters of Truckee river. 
38 o tions for the lover of the out-of-doors and the Lake Tahoe is in the Sierra Nevada mountains 
ELS good fishing found in the waters of the lake as near Southern Pacific’s main line, at an altitude 
o @ well as the smaller lakes nearby and the Truckee of 6,280 feet. It is very easy of access, since the 
@® ® river brings many anglers there to try their luck. railroad reaches the very shore of the lake. 
* Write, telegraph or 'phone 
2 ® ‘“‘General Agent, Southern Pacific Lines’’ ® 
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